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Isthmian Steamship Lines |. 
ISTHMIAN STEAMSHIP COMPANY cay 
General Offices: 50 Trinity Place, New York, N. Y. a: 
el Ba STEUER SG MOETTEN. tar mney cuzin. | HE, 
DIRECT STEAMER SERVICE 4 
Ct 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports sai 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 


















U. K. and Continental Ports EDI 

CUR 

Also INTERCOASTAL SERVICE DEC 

New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to A 

Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, : 

Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. V 

Direct Service Baltimore to Honolulu without transshipment. ; 

For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to S 

NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, N 

Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 

Portland, Seattle, and Vancouver. A 

E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). M 
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Improve Your Competitive Position! 

Place Your Merchandise Within Easy . 

Reach of Your Dealers—Economically. Il 

THESE MODERN FACILITIES ARE AT YOUR COMMAND. ‘ 

~ TEESE 2 = c 

iz Ci 

P; 

A 

PROF 

ee U. Ss. 

MISC 

Loss 

HEAI 

AVIA 

SPEE 

"ia THE 

TRA! 

MEMBER: . . 

U. S. CHAMBER = 4 i _ | or OCEs 
OF COMMERCE teen ost (Sa mill ) 

Merchandise Cars for Each Rail Line Loading Daily at Our Platforms ins 

—Save Cartage Expense — Expedite Delivery — Build Good Will wet 

DOIN 

TERMINAL WAREHOUSES OF ST. JOSEPH, INC. New 

H. C. Herschman, President SOUTH ST. JOSEPH, MISSOURI F. J. MEEKER, Secretary. re 





Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, IIl. Entered 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of Marc h 3, ° 









THE TRAFFIC WORLD 


Name Registered U. S. Patent Office 
Published Every Saturday By 


(HE TRAFFIC SERVICE CORPORATION 


Copyright, 1930. Twenty-third Year Member of A. B. C, 


ie ee 


: W. C. TYLER, Secretary-Treasurer 
F. HAMM, Presi and Mana J. H. SWEET, Circulati 
ger . ees , Circulation Manager 
A. PALMER, Editor ang Wy KELLOGG, Advertising Manager 
Allcommunications should be addressed to the Chicago office 


A. E. HEISS, Chief, 
B. J. HA el eevicn Department, Washington Washington News Bureau 






=m 





aiid 


48S. Market Street 51 E. 42nd Street Mills Building 
CHICAGO, ILL. NEW YORK WASHINGTON, D. C. 





EDITORIAL ..-- eee eee eer ee cere ceeceeceeeeneansansenesecseeenceees 1365 
CURRENT TOPICS IN WASHINGTON..........-eseeeeeeeeeeeees 1369 
DECISIONS OF THE COMMISSION: 

Automatic train control; docket 13413, sub. 42; Long Island ane 


TOBE ..o00.000:6.0'5 60:00000 010060000 sceecseseerseecineecosessesoceses 
Swift and Co. et al. vs. P. R. R. et al.; case 21409; live stock 
ridge tOll ...cccccccccccccccccccsvcccecscccscccccccccecccoercs 1371 
Wilson and Co., Inc., vs. C. I. & L. et al.; case 21400, sub. 1; 
Hee stock Bridie TOM 2... cccccsccvrcveccrcsvcsccscsseecsesees 1371 
Armour and Co. et al. vs. P. R. R. et al.; case 21409, sub. 2; 
live stock bridge toll .......ccccccccccccccccsccccvcvcsccescoecs 1371 
Oshkosh Traffic Assn. et al. vs. G. N. et al.; case 21235; 
RO. ca dade be ceed Oe eetGeSneb COR SERM Seed e nda dena ae 1371 
Swift and Co. et al. vs. A. T. & S. F. et al.; case 21158; 
ee A eee Eee E ET OT ere TT er TTT CT eer 1371 
N. American Provision Co. vs. M. & N. A. et al.; case 21423; 
DOUNETY,, GEC. 66:0 0.0:0.0 0,0:6100:04:04.40.60000064 9 aviencesesesesceeeeses 1371 
Armour and Co. vs. A. T. & S. F. et al.; case 21423, sub. 1; 
Se eer ee rrr te ere! ere 1371 
Walrath and Sherwood Lumber Co. vs. Director General; case 
NE iiich ais 415. 4.4,6.0 0 60:s dae HERS EERE ET OAC Dee eeO eee 1371 
Chemical Lime Co. et al. vs. P. R. R. et al.; case 21177; lime 
. er CME 65 6645.4 00k hens dicduhtens neue aah imeeeens 1371 
Switching charges at Atchison on Mo. Pac.; I. and S. 3384...1371 
. Milne Lumber Co. vs. N. Y. C.; case 19420; lumber demurrage. .1371 
Kirk, J. S., and Co., Inc., vs. C. & N. W.; case 20740; demur- 
DEE sindssr4otee dines sceesiseesives dpeweksaaeeasanoananetasine 1371 
Spencer, W. M., Sons Co. vs. C. N. O. & T. P. et al.; case 
ee er rer rere eee ee ee 1371 


Brainerd Fruit Co, vs. C. G. W. et al.; case 22582; strawberries.1371 
Waggoner-Gates Milling Co. vs. A. T. & S. F. et al.; case 
i A Or LE 
Hoover Steel Ball Co. vs. Mich. Cent. et al.; case 21974; iron 
Oe NE IE onic scwbecntan anes sasenaedetesens GbeemmeED 
Ill. Coal Traffic Bureau vs. Ark. Valley Interurban; case 17330, 
PR EON, occ elas. so0.nw ads 56s sou eegarees Seas seeeneR esa saee 
Eternit, Inc., vs. C. B. & Q. et al.; case 22549; asbestos shingles.1371 
Maull, Louis, Co. vs. C. R. I. & P. et al.; case 22484; vinegar. .1371 
Paper Makers Chemical Corp. vs. L, & N. et al.; case 22413; 
TE MY Ace ib ehinn we Wiewhecie Cee o sind pele sane sae sh Pemewanwe 
Continental Steel Corp. et al. vs. A. T. & S. F. et al.; case 
BEES, WIG MOT BPEIOIID:. «ioe, 5.5.0 4000.5:.0-0 00s an euembicaeon 


Ceramic Traffic Assn. vs. A. C. and Y. et al.; case 21965; ball 
clay 1371 


THe ee eee eee EEE HEE EEE HEHEHE EEE HERE EH EEE EES 


ae and Gamble Co. vs. B. & O. et al.; case 21567; naphtha.1371 
Ashland Refining Co., Inc., vs. A. G. S. et al.; case 21979; also 


two sub. Nos., same vs. A. & R. et al. and A. G. S. et al.; 
petroleum 


Cae Cab aC wiele gids Wek: s:6is ss bw wS Sd bee wa wwe seb es ehee wean a 71 
PROPOSED REPORTS IN 1. C. C. CASES...........cccecccecees 1373 
V. & SUPREME COURT DECISIONS. .............ccececcscscsces 1378 
MISCELLANEOUS TRAFFIC DECISIONS............0.ee0ceeeee 1379 
LOSS AND DAMAGE DECISIONG..............0eceeeeeeceeeeces 1379 
HEARINGS ON FOURTH SECTION BILL............cceeeseeuees 1385 
IN TI hii chr nch aah citi egeenheuediascaad bedenauel 1390 
SPEED AND LUXURY IN PASSENGER SERVICE.............. 1391 


THE TRUCK IN TERMINAL SERVICE—By Homer H. Shannon.1393 
TRANSPORTATION CHARGES AND THE MARKET AREA— 


_ pa eS eer rrr or “ere rye re Toe 1397 
en eR CO... ss vecinminananaeewabadenelammenlee 1397 
INLAND WATERWAY TRANSPORTATION............000eeee0s 1401 
it es een ere 1403 
DOINGS OF THE TRAFFIC CLUBS............0secccccesseeeeeees 1408 
RN io abc tipinenananienieuaniepaaee 1412 
PERSONAL NEWS AND NOTES...............scccccecceescccees 1412 


DOCKET OF THE COMMISSION. ............ccccccccccccccccscce 





yay 24, 1980 __ The Traffic World | PAGE 1353 





CARLOADING & DISTRIBUTING CO: 


DIVISION OF 
UNITED STATES FREIGHT COMPANY 


\ ay £9) 
NLess Dhan Carload Freight Service ” 





DID YOU 


READ IT? 


In a full-page advertisement of the 
TRAFFIC WORLD issue of May 10, we 
advised of our consolidated car service 
from fifty principal cities in the United 
States to Atlanta, Birmingham, New 
Orleans and Memphis. 


Did you read it? In case it missed your 
notice, we wish to suggest that you check 
up now to see if your orders for these 
four cities in the South are routed “VIA 
UNIVERSAL.” 


A Purchasing Agent never fails to take 
advantage of a cash discount in the pay- 
ment of invoices. 


For the same reason, a Traffic Manager 
should never fail to take advantage of 
what amounts to a cash discount in 
freight charges by using “UNIVERSAL 
CONSOLIDATED CARS.” 


SE 


For Rates or further information apply to our Freight 


Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEw Yorxk City, N. Y. 
10th and West Jefferson Avenue, DETROIT, MICH. 
1038 Public Ledger Bldg., PHILADELPHIA, PA. 


CANADIAN CONSOLIDATED CAR Co., LTD., 
159 Bay Street, ToRONTO, ONTARIO. 


“Reduced Freight Rates” 
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Terminal Railroad Association 
OF ST. LOUIS 

‘‘The Terminal of Capacity and Expedition’’ 
(175 SWITCHING LOCOMOTIVES 





400 MILES OF TERMINAL FACILITIES 
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VALLEY JUNCT 


Plat of 
ST. LOUIS and 
VICINITY. 
Showing RAILWAY SY a K Y 







wesiee i‘. cone = ashteieeeman é : : = aes Foner arnt canes 
ROUTE YOUR FREIGHT VIA ST. LOUIS AND SPECIFY 
“T.R. R.A.” IN YOUR BILLS OF LADING 
Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Switching SERVICE of the most excellent character 















SCALE 
| SEPTEMBER 1927 

















Switching RATES the lowest to be found in any large city 
Prompt information supplied as to movement when requested 


Three belt lines in the St. Louis District and three in the East St. Louis District provide amply for 
industrial expansion 


able along these belt lines 


Large areas of moderately priced property, conveniently located for industrial development are avail 
Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 


may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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_.. An Answer to an 














EXPORT. 
PROBLEM 


on every page | 
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VERY executive interested in 
E the transportation, ware- 
housing and distribution of 
merchandise in Great Britain will 
find valuable information in our 
booklet, “Distribution.” 

New facts...latest statistics... 
up-to-the-minute transportation 
developments. Each page 
packed with news. A worthwhile 
addition to your working library. 

Frankly, the booklet was 
written in the interests of the new L.M.S. 
Plan, a merchandising idea sponsored by 
the largest railway system in the United 
Kingdom. Yet, those who know the field will 
agree that this is a point in its favor, for 
75% of the population of Great Britain de- 
pend upon L.M.S. railway transportation for 
food and clothing... L.M.S. is an outstand- 
ingly important factor in British commercial 
development. 
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Your FREE copy is Waiting 


We are anxious that every export executive 
have a copy of this booklet on file. It has 
been published for and is especially ad- 
dressed to the American exporter interested 
in more sales... less overhead... rapid 
deliveries. If you merchandise in Great 
Britain or contemplate doing so, the book- 
let will be of value...your name on your 
company letterhead brings it by return mail. 


London, Midland & Scottish Railway of G. B. 


Thomas A. Moffet, Freight Traffic Manager in America 
1 Broadway, New York City 
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800 Points 






Electric Railway 


Electric Freight Service | 
| 5,000 Miles |: 
| Central Electric Traffic Association | 
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DISPATCH FREIGHT SERVICE 


Meets the Demands of Modern Merchandising 


Smaller stocks, quicker turnover, orders 
placed a few hours instead of six months 
to a year in advance . . . thus, successful 
business operates today. 


The inter-connected electric railways of 
the Central West are meeting these new 
requirements by moving L. C. L. package 
freight with passenger train frequency and 


speed. Such shipments, in fact, are han- 
dled on practically all regular passenger 
trains, insuring delivery within a few 
hours of ordering from almost any point 
on the delivering carrier’s lines. 


Thousands of manufacturers, merchants 
and farmers depend on this up-to-date, 
time-saving service. You, too, will profit 
by using it! 


For detailed information, address L. E. Earlywine, chairman, 
Central Electric Traffic Association, Traction Terminal Bldg., 
Indianapolis, Ind—or ask any local electric railway agent. 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


an more than 30 progressive electric railway apageneet 
in Indiana, Ohio, Michigan, Pennsylvania, Kentucky and Illinois. 





SHIP VIA ELECTRIC RAILWAY FREIGHT 
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Personal, 


Helpful 
Shipping Service 


Soo Line Representatives, always at the 
other end of your telephone wire, are 
waiting to assist you in solving your prob- 
lems as they pertain to the Great North- 
west and Western Canada 







Here Are The Numbers Soo LINE representatives are not ‘“‘freight solicitors.” 



























Boston, Mass., L.R. Robinson . . «. Phone Hubbard 1760 
Buffalo, N. Y., C. S. Richardson . ° Phone Cleve. 2880-2881 Traffic men frequently remark upon the helpfi ulness of “the Soo 
See fl ll! ee Line man.” This is because every Soo Line representative is 


Chippewa Falls, Wis., E. C. Frost . « oo -« .© Whone2i6 


Cincinnati, Ohio, L.C.Jack . . +. + ~~ Phone Main 2168 selected not alone for his experience, his knowledge of traffic 
Cleveland, Ohio, W. S. Elliot . . ‘ ‘ - Phone Main 2683 ; 

Dallas, Texas, H.L.Tingle . . . «~. ~~ « Phone 2-2783 problems, but also because he possesses that rare genius for 
Detroit, Mich., F. P. Tinker . > . - Phone Cherry 7820 : : . > 

Duluth, Minn., G.A.Sherwood . . .~ Phone Melrose 5800 making other people’s problems particularly his own. 

Grand Rapids, Mich.,W.A.Napper . . . « Phone 41602 

Indianapolis, Ind., G.A.Macnamara . . . Phone Riley 3214 The Soo Line representative in your city is waiting to call 
Kansas City, Mo.,J.L.Fox . . . . Phone Victor 2235 : one ; 

Los Angeles, Cal.,C.P.McGhee . . . Phone Vandike 9890 upon you, and offer you any assistance within his power to 
Memphis, Tenn.,J.C. Carey . . - Phone Cumberland 6-0434 ‘ . 

Milwaukee, Wis., J. A. Millington . Phone Daly 3017-3018 expedite your shipments to and from the Great Northwest and 


Minneapolis, Minn., E. J. Murphy - «  « Phone Main 1261 


Neenah, Wis., A.C. Wilson . . ~« « +=» «© Phone 2250 Western Canada. 


New York, N. Y.,A.L. Preston . . « Phone Fitzroy 8474-8 

Omaha, Neb., Paul H.Hefty . ~. ~~ Phone Atlantic 9752 In the column to the left, you will find the telephone number 
Passaic, N. J..W.T. Pratt .. . ~. «. Phone 705-R Passaic . 7 - = - - m 
Philadelphia, Pa., F.T. Goodman, Phone Pennypacker 6537-6538 of the Soo Line representative in your city. Give him a ring. 


Pittsburgh, Pa., Robert Main . ‘ e - Phone Atlantic 6375-6 : * : : H ; 

Sid tin ane | iene Get acquainted with him. You will find him the kind of man 
Portland, Ore.,O.H. Becker. . ~. + Phone Broadway 4765 you like to have come into your office. You will find him able 
San Francisco, Cal.,. W.W.Smith. . . Phone Garfield 6721 : 2 . 
Sault Ste. Marie, Mich., W.G. Miller . . Phone 165 and 166 to really offer you something. He personifies the Soo Line, 
Seattle Wash., Wm. P. Lockwood. . . « Phone Main 5587 “The Road of Friendly S ice.” 

Spokane, Wash., Frank L. Thompson. .  . Phone Main 3184 € Koad of Friendly oervice. 


St. Paul, Minn., C.K. Landes Phone Cedar 3390, Garfield 1630 
St. Louis, Mo., G. F. Diekroeger . . Phone Main 4768-4769 


Superior Wis.,E.L. Thorp . . . Phone Broad 662 and 663 To avoid delay, shipments for Canadian destinations must be ac- 
Tacoma, Wash., A.E. Walker . . . « Phone Main 2562 companied by Shippers’ Export Declaration Made in Triplicate. 
Waukesha, Wis, F.C. Eckert . . . «» «+ + Phone 48 This document must be delivered to railroad agent at initial point 


Winnipeg, Man., C.F. Ronnan . . . ‘ Phone 23375-6 with shipment and accompany same to.Canadian port of entry. 
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SALES EXECUTIVES: Send for 
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this new and valuable Market Book 


EREVER YOU ARE .. . whatever 

you produce ... whatever your 

present distribution ... this up-to-date 

and unusual market analysis should be 
in your hands. 


Through the presentation of undeni- 
able facts and figures, it points the way 
to a combination of marketing econ- 
omies and production savings unique 
in the structure of American industry. 


Accurately and dispassionately it 
proves an opportunity not generally 
appreciated for the reduction of costs 
through every phase of manufacture 
and distribution. 


4 the Nation in 4 its Area 


Even if you are already “covering” the 
markets analyzed ... even if you feel 


that your present plan of distribution 
has been satisfactorily determined 

. . this book will reveal new and 
unexpected opportunities for greater 
profit. 


No Cost or Obligation 


A request on your business stationery 
will bring you promptly your copy of 
“Market Analysis of Half the Nation” 
with the full assurance that it will 
entail no obligation or annoying 


“follow-up”. Address— 


LOUISVILLE INDUSTRIAL FOUNDATION 
INCORPORATED 


615 Columbia Building, Louisville, Ky. 


LOUISVILLE 


NO COST OR OBLIGATION 


ioe to fit your letter file . . . 8 by 11 inches 
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The Delle Weld — —________......_ 
in AS LT TNE TE I em RRR 


INDUSTRIAL SITES AVAILABLE 


7 NIASARA FALLS, N.Y. 
BUFFALO, N.Y. 

















ELKINS, W.VA. 







RLESTONW,WVA. /Y DURBIN, W.VA. 





9, 
Ry. 


O ROANOKE, VA. 


Low living costs, ample labor supply, abundant coal from 
list of progressive indus- ines on the W. M. Ry., healthful climate, are outstanding 
trial centers on line of features of all these cities. This territory is especially well 


Werteon Mesytend Ry. situated for manufacturers doing a foreign business, as 
Baltimore, Md. shipments to and from all parts of the world move through 
*Chambersburg, Pa. Western Maryland Ry., Port Covington Terminal, Baltimore. 
¢Cumberland, Md. These points are also most convenient to the great centers of ; 
¢Elkins, W. Va. population in the Middle West. ee Se 
Gettysburg, Pa. municate with 
*Hanover, Pa. In addition, there are many other smaller cities and towns D. G. Gray 
*Hagerstown, Md. along the line of the Western Maryland Ry. which offer Vice-President Traffic 
¢ Waynesboro, Pa. particular advantages to the manufacturer who is seekinga _— standard Oil Building 
*York, Pa. desirable site. Baltimore, Md. 






WesTERN MaryLtAND RAILWAY 


‘Short Line to Middle West’’ 





Standard Oil Building Baltimore, Md. 








Vol. XL 


PAGE 360 The Traffic World ———A______—__—>_LV, no. 2 
Mat 
— 


R t via (P. & P. U. Ry.) 
oute Peoria , 


Combine fast line-haul 
service with prompt 
terminal handling. ° 


Many shippers have 
found relief from traffic 
worries by routing via 
Peoria Gateway. 


Switching charges ab- 
sorbed. Postalcard pass- 
ing reports furnished. 


\ 
‘sams 


a 





PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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Above—Sefton Box Factory at 
Anderson, Ind. 


Top center illust—Sefton Box Fac- 
tory at Chicago, Ill. 
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Above—The Sefton Brooklyn Box 
Factory occupies space in the Bush 
Terminal Bldg., Brooklyn. 


Left—Dixon Board Mills, Inc., at 
Carthage, Ind. 


Container Corporation of America Acquires 
Sefton and Dixon Board Mills, Inc. 


The Container Corporation of America has acquired the Sefton Container Corporation and the 


Dixon Board Mills, Inc. 


The Sefton Container Corporation owns and operates three plants, one in Brooklyn, N. Y., another 


in Chicago, and a third at Anderson, Ind. 


The products manufactured in the Brooklyn plant are corrugated fibre boxes and corrugated paper 
products. The Chicago plant of the Sefton Container Corporation manufactures folding paperboard 
cartons, paper pails and corrugated fibreboard products, while the Anderson, Ind., plant makes corru- 





How a fragile radio can be packed and shipped 
in a corrugated fibreboard box. Note double 
wall reinforcements for protection, 


gated fibreboard products and folding paperboard boxes, 
including retail delivery boxes, such as suit and hat boxes, 
florist boxes, cake boxes, etc. 


This acquisition makes our line of paperboard products 
in the container field more complete and puts us in position 
to cater to the requirements of our customers in the fol- 
lowing lines: 


Boxboards for set-up and folding boxes, 
Corrugated fibreboard boxes and products, 

Solid fibreboard boxes and products, 

Folding cartons in either large or small quantities, 
Folding and k. d. retail delivery boxes, 

Ice Cream and Oyster Pails and other paper pails. 


The Dixon Board Mills, Inc., own a boxboard mill at Carthage, 
Ind., making test liners, boxboards and straw for corrugating, all of 
which materials are used in the manufacture of the various com- 
modities of the Container Corporation of America and Sefton Con- 
tainer Corporation. 


Both of these companies will immediately be absorbed into and 
coordinated with the activities of the Container Corporation and the 
entire personnel of the Sefton Container Corporation will be trans- 
ferred intact. 


We welcome this opportunity to serve a greater clientele in our 
industry and will spare no efforts to retain and increase, if possible, 
the reputation for quality and service established by the Sefton Con- 
tainer Corporation with their list of Customers. When you write, 
refer to Dept. 13 for quick service. 


CONTAINER CORPORATION OF AMERICA | 
Mid-West Box Company Sefton Container Corporation 


Seven Mills - Fifteen Factories 
Capacity - 1300 Tons Per Day 





General Offices + Conway Bldg. 
111 W. Washington St., Cuicaco 
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ECONOMY — _ SAFET 


SUPERIOR SERVICE | 


Connecting the great Mid- 
dle West with the Atlantic 
Seaboard, where barges 
load or discharge alongside 
steamers to and from the 
Pacific Coast, as well as 
vessels arriving from and 
leaving for all parts of the 
world. 


20% saving in freight rates 
by this route. 


Nothing less than one full 
barge load (about 650 gross 
tons) accepted. Barges 
move in fleets of four. 


PORT OF NEW Y0h : 


SERVING WITH 


For Rates or Othe 


HEDGER TRANSPOWK 


N. ¥. pRopuce "EXCHANGE CHAMBER OF COMMERCE BUILDING 25 Broadway; 





0 
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QUICK DELIVERIES 


'{ ALL-WATER ROUTE 


()GREAT LAKES <a 



















The quality of our service is 
attested to by 500 per cent 
increase in volume of traffic 
during seven (7) years of op- 
eration. 









Seasonal contracts for the 
movement of bulk commod- 
ities are a specialty with us 
and shippers have effected 
enormous savings thereby. 







Cargo received or delivered 
alongside shippers’ or con- 
signees’ docks at lake ports 
or at points in the Hudson 
River, Port of New York, or 
safe ports on Long Island 
Sound. 












ation, Address 


TION COMPANY, »<. 


ork City, N,. Y. TELEPHONE BONDED CARRIER 


DIGBY 4950 






th 
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A Coast to Coast Transportation Service 
V4 f val 
transcontinental 
railroad now encompasses “ 
% * e to ¢ 
a gigantic domain 

inte 
EAUNTINGTON, Crocker, Hopkins hig 

Sats and Stanford, transcontinental 
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through 25 degrees of latitude; and at the 
same time sweeping eastward to New ma 
Orleans, two-thirds across the continent, am 
2500 miles from San Francisco to the mouth me 
of the Mississippi, and thence by steamers al 
continuing to New York City its dominion of on 
transportation. (Note map on front cover). rep 
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the Pacific Coast what the Empire of the 
Southern Pacific encompasses—a domain 
that could supply the North American con- ( 
tinent with all its food and have something 
to spare for Europe and South America. 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. ; 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





CONSOLIDATION OF RAILROADS 


NE of the outstanding national transportation prob- 

lems of the day is that growing out of the decision 
of Congress, as set forth in the transporiation act of 
1920, that, despite the anti-trust laws, unification of 
railroads through acquisition of control should be per- 
mitted and that there should be authorization for actual 
consolidations of railroads, such consolidations to be 
in harmony with and in furtherance of a complete plan 
for the consolidation of the railroad properties of the 
continental United States into a limited number of 
Systems, 

Unification of railroads through acquisition by one 
carrier of control of another carrier or carriers by lease 
or by purchase of stock was begun not long after the 
transportation act was approved. That process of knit- 
ting carriers more closely together has been going on 
practically without interruption. More than fifty thou- 
sand miles of railroad have figured in these unifications. 


In August, 1921, the Commission issued its tentative 
plan for the consolidation of the railroad properties into 
a limited number of systems. Thereafter it held hearings 
on the plan and there resulted a record of thousands of 
pages and many exhibits. A great many held the con- 
viction, however, that a final consolidation plan should 
not be prepared. The Commission recommended to Con- 
gress that it be relieved of the duty of preparing a plan. 
It made that recommendation several times. It deferred 
taking action with respect to promulgation of a plan. 
Legislation was proposed in both branches of Congress 
giving effect to the proposal for repeal of the plan 
requirement. Congress, however, did not act on this 
proposed legislation, and the Commission, last December, 
issued its plan. 

The situation as outlined in the preceding para- 
graphs is reviewed here to afford background for discus- 
sion of the consolidation problem as it exists today. 

It may be said, in this connection, that, if Congress 
had passed the Parker railroad consolidation bill, which 
provided for repeal of the plan requirement and pre- 
scribed definite procedure for effecting consolidations or 
unifications approved by the Commission, such a prob- 
lem as we have now would not exist. It is true, we 
think, that Congress has not dealt with the consolidation 
situation growing out of the enactment of the trans- 
portation act in 1920 in a statesmanlike manner and, 
as a result, among other things we have the proposal 
of the chairman of the Senate interstate commerce com- 
mittee that Congress stop all consolidations and unifica- 
tions, however effected, until Congress can look into the 
matter. That proposal, of course, was modified in the 
Senate interstate commerce committee, but the essential 
idea back of the proposed legislation is to stop any 
substantial grouping of railroads. 

Organization of holding companies and acquisition 
by them of controlling interests in railroads by purchase 
of stock aroused Congress from its lethargy with respect 
to the consolidation question. When it was ascertained 
that certain interests were acquiring stock control of 
railroads through holding companies, other interests 
resorted to the same tactics. The Commission began to 
fear that unifications of railroads were being effected 
without it, the agent of Congress assigned to the job of 
passing on unifications and consolidations, being con- 
sulted. It reported this fear to Congress. The House 
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committee on interstate and foreign commerce, acting 
under authority conferred by the House of Representa- 
tives, began an investigation of the holding company 
and related matters. Until that investigation has been 
completed—and it will not be completed for months— 
we have the word of congressional leaders that no action 
will be taken on railroad consolidation legislation along 
the lines suggested by Representative Parker, of New 
York, chairman of the House committee on interstate 
and foreign commerce, and his committee, and by 
Senator Fess, of Ohio. 

The indications at this time are that the Couzens 
proposal for a halt in consolidation will not be approved 
in the House and that, therefore, that method of dealing 
with the problem at this time will not be adopted. 

It appears to be generally felt that unification of 
railroads through action of holding companies and with- 
out the approval of the Commission should be stopped. 
The contention has been advanced, however, that a hold- 
ing company may control the stock of carriers and yet 
not effect unification, and that the stock may be held 
subject to ultimate disposition in accord with findings 
of the Commission as to allocation of the railroads the 
stock of which is held. 

It is obvious, we think, that, if we are to have unifi- 
cations and consolidations of railroads, the Commission 
must have control of the situation and, if the law does 
not meet the situation, it should be made to do so. 

The proposal to take away the power of the Com- 
mission to pass on unifications and consolidations, with 
certain exceptions, to give Congress time to enact further 
legislation, does not appeal to us as the proper way in 
which to approach the solution of the problem. There is 
no assurance whatever that, if the Couzens resolution 
became law, Congress would pass additional legislation 
by March 4, 1931, the proposed date of limitation of the 
suspension. The proper method of procedure would be 
to enact legislation as soon as possible to meet the hold- 
ing company problem, if that may be done. 

Our position on consolidation of railroads should be 
well known, as we have stated it over and over again. 
We were opposed to the plan requirement in the trans- 
portation act and we do not think it is too late now 
to repeal that part of the law, even though the Commis- 
sion has issued its plan. The tendency under this plan 
will be to create the twenty-one systems indicated, with 
modifications here and there. We do not think unifica- 
tion of railroads should be approached in that manner. 
Provision should be made for such unifications and con- 
solidations as obviously would improve the transporta- 
tion service, but there should be no effort made to com- 
press the railroads in a short period of time into a small 
humber of systems. We have not the slightest doubt 
that, if that is done, there will be considerable unscram- 
bling done later. The railroads should be further unified 
slowly. It is difficult to see why, from the point of view 
of the public interest, there should be haste about it. 
The law should be such that the Commission could exer- 
“ise complete regulatory control over the subject matter. 
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NEW BILL OF LADING 


The Traffic World Washington Bureau 


The Commission has decided that it will make no ruling on 
the question whether, after it has said what shall be contained 
in the new form bill of lading assumed to be required by the 
recent legislation, the owners of old forms may rubber stamp 
them and continue their use. Its decision on that matter is 
being communicated to inquirers by means of letters. The 
decision to make no ruling leaves those interested in the position 
in which shippers and carriers were left in 1922 when there was 
a revision of the form. (See Traffic World, May 17.) 

In an announcement dated February 1, 1922, the Commission 
said that, for reasons indicated therein, it “is unwilling to 
lend its approval to the practice described above”—that is, of 
rubber stamping old forms to show that the carrier had accepted 
the shipment subject to the terms and conditions required by 
the law and supposed to be set forth to the extent the form 
could set them forth. The letters now going out to inquirers. do 
not go to the length of showing that the Commission is unwilling 
to lend itself to the creation of the confusion it visualized in 
the announcement of February 1, 1922. They stop with the 
definite information that the Commission deems it not appropri- 
ate to make any ruling regarding the practice of stamping old 
forms. A typical letter follows: 


This will acknowledge receipt of your letter of the 9th inst., file 
MCLS, in which you ask if you will be permitted after August 1, 
next, to use the old forms of bills of lading with the new language 
stamped in or otherwise shown as a correction. 

As you know, by a bill approved April 23, 1930, certain changes 
were made in section 20 of the interstate commerce act relative to 
claims for loss of or damage to property in transit. The change in 
the statute modified in certain respects the conditions now a part of 
the uniform bill of lading, and in this connection it is understood 
that representatives of the American Railway Association and the 
National Industrial Traffic League are conferring with a view to 
drafting and agreeing upon such changes as will be necessary ‘in 
the conditions of the bill of lading. It is uncertain, however, just 
when the new bill of lading containing the changed conditions will 
be published and filed with this Commission. The conditions of the 
present bill of lading as published and filed with the Commission 
are at variance with the law in view of the enactment of April 23, 
and it is presumed that even though the present bill of lading is used, 
the terms of the amendment would apply where contrary to the con- 
ditions on the bill of lading actually used. As indicated above, efforts 
are now being made to file a new bill of lading with the Commission 
containing conditions in conformity with the amendment of April 23. 
It would seem that pending the filing of the new bill it would be 
appropriate for shippers to replenish their supplies of the present form 
sparingly. 

It is appreciated that many shippers will have on hand a large 
number of unused old bills after the bill containing the new condi- 
tions has been published and lawfully filed with the Commission, and 
no doubt such shippers will desire to use their old supply with, say, 
a rubber stamp reference to the bill lawfully published and _ filed. 
The utmost the Commission could do would be to indicate that it 
approved or did not approve of the practice of using the old bills 
with rubber stamp referring to the new bill. In view of the fact that 
many consignees would not know the terms of the bill of lading pub- 
lished and filed with the Commission, and that much confusion might 
be caused in court proceedings by the use of forms other than that 
lawfully on file, it is not deemed appropriate to make any ruling 
regarding such a practice. 


Arrangements have been made by the railroads to file with 
the Commission, as a tariff supplement to consolidated freight 
classification No. 6, a bill of lading form revised to bring the 
document into conformity with the requirements of the law, as 
amended by the new legislation. The supplement will bear 
August 1 as the effective date. 

As soon as it is filed it will be subject to protest by those 
who think the language employed to give effect to the amended 
law is not such as the law requires. However, only the new 
matter in the bill of lading will be subject to such protest and 
request for suspension. If the Commission finds anything in 
the objections persuading it that suspension of the new form 
is warranted an investigation and suspension proceeding will 
be created which will be handled in the regular way. 

Two changes have been made on the face of the uniform 
straight bill of lading form. The words “delivering carrier,” 
now carried under the dotted line, have been switched to the left 
end and placed on the line. That change was made to avoid 
confusion created by the words when placed under the line. 
The other change consists of the words “Subject to section 7 
of conditions” being placed in front of the words “if this ship- 
ment is to be delivered to the consignee without recourse on 
the consignor.” Neither is a material change. The material 
changes are in paragraph (b) of section 2, a proviso in section 
7 and in paragraph (d) of section 9. 

The first of the changes was made to comply with the most 
recent legislation; the second brings section 7 into conformity 
with the legislation of 1927; and the third brings the paragraph 
(d) of section 9 into agreement with the Commission’s decision 
in relation to the York-Antwerp rules of 1924. The language 
of the three parts changed follows: 


Section 2—(b) As a condition precedent to recovery, claims must 
be filed in writing with the receiving or delivering carrier, or carrier 
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issuing this bill of lading, or carrier on whose line the loss, damage, 
injury or delay occurred, within nine months after delivery of the 
property (or, in case of export traffic, within nine months after 
delivery at port of export) or, in case of failure to make delivery, 
then within nine months after a reasonable time for delivery has 
elapsed; and suits shall be instituted against any carrier only within 
two years and one day from the day when notice in writing is given 
by the carrier to the claimant that the carrier has disallowed the 
claim or any part or parts thereof specified in the notice. Where 
claims are not filed or suits are not instituted thereon in accordance 
with the foregoing provisions, no carrier hereunder shall be liable, 
and such claims will not be paid. 

Section 7—Provided, that, where the carrier has been instructed 
by the shipper or consignor to deliver said property to a consignee 
other than the shipper or consignor, such consignee shall not be 
legally liable for transportation charges in respect of the transporta- 
tion of said property (beyond those billed against him at the time of 
delivery for which he is otherwise liable) which may be found to 
be due after the property has been delivered to him, if the consignee 
(a) is an agent only and has no beneficial title in said property, and 
(b) prior to delivery of said property has notified the delivering 
carrier in writing of the fact of such agency and absence of beneficial 
title, and, in the case of a shipment reconisgned or diverted to a point 
other than that specified in the original bill of lading, has also noti- 
fied the delivering carrier in writing of the name and address of the 
beneficial owner of said property; and, in such cases the shipper or 
consignor, or, in the case of a shipment so reconsigned or diverted, 
the beneficial owner, shall be liable for such additional charges. If 
the consignee has given to the carrier erroneous information as to 
who the beneficial owner is, such consignee shall himself be liable 
for such additional charges. Nothing herein shall limit the right of 
the carrier to require at time of shipment the prepayment or guaran- 
tee of the charges. If upon inspection it is ascertained that the arti- 
cles shipped are not those described in this bill of lading, the freight 
charges must be paid upon the articles actually shipped. 

Section 9—(d) General average shall be payable according to the 
York-Antwerp Rules of 1924, Sections 1 to 15, inclusive, and Sectinos 
17 to 22, inclusive, and as to matters not covered thereby according 
to the laws and usages of the Port of New York. If the owners shall 
have exercised due diligence to make the vessel in all respects sea- 
worthy and properly manned, equipped and supplied, it is hereby 
agreed that in case of danger, damage or disaster resulting from 
faults or errors in navigation, or in the management of the vessel, 
or from any latent or other defects in the vessel, her machinery or 
appurtenances, or from unseaworthiness, whether existing at the 
time of shipment or at the beginning of the voyage (provided the 
latent or other defects of the unseaworthiness was not discoverable 
by the exercise of due diligence), the shippers, consignees and/or 
owners of the cargo shall nevertheless pay salvage and any special 
charges incurred in respect of the cargo, and shall contribute with 
the shipowner in general average to the payment of any sacrifices, 
losses or expenses of a general average nature that may be made 


or incurred for the common benefit or to relieve the adventure from 
any common peril. 


The bill to be filed as a tariff supplement was agreed upon 
by the railroads in conferences with members of the bill of 
lading committee of the National Industrial Traffic League, the 
object of the conferences being to minimize the chances of 
opposition resulting in suspension and the hearings in such an 
event. The fact that the members of the committee of the 
League have agreed with the representatives of the carriers 
as to the language to be employed does not bind any shipper 
who may find the language objectionable. The whole matter 
is open to objection and suspension if the Commission thinks 
there is need for an investigation. 

Representatives of the bill of lading committees of the 
American Railway Association and the National Industrial 
Traffic League had a conference with Commissioner Porter and 
Examiner Simons in regard to the new form on May 20, at 
which the committeemen suggested that an early filing of the 
new form would bring the matter into position to be handled 
in the regular way prescribed for tariffs in the event there 
were objections of a character as to challenge the attention of 
the Commission. 

The question about the use of old forms was raised, but 
Commissioner Porter said that the Commission was of the opin- 
ion that it should make no ruling on that point for the reasons 
set forth in the announcement in 1922 and again this week. 

The railroads have had a fair supply of the proposed re- 
vised form of the bill printed for distribution among shippers 
and they are being sent out by R. C. Fyfe. 


EMPIRE BUILDING CONTINUES 


“Empire building sounds like something in the remote past, 
but it is still going on,” said W. P. Kenney, vice-president and 
director of traffic of the Great Northern Railway, in discussing 
northwest rail projects now under way or in immediate prospect. 
He pointed to rail expansion plans in three states—Montana, 
Oregon and California—as examples of up-to-date “empire 
building.” 

Expenditures totaling approximately $25,000,000 and con- 
struction of nearly 600 miles of new railway are involved in 
projects which the Great Northern is undertaking, either inde- 
pendently or jointly with other roads. 

Halted temporarily by the World War, Mr. Kenney said, 
James J. Hill’s empire building program was being carried for- 
ward now. 

“Strangely enough, much of the proposed development is 
in the state where the ‘Empire Builder’ was forced to halt his 
expansion program,” said he. “That state is Oregon, where 
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the Great Northern is endeavoring to push its rails soy 
California and where it has been aggressive in expansion Plans 
for the Oregon Electric Railway, whereby it is proposeq to 
reach stands of virgin timber aggregating around 49 billion 
feet of lumber. 

“The Oregon Electric, owned jointly by the two Nor 
is planning several feeders, in all about 125 miles. 

“Coincident with this expansion program between the Cas. 
cades and the coast, the Great Northern east of the mountains 
is seeking permission to convert what is now a branch line 
into a main trunk to California. A decision on the Great North. 
ern-Western Pacific application to bridge the 209-mile gap pe. 
tween the two systems is expected within the next few weeks 
The cost has been estimated at approximately $14,000,000, The 
Northern line would thus gain a route to San Francisco, which 
was one of the projects conceived and partially carried out py 
James J. Hill. The new route would give the Pacific coast 
states competitive north-and-south rail facilities and open up 
new markets for producers in California and the northern tier 
of states. 

“Although Mr. Hill died while the World War was being 
waged, the Great Northern did not wait long after its conclusion 
to take up his unfinished plans. 

“The first construction was in northeastern Montana, where 
the Scobey branch was extended fifty miles. This was followed 
in 1928 by the building of another 80-mile branch in the same 
region. These lines serve agricultural sections embracing about 
two and a half million acres, of which only about one-fourth 
has been developed. Following construction of the new lines, 
several hundred new settlers were located and thousands of acres 
of new land were placed under cultivation. 

“In the meantime, the Great Northern had started its march 
down the Pacific coast with authorization, gained after two years 
of controversy, to build from Bend, in central Oregon, to Kla- 
math Falls, about 20 miles from the Oregon-California line. 
This extension represented an investment of about $6,000,000 
and brought the Great Northern 147 miles nearer California. 
It provided a northern outlet for the Klamath country, which 
contains nearly 150,000 acres of irrigated land, a similar acreage 
that can be placed under irrigation and timber land aggregating 
about 20 billion feet of pine. 

“The Northern line at once acquired a half interest in a 
40-mile feeder road out of Klamath Falls, valued at nearly 
$2,000,000, and this was extended the following year another 
26 miles at a cost of about $800,000. 

“Another ambitious project, which was originated by Mr. 
Hill and which has been submitted to the Interstate Commerce 
Commission for approval, is the linking up of a cross-state line 
through central eastern Montana, from Richey to Lewistown, 
a distance of 250 miles. This line would cost about eight million 
and open an agricultural and stock raising territory about 80 
miles wide at present without railway facilities and sparsely 
settled because farmers must haul crops long distances to the 
rails at costs that eat up as high as one-third the market value 
of their products. 

“Since 1880 more than a million people have settled in Great 
Northern territory. In the last ten years the movement of new 
settlers has not been so large because there was not so much 
free government land, but we have had about fifty thousand 
families and ten thousand carloads of emigrant movables during 
that time. Lumber mills and other industries have followed 
the rails into other sections with payrolls supporting substantial 
populations.” 
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VOLUME OF FREIGHT 
The volume of freight traffic handled by the Class I rail- 
roads of this country in March this year amounted to 35,300, 
629,000 net ton-miles, according to reports received from the 


railroads by the Bureau of Railway Economics. Compared with 
March, 1929, this was a reduction of 4,927,329,000 net ton-miles, 
or 12.2 per cent, and a reduction of 4,185,427,000 net ton-miles, or 
10.6 per cent under March, 1928. 

In the eastern district, the volume of freight traffic handled 
in March this year was a reduction of 13 per cent compared 
with the same month in 1929, while the southern district 
reported a reduction of 10.9 per cent. In the western district 
there was a reduction of 11.7 per cent. : 

The volume of freight traffic handled by the Class I rail- 
roads in the first three months of 1930 amounted to 106,364, 
580,000 net ton-miles, a reduction of 11,212,785,000 net ton-miles, 
or 9.5 per cent under the corresponding period in 1929, and 4 
reduction of 5,133,260,000 net ton-miles, or 4.6 per cent, under 
the same period in 1928. , 

Railroads in the eastern district for the three months’ Pé 
riod in 1930 reported a decrease of 9 per cent in the volume 
of freight traffic handled compared with the same period " 
1929, while the southern district reported a decrease of 9 
per cent. The western district reported a decrease of 10.3 per 
cent. 
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Current Topics in 
Washington 


Fe aaa anhalt alana eaten aes antl 


The man or institution imbued 
with the teaching idea is as ruthless 
as the iconoclasts who destroyed 
many noble works of art in the low 
country in the period when Spain was 
trying to maintain her authority there. 
The Office of Education of the Department of the Interior, which 
ig the new name of an old institution known for many years 
ys the Bureau of Education, is determined to install 100 radio 
ts in isolated mountain homes. It is determined that the 
folks, many of whom speak good Elizabethan English, are to 
have the “advantages” of contact with the outer world of blues, 
hijacking, and nervous breakdown. They already know about 
moonshining. 

In some of the homes to be brought into contact, it is 
asserted, live persons who have never seen an automobile, an 
airplane, or a railroad train. The declaration that there are 
persons Who have never seen an atrplane seems to ask for 
a stretching of the imagination. Airplanes have to go over the 
mountains. They make a roar that would naturally attract the 
attention of the lonely dwellers in homes that, according to 
the announcement of the Office of Education, can be reached 
oly by mule trails and footpaths. What the Office of Educa- 
tion wants to know is whether such folk enjoy listening to a 
man who has flown over the north and south poles, just as if 
such talks were to be found on the air at all times. It wants 
to know whether the radio can take the place of reading from 
a book; whether the radio will stimulate a desire for reading 
and formal education, which the Office of Education is prepared 
to furnish when there is an indication of a desire on the part 
of the mountain folk for book learning. A natural query is 
whether the “uncoutth mountain folk” about which anxiety is 
being shown is not as much of a fictional character as the 
lobbyist in Washington who finds government officers even as 
putty to be molded to any fantastic shapes to please the eyes 
of fiction writers. 





Educators Trying to 
Ruin Interesting Parts 


of the Country 





In ordering another look into the 
situation created by the motor vehicle, 
the Commission, according to the 
thought of a good many, did no more 
than the facts, standing around as 
thick as daisies in many fields, urged 
ittodo many days ago. The recent coach transfer eruption in 
New York, the proposal of the Baltimore and Ohio to meet the 
bus fare on a limited number of trains, the complaint against 
the combination of a railroad and a bus line, and the new basis 
of freight rates on high-class merchandise between the Puget 
Sound cities and Portland, Ore., it is felt, merely emphasized 
a situation that has prevailed for a long time. 


The fundamental fact, judging from the discussion that has 
taken place since the issuance of the order, is that the Com- 
mission is the special guardian of the interests of the railroads. 
The law makes the Commission responsible for the well-being 
of the railroads, not only by preventing ruinous competition 
among themselves but also by preventing equally ruinous com- 
petition between the railroads, on the one hand, and other form 
of transportation, on the other. An investigation to gather the 
facts is but the first step. The proposal of the Baltimore and 
Ohio to meet bus fares and the lowered basis of class rates 
i the Pacific northwest, many believe, are facts the weight 
of Which has not made an obvious appeal to those who have 
been thinking on the subject. 

But the oil company pipe line is rising above the horizon 
a8 a facility of transportation that, it is believed, will force 
itself on the attention of the Commission. While the pipe line 
transporting crude oil has been a fact for many years, it is a 
form of competition that the railroads, generally speaking, have 
had an idea they could not meet. The pipe lines, while made 
common carriers by the amendments of 1910, have not drawn 
much attention to themselves, chiefly, it is believed, for the 
Teason that, while the law says they are common carriers, as 
4 matter of fact they are, to a large extent, carriers only for 
‘ieir proprietary interest. Some of them deliver crude to re- 
fners hot affiliated with the proprietary interest. Such deliv- 
*rles are believed to be small. 


Motor Vehicle and 
Pipe Line Competition 
with Railroads 
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Advent of successful welding of pipes has brought in, as 
competitors of the railroads, pipe lines carrying refined prod- 
ucts, generally supposed to be gasoline, but there is also a 
suspicion that one of the pipe lines may be carrying gas oil, 
one of the products taking crude oil rates. There is only one 


refined products line known definitely to be in operation. It 


is the Tuscarora line, affiliated with the Standard of New Jer- 
sey. It was built to carry crude from the west to the New 
Jersey refining centers. Inasmuch as crude from the south- 
west and South America is coming to the Atlantic refineries by 
tank ships, there is no employment as a crude carrier for the 
Tuscarora. Last fall it was converted into a refined oil carrier 
from New Jersey to the Ohio River near Pittsburgh. The Sun 
interests are building a refined line from Mareus Hook, Pa., to 
Cleveland, O. The Barnsdall interests are building a pipe line 
from the midcontinent fields toward Chicago and Milwaukee. 
Another line, known as the phantom, because its backers and 
its destination are unknown, is also being built in that same 
section of the country. 

The point about these refined lines is that they can be 
tapped at a consuming center through which they pass and 
thereby take from the railroads the refined products tonnage 
they have been carrying in the tank cars owned by the ship- 
pers. They are more keenly competitive, in prospect, than the 
crude carrying pipe lines. However, so far as the Commission 
knows, they are not doing anything on the rates they have filed 
with it. The Commission knows nothing about them because 
it has not required them to make reports showing what they 
are doing in the way of handling tonnage. The refined lines 
create the thought that the time may soon come when the 
Commission will be constrained to make inquiries about them 
and their traffic to see what effect they are having on the 
railroads. 





Get your customer up at the crack 
of dawn, stake him to a breakfast, and 
make him sign on the line in plenty of 
time to allow him to get to his office 
for the business day. That’s the sales- 
manship the Chicago Advertising Council 
exhibited to Washington newspaper correspondents this week. 
The young men of the press liked it. 

The Chicagoans came here to remove the tarnish from 
Chicago’s reputation and sell the newspaper men the idea of 
the Chicago centennial exposition three years hence. The bait 
was a “Chicago surprise” breakfast, at 8 o’clock. That is the 
crack of dawn in Washington. It means getting up an hour 
earlier than that to keep a breakfast appointment at the hour 
indicated. Every man wanted to know what a “Chicago sur- 
prise” might be—alligator steaks or bear cub cutlets? 

No. Nothing so exotic as that. The surprise was that 
anybody could get Washington going by 8 o’clock. The hoax 
was rather on the curiosity-actuated guests. But they like it. 
The idea is good. Instead of the lugubrious dinner of tradition 
and long-winded speeches, there is the ordinary home breakfast, 
with snappy speeches, all over in an hour. Chicago’s readiness 
for the halo and wings and the exposition for which she is to 
pay and have ready a month before the opening were ideas 
that were put across, sharp-lined and emphatic. 

Probably the Chicagoan who enjoyed himself most was 
William Grant Edens, vice-president of the Dawes bank. The 
early breakfast put him in touch with the correspondents he 
met when he, as a young man, came here with the McKinley- 
Hanna crowd from Ohio, thirty-odd years ago. With them he 
talked about the beginnings of rural mail delivery, in which 
he had a part, about being a brakeman in Ohio and Indiana, 
about the men who went to the penitentiary, and all the things 
that are discussed when there is a meeting of the “I-remember- 


when-club.” 


Selling at the 
Crack of Dawn, the 
New Salesmanship 





Charles E. Hughes played a rather 
low-down trick this week on the sen- 
ators, self-appointed liberals, who op- 
posed his confirmation to be chief 
justice. In the first important opinion 
written by him as chief justice, the 
North Dakota class rate case, he stood with the “people” and 
against the railroads. He wouldn’t permit the railroads to 
chuck the North Dakota-made rates into the dust bin without 
trial, through tests to be applied in a timely manner, by the 
Commission. 

Now, if he had acted as his opponents had insinuated he 
would, he would have said it was all right for the railroads to 
have an injunction making it unnecessary for the railroads to try 
the prescribed rates. Of course, that the court would hold as it 
did was clearly indicated when, in the argument in the case, it did 
not allow John E. Benton, appearing for the states, to speak 


Hughes Gives the 
“Liberal” Senators a 
Rather Poor Break 
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more than five minutes. Had Benton been a novice’before the 
court he probably would have been peeved. But he knew that 
meant that, unless R. J. Hagman could overturn a mountain, 
North Dakota had won the case. 

Of course, there are plenty of men who think the law should 
be so that a situation of the sort presented by the prescription 
of class rates by North Dakota could be reviewed without 
actual and expensive trial of the reduced rates. But Congress 
has not seen fit to enact a statute of that sort. Therefore, all 
the court could do was to say that the law was not as the 
railroads wished, making law being not a function of the court. 
Its only power is to say what the law was at the time the 
dispute arose, the question as to what it should be for the future 
being for the determination by Congress. 

However, to have given point to the allegations of the self- 
anointed “liberals,” Hughes should have bludgeoned his col- 
leagues into a decision pleasing to the railroads, regardless of 
the facts. 


Poor old Malthus, not yet dead a 
century, is being booted around by the 
makers of fertilizer with as little re- 
spect as is shown a Missouri houn’ dog. 
Malthus’s doctrine, by which he is re- 
membered, is that the power of popula- 
tion to increase is indefinitely greater than the power of the 
earth to produce food for man. 

Malthus was right—in his day and time, according to L. W. 
Rowell, president of the National Fertilizer Association, be- 
cause there were no agricultural scientists and chemists in 
his day. Now there are so many and the production of fer- 
tilizers and the feeding of plants is so easy that realization 
of the Malthusian fear is centuries, if not forever, away. 

In the matter of producing nitrogen, Mr. Rowell pointed out, 
the annual capacity of establishments in the United States, 
without counting the obsolete cyanamid government plant at 
Muscle Shoals, which has been idle for eleven years, is 140,000 
tons of fixed nitrogen. Last year the American plants, without 
operating at near capacity, produced 84,000 tons, more than 
double the production of the preceding year. The other essen- 
tial chemical plant foods are relatively easy to obtain. Having 
the power to create nitrogen, synthetically, the fertilizer manu- 
facturer feels that he can promise the world abundant food for 
uncounted years to come, without calling on Muscle Shoals, the 
pet of “statesmen.”—A. E. H. 


Scientists Step on 
Political Economists 
and Statesmen 


A TRIBUTE FROM A SHIPPER 


At the recent dedication of a new passenger station at Tex- 
arkana, Texas, J. W. Wadley, one of the largest shippers and 
receivers of freight in that city, had printed and distributed 
among those present a leaflet in which he expressed the fol- 
prtnrnpa comments on the efficiency of the modern transportation 
system: 


For thirty years or more, my business has enabled me to be a 
close observer of the manner in which the great railroads of this 
country have performed their service of transporting passengers and 
freight. Every time I think about the conditions prevailing even 
ten or fifteen years ago, I am amazed at the improvements that have 
taken place since that time. 

In the matter of freight shipments, for example, it has been only 
a short time since it required an average of about seventeen days 
to deliver a car of lumber from the Arkansas-Louisiana pine territory 
to destinations in the north and east. It has also required ten or 
twelve days to secure delivery at Texarkana of a car of automobiles 
from Detroit or Toledo. Terminal delays often resulted in even more 
time in transit. 

Today, we frequently receive these same automobiles in four 
days, the average time being six days, while the average time re- 
quired to handle lumber shipments to the same destinations is about 
seven or eight days. Only recently I shipped a carload of automobiles 
from Los Angeles to Texarkana. The car was loaded on Tuesday 
afternoon and was ready for unloading the following Monday. I 
consider this extraordinary service. Not so many years ago this would 
have been considered pretty good time for a first class passenger train. 

I also have occasion often to travel by rail from Texarkana to 
both the Atlantic and Pacific coasts. I do not now recall that my 
train failed in a single instance during the last few years to reach 
destination on time. The comfort and safety of travel have been 
so vastly improved in the way of all steel equipment with every 
modern convenience, and the reduction in running time has been so 
marked that I no longer hesitate to begin a trip to either coast, a 
task which I used to approach with much reluctance. 

A few years ago there were many wrecks with resulting damage 
and delay to both passengers and freight. Today a wreck is a rarity 
and passengers, freight, express and parcel post are transported with 
a speed and safety that is most remarkable, 

All this means a marvelous saving in dollars and cents to the 
shipper and the consumer, as well as to railroads and other owners 
of transportation equipment. It also enables business men to carry 
much smaller stocks of goods at both ends of the line and to insure 
prompt deliveries both to wholesale and retail customers. 

I used to feel a number of years ago, about the time when the 
Adamson law became effective and subsequently when wages of rail- 
road employes were increased very substantially, that possibly some 
of these increases were not justified by the conditions existing and 
were, in some cases, too high. I will have to admit that my views 
in this regard have been modified considerably, and I feel that a 
large part of the results of this great improvement in the efficient 
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way in which these transportation lines are operated is due to 
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improved personnel of the various classes of employes. T 
of employes has been stimulated; their morale strengthen 
cooperation and loyalty enlisted as never before. 
tion that employes are now much 


he ambitine 
ed and their 


It is m 
more interested in the proper we 


formance of their duties and that they take great pai 

most instances pleasure, in rendering the most efficient ana in 

scientious service. : con- 
A Fair Return 


Only recently I noticed an article containing an interview wij 
Henry Ford wherein he expresses a view that Congress should. be 
giving its time to the reduction of freight rates as against som be 
the other important issues of the day. For a number of wane of 
have been closely connected with and interested in industries which 
have been large shippers and receivers of car load freight and I 
must say, in justice to the railroads, I feel that for the very splendig 
service they are now giving the public, which has been such a lar 
factor in our wonderful prosperity, that they are entitled at al] times 
to just treatment and a fair return on the investment so that — 
may continue to improve and to render even more efficient service od 

The public is amply protected by both state and federal laws now 
in force and I feel that it would be a serious mistake to attempt at 
this time to interfere with the present system of rate making in any 
way that might have a tendency to weaken or reduce in any manner 
the present highely efficient operation of our transportation system 

Furthermore, the railroads will soon be, and some of them aj. 
ready, are engaged in the development and improvement of the air 
service, which no doubt will be conducted for quite a while at cop. 
siderable loss. If they are permitted to enjoy rates that will insure 
reasonable and fair earnings it will be a big factor in enabling them 
to make the development in the air service which otherwise would 
prevent them from doing and retard this very important industry in 
reaching the state of practical operation and the improvement that 
is to the interest and advantage of our great government, as has been 
the development of the transportation system to the present high 
standrad. 

I am prompted in writing these remarks by the impressions 
which come over me at this time and often do as I ride on one of 
the wonderful trains between New York and the Southwest, and 
as above stated, I do not recall that I have ever been five minutes 
late at either destination. Also, when traveling by automobile along 
the lines of some of these great railroads, I have often been im- 
pressed at the sight of a single giant locomotive hauling in one train 
two or three times as many cars of freight as were handled in a 
train only a short time ago, and am much impressed by the smooth- 
ness with which these trains roll along over well ballasted tracks of 
heavy steel. 

I feel that our railroad systems are due an expression of ap- 
preciation from shippers, travelers and other ogg for the remark- 
able service they are now rendering the public, and I am plad to 
pay this tribute to the greatest single industry of our country today, 
which seems to me to be a model of efficiency. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 10 totaled 
933,931 cars, according to the car service division of the Ameri- 
can Railway Association. This was a decrease of 8,968 cars 
under the preceding week and a reduction of 115,029 cars below 
the same week in 1929. It also was a reduction of 68,480 cars 
under the same week in 1928. 

Revenue freight loading by districts the week ended May 
10 and the corresponding period of 1929 was reported as follows: 


Eastern district: Grain and grain prodcuts, 6,173 and 5,997; live 
stock, 1,889 and 1,951; coal, 34,427 and 35,397; coke, 5,001 and 5,887; 
forest products, 3,436 and 4,061; ore, 3,213 and 6,414; merchandise, 
L. C. L., 68,513 and 73,922; miscellaneous, 93,355 and 112,575; total, 
1930, 216,007; 1929, 246,204; 1928, 238,713. ’ 

Allegheny district: Grain and grain products, 2,770 and 2,829; live 
stock, 1,530 and 1,764; coal, 36,975 and 38,355; coke, 4,527 and 6,000; 
forest products, 2,510 and 3,284; ore, 9,566 and 14,006: merchandise, 
L. C. L., 52,697 and 56,572; miscellaneous, 83,425 and 97,144; total, 
1930, 194,000; 1929, 219,954; 1928, 203,389. 

Pocahontas district: Grain and grain products, 254 and 214; live 
stock, 68 and 72; coal, 34,260 and 40,285; coke, 319 and 387; forest 
products, 1,305 and 1,698; ore, 230 and 336; merchandsie, L. C. L, 
7,264 and 8,223; miscellaneous, 8,225 and 7,812; total, 1930, 51,925; 
1929, 59,027; 1928, 55,706. 

Southern district: Grain and grain products, 3,917 and_ 3,730; live 
stock, 1,304 and 1,303; coal, 17,925 and 20,879; coke, 477 and 567; 
forest products, 16,122 and 21,433; ore, 974 and 1,152; merchandise, 
L. C. L., 39,493 and 40,548; miscellaneous, 51,638 and 52,861; total, 
1930, 131,850; 1929, 142,473; 1928, 143,906. ‘ 

Northwestern district: Grain and grain products, 8,943 and 8,866; 
live stock, 5,943 and 5,958; coal, 4,171 and 5,034; coke, 1,493 and 1,873; 
forest products, 14,729'and 18,600; ore, 33,905 and _ 44,744; merchandise, 
iy ©, , 32,002 and 33,182; miscellaneous, 40,258 and 44,873; total, 
1930, 141,444; 1929, 153,130; 1928, 146,934. a 

Central Western district: Grain and grain products, 10,444 rs 
10,098; live stock, 11,451 and 12,460; coal, 7,066 and 9,808; coke, x 
and 318; forest products, 9,076 and 12,274; ore, 3,118 and 4,351; aah: 
chandise, L. C. L., 33,761 and 35,298; miscellaneous, 51,903 and 57,734; 
total, 1930, 127,035; 1929, 142,341; 1928, 137,627. 49: 

Southwestern district: Grain and grain products, 4,965 and 51 
live stock, 2,093 and 2,794; coal, 2,889 and 3,703; coke, 142 and 156; 
forest products, 6,439 and 7,980; ore, 509 and 591; merchandise, 
C. L., 15,514 and 16,535; miscellaneous, 39,119 and 38,923; total, ’ 
71,670; 1929, 75,831; 1928, 76,136. » Hive 

Total, all roads: Grain and grain products, 37,466 and 36,883; ‘i 
stock, 24,278 and 26,302; coal, 137,713 and 153,461; coke, 12,175 on 
15,188; forest products, 53,617 and 69,330; ore, 51,515 and 71,694; TL 
chandise, L. C. L., 249,244 and 264,280; miscellaneous 367,923 an ’ 
922; total, 1930, 933,931; 1929, 1,048,960; 1928, 1,002,411. 


Loading of revenue freight in 1930, compared with the two 


previous years, follows: 

ne 
3 P5136 3590,742 
4,815,937 4,752,559 
3,989,142 3,740,307 
1,051,935 978,058 
1,048,960 1,002,4 


<n —- 
18,243,565 17,512,967 


1930 
Four weeks in January 
Four weeks in February 
Five weeks in March 
Four weeks in April 
Week ended May 3 942,899 
Week ended May 10 933,931 


Total ....cccccccces Secccccees 16,766,134 
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Decisions of Interstate Commerce Commission 
EE 


GRAIN VIA INDEPENDENCE, MO. 


The Commission, by division 3, has dismissed No. 21458, 
Waggoner-Gates Milling Co. vs. Santa Fe et al., on two findings. 
The first is that rates charged on grain, originating on lines 
other than the Missouri Pacific at points in Arkansas, Colorado, 
lowa, Kansas, Missouri, Nebraska, Oklahoma, and Woming, 
moving beyond Kansas City, Mo.-Kan., over the Missouri Pacific 
io Independence, Mo., for milling, and the products reshipped 
ria Kansas City to destinations in Illinois, lowa, Minnesota and 
Wisconsin are applicable and not unreasonable or otherwise 
ynlawful. 
= second finding is that the rates which have been charged 
on grain originating at points on the Missouri Pacific north 
and west of Atchison, Kan., moving over that line via Atchison 
and Kansas City to Independence, for milling, and the products 
shipped to destinations in Illinois, Iowa, Minnesota and Wis- 
consin are applicable. 

The Commission treated this complaint as almost the same 
4s Waggoner-Gates Milling Co. vs. Santa Fe, 147 I. C. C. 187, in 
ghich it established rates from Independence on the basis of 
95 cents over Kansas City. It said the record in this case 
afforded no basis for findings, on the first and third section 
issues, differing from those in the previous case. On phases 
other than those arising under the first and third sections the 
(Commission found the rates assailed to have been applicable. 


STEEL TARIFF COMPLEXITIES 


The Commission, by division 3, in No. 21974, Hoover Steel 
Ball Co. vs. Michigan Central et al., wrestled with perplexities 
caused by language in the iron and steel articles tariffs, one 
of which was as to the meaning of the word bundle. It came 
to the conclusion that a bundle might consist of a single article. 
One dictionary so defined the word. The conclusion that one 
article might constitute a bundle was reached notwithstanding 
the fact that the defendants cited a case, Henderson vs. Ortte, 
38 Southern 440, wherein the court said that the terms bundle 
and package implied, if they did not directly convey, the ex- 
cusive idea of the gathering together of several things attached 
or put up together. 

It was necessary to have a definition of the word because 
the tariffs and the bills of lading or invoices referred to bundles 
of steel and bundles of bar steel. The Commission found in- 
applicable the rates imposed on steel wire, in coils, in straight 
carloads, in mixed carloads with bar steel, and in less than 
carloads, from (Reading, Pa., and points in the New York 
lghterage limits to Ann Arbor, Mich. It found that the 
applicable rates on the straight carloads and on less than car- 
loads of wire in coils were 35.5 and 44 cents, respectively; and 
that the applicable rates on the mixed carloads were those made 
ty the application of Rule 10 of the governing classification to 
the rates found applicable in connection with the rates on 
carloads and less than carloads. Reparation was awarded. 
Reparation only was sought on shipments that moved in 1924 
and 1925, which had been the subject of informal complaints. 
The question as to the meaning of the word bundle was 
taised in connection with coiled wire material, described as 
bundles steel” in the bills, the tariff making the rates applic- 
able on bundles of coiled material. The railroads contended that 
a single piece of steel, coiled, could not constitute a bundle. 
They admitted that if two or more pieces of coiled steel were 
tied together, they would constitute a bundle. The Commission, 
however, decided that a single piece, coiled, came within the 
meaning of the word as used in the tariffs. The Commission 
found that the rates charged on the articles, other than wire 
i coils, were applicable. 


COAL ORDER MODIFIED 


The Commission, in No. 17330, sub.-No. 1, Illinois Coal Traffic 
Bureau vs, Arkansas Valley Interurban et al., by means of a 
supplemental order, has modified its order of February 11, made 
in connection with its report in 161 I. C. C. 337, establishing 
rates On coal from the southern Illinois district to destinations 
1 Missouri, Iowa, Kansas and Nebraska so that the new rates 

become effective on August 20 instead of June 20 and only 
rp the shortest tariff routes. The original order did not limit 
"Ne application of the rates to the shortest tariff routes. 

Th The changes were made upon the request of the carriers. 
€ supplemental order reproduces the names of the points to 


which the prescribed rates are to be established in accordance 
with the modified order. 


AUTOMATIC TRAIN DEVICES 

The Commission, by division 6, in No. 13413, sub-number 42, 
after inspection and test has found the installations of automatic 
train stop devices on the Long Island Railroad to be in con- 
formity with plans furnished by the carrier. The installations 
have been approved with exceptions. They are on the north 
side and Montauk divisions. The approval of the installation 
on the north side division covers the requirements of the Com- 
mission’s first order. The total cost of the installations on that 
division was reported as $862,825.65. 

The installation on the Montauk division is in accordance 
with the second order of the Commission. The total cost of 
that installation was reported as having been $718,820.45, the 
total of both installations being $1,581,646.10. 


COMMISSION REPORTS 


Bridge Toll on Livestock 


No. 21409, Swift & Co. et al. vs. Pennsylvania et al., and 
two sub-numbers, Wilson & Co., Inc., vs. C. I. & L. et al., and 
Armour & Co. et al. vs. Pennsylvania et al. By division 3. 
Application, bridge toll of $3 a car at Louisville, Ky., livestock 
from Louisville to Cleveland, O., Chicago, Ill., Milwaukee, Wis., 
and Indianapolis, Ind., resulted in charges unreasonable to the 
extent of that toll, in accordance with Eastern Livestock Cases 
of 1926, 144 I. C. C. 731. Reparation awarded. 


Lumber 


No. 21235, Oshkosh Traffic Association et al. vs. Great 
Northern et al. By division 4. Complaint dismissed. Rates, 
lumber, points in Oregon, Washington, Idaho, and Montana to 
Oshkosh and Fond du Lac, Wis., not unreasonable or unduly 
prejudicial. 

Dressed Poultry, Etc. 


No. 21158, Swift & Co. et al. vs. Santa Fe et al., No. 21423, 
North American Provision Co. vs. M. & N. A. et al., and a sub- 
number thereunder, Armour & Co. et al vs. Santa Fe et al. By 
division 4. Rates, dressed poultry, butter and eggs, straight or 
mixed carloads, Eureka Springs, Ark., and points in Kansas to 
eastern destinations unreasonable. One shipment from Eureka 
Springs found overcharged. Rates, Eureka Springs, unreason- 
able to the extent they exceeded those established from that 
point on. April 5, 1926, and those from Kansas points unreason- 
able to the extent that they exceeded the rates established from 
those points on September 15, 1927. Reparation awarded. 


Lumber 


No. 13236, Walrath and Sherwood Lumber Co. vs. Director 
General, as agent. By division 4. Penalty charges, $10 a car, 
lumber and articles taking lumber rates at points in western 
territory found inapplicable. Reparation of $130 awarded. 


Lime and Ground Limestone 


No. 21177, Chemical Lime Co. et al. vs. Pennsylvania et al. 
By division 3. Rates, lime and ground limestone, Chemical 
and Lime Centre, Pa., to points in official territory, not unrea- 
sonable as applied to past shipments, but unreasonable for the 
future to the extent they exceed or may exceed rates con- 
temporaneously applicable from Bellefonte to the same destina- 
tions. Rates, like traffic, Bellefonte and Pleasant Gap, Pa., to 
points in official territory not unreasonable. Commissioner Porter 
concurred in the finding of unreasonableness on the theory 
that this finding required the reduction of the rates assailed 
to the level of those now in effect from Bellefonte, and that 
the finding affords no authority for an increase of the latter 
rates to the level of rates herein assailed. New rates to be 
effective not later than August 6. 


Switching at Atchison 


I. and S. No. 3384, switching charges at Atchison, Kan., on 
Missouri Pacific. By division 3. Increase in switching charge 
between industries on the Missouri Pacific and interchange 
tracks of other carriers, from $2.25 a car to $6.30 justified. Sus- 
pension vacated and proceeding discontinued. 


Lumber Demurrage 


No. 19420, Milne Lumber Co. vs. New York Central. 
Commission. 


By the 
Report written by Commissioner Woodlock. Com- 
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plaint dismissed. Demurrage charges, Detroit, Mich., 
originating at Oakdale, La., applicable. 


Demurrage 


No. 20740, James S. Kirk & Co., Inc., vs. C. & N. W. By 
division 3. Complaint dismissed. Demurrage charges, cars 
placed for loading or unloading at complainant’s plants in Chi- 
cago, Ill., not shown to have been inapplicable. Bases indicated 
for determining overcharges that may exist under specified con- 
dition and defendant directed to refund any such overcharges. 
The bases referred to cars held for spotting orders, the time 
elapsing between receipt of spotting ordéfs and placement of 
cars in compliance therewith to be deducted from the total 
detention; and to orders required for the spotting of construc- 
tively placed cars. 

Pickles 


No. 21448, W. M. Spencer Sons Co. vs. C. N. O. & T. P. et al. 
By division 3. Complaint dismissed. Rates, less-than-carloads, 
peikles, packed in glass or tin, boxed, Cincinnati, O., to des- 
tinations in southern territory, applicable and not unreasonable. 


Strawberries 


No. 22582, Brainerd Fruit Co. vs. C. G. W. et al. By divi- 
sion 3. Rate, one carload of strawberries, Monett, Mo., to 
Brainerd, Minn., inapplicable. Applicable rate, $1.425. Repara- 
tion of $31.81 awarded. 

_ Hard Asbestos Shingles 

No. 22549, Eternit, Inc., vs. Burlington et al. By division 
3. Complaint dismissed. Rates, hard asbestos shingles and 
accessories, Prospect Hill, Mo., to destinations in Tennessee, 
Alabama, Louisiana and Mississippi not unreasonable or other- 
wise unlawful. 

Vinegar 

No. 22484, Louis Maull Co. vs. Rock Island et al. By divi- 
sion 3. Complaint dismissed. Rate, vinegar, Chicago, IIl., to 
St. Louis, not unreasonable or otherwise unlawful. 


Rosin Size 


No. 22413, Paper Makers’ Chemical Corporation vs. L. & N. 
et al. By division 3. Charges, one carload of rosin size, Pen- 
sacola, Fla., to Advance, La., inapplicable. Applicable rate, 
97.5 cents, unreasonable to the extent it exceeded 41 cents. 
Reparation of $426.72 awarded. 

Wire and Steel Articles 

No. 21988, Continental Steel Corporation et al. vs. Santa 
Fe et al. By division 3. Complaint dismissed. Carload rates, 
wire and wire products, Kokomo, Ind., and on sheet steel and 
corrugated roofing, Indianapolis, Ind., to destinations in Iowa 
and Missouri, not unreasonable or otherwise unlawful. 


Ball Clay 


No. 21965, Ceramic Traffic Association vs. A. C. & Y. et al. 
By division 3. Complaint dismissed. Rates, ball clay, points in 
Kentucky and Tennessee to destinations in New Jersey and 
Pennsylvania not unreasonable or unduly prejudicial. 


Naphtha 


No. 21567, Procter & Gamble Co. vs. B. & O. et al. By 
division 3. Rate, naphtha, Okmulgee, Okla., to Ivorydale, O., 
unreasonable to the extent it exceeded or may exceed 46.5 cents. 
This finding is without prejudice to conclusions that may be 
reached in No. 17000, part 4, Hoch-Smith petroleum, and No. 
18458, the general petroleum investigation. Reparation awarded. 
New rate to be made effective not later than August 11. 


Refined Petroleum 


No. 21979, Ashland Refining Co., Inc., vs. A. G. S. et al. 
By division 3. Rates, refined petroleum products, Leach, Ky., 
to destinations in Virginia and Tennessee unreasonable to the 
extent they exceeded or may exceed 30 cents to St. Paul, Va., 
32 cents to Norton, Va., 33 cents to Appalachia, Clinchport, Gate 
City and Big Stone Gap, Va., and Kingsport, Tenn., 35 cents to 
Bristol, Va.-Tenn. and Johnson City, Tenn., 38 cents to Knox- 
ville, Tenn., 41 cents to Athens, Tenn., 44 cents to Columbia, 
Tenn., and 46 cents to Pulaski, Tenn. This finding is without 
prejudice to any different conclusion that may be reached in 
No. 17000, part 4, Hoch-Smith petroleum. Reparation awarded. 
New rates to be established not later than August 11. This 
report also embraces two sub-numbers, Same vs. A. & R. et al. 
and Same vs. A. G. S. et al. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8177, authorizing the Chicago, 
Rock Island & Pacific Railway Company (1) to issue not exceeding 
$32,228,000 of 30-year 4% per cent convertible gold bonds, to be sold 
at not less than 95 per cent of par and accrued interest and the pro- 
ceeds used for corporate purposes; and (2) to issue $25,782,400 of 
common capital stock, consisting of 257,824 shares of the par value 
of $100 each, or so much thereof as may be necessary to effect the 
conversion into common capital stock of such of said bonds as may 
be presented for that purpose, approved. 

Supplemental report and order in F. D. No. 6807, Wabash Railway 
Company Bonds, modifying order of May 2, 1928, so as to permit the 
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pledge and repledge from time to time to and includi 

1931, of all or any part of 177,900 shares of common oroomber 21, 
Lehigh Valley Railroad Company now owned or controlled Of the 
applicant, approved. er by the 

eport, certificate and order in F. D. Nos. 803 

(1) authorizing the Pittsburgh, Cincinnati, Chicago wy a 8032, 
Railroad Company to acquire, and the Pennsylvania Railroad C Louis 
to operate, the St. Louis Connecting Railroad Company’s line or eany 
road in Madison county, Ill.; (2) authorizing the acquisition .~ 
Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Company of ot 
trol of the St. Louis Connecting Railroad Company, by pune Con- 
capital stock; and (3) dismissing application of Pittsburgh Cine “a 
nati, Chicago & St. Louis Railroad Company and Pennsylvania = 
road Company for a certificate authorizing abandonment of oe 
a line of railroad in Madison county, Ill., approved. In commen 
with this case, Division 4 has also approved supplemental re — 
the Commission in F. D. Nos. 5335, 5336 and 5337, St. Louis Case . 
ing R. R. Co. Construction, etc., modifying certificate ang orders, 
as to permit the Pennsylvania Railroad Company to sell $109 000 2 
common capital stock of the St. Louis Connection Railroad Com of 
to the Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Com: — 

Report and order in F. D. No. 8229, authorizing W. H. Brame: 
receiver of the Minneapolis & St. Louis Railroad Company, to ise 
$250,000 of receiver’s certificates to renew or extend certificates of 

like principal amount which will mature June 3 and August 5 1930 
—-. ae — deta. 

eport and order in F. D. No. 8137, authorizing the Chi . 

Island & Gulf Railway Company to issue $5,622,000 of extension _ 
mortgage gold bonds, said bonds to be deliveerd to the Chicago Rock 
Island & Pacific Railway Company at par in payment of a like pH 
of the applicant’s indebtedness to that company for construction a. 
wae, approved. - 

eport and order in F. D. No. 8228, authorizing the z 

Rio Grande Western Railroad Company to issue $893,400 ah 
to be disposed of at not less than their face amount, in connectior, 
with the procurement of 10 locomotives, approved. 

Report and certificate in F. D. No. 8163, authorizing the St Louis 
San Francisco Railway Company to construct an extension of a branch 
line of railroad in Creek County, Okla., approved. i 

Supplemental report and order in F. D. No. 7359, authorizing the 

Delaware & Hudson Railroad Corporation to sell $10,000,000, principal 
amount, of first and refunding mortgage gold bonds of the Delaware 
& Hudson Company at not less than 90% per cent of par and accrued 
interest to date of delivery, the proceeds to be used to retire a like 
principal amount of 10-year 7 per cent secured gold bonds of the 
latter company which mature June 1, 1930, approved. 

_ Report and certificate in F. D. No. 8184, authorizing the acquisi- 
tion by the Michigan Bell Telephone Company of the properties of 
the Livingston County Mutual Telephone Company, approved. 

_Report and order in F. D. No. 8213, authorizing the Pennsylvania 
Railroad Company to issue $18,000,000 of capital stock, consisting of 
360,000 shares of the par value of $50 each, said stock to be offered 
for subscription at par for cash to officers and employes of the 
Pennsylvania Railroad Company and of certain of its subsidiary com- 
panies, the proceeds from the sale thereof to be used for the ap- 
Pplicant’s corporate purposes, approved. 

; Report and certificate in F. D. No. 8185, authorizing the acquisi- 
tion by the Otsego & Delaware Telephone Company of the properties 
of the Rose Telephone Company, approved. 

Report and order in F. D. No. 8210, authorizing the Chesapeake 

& Ohio Ry. Co. to issue $18,152,400, par amount, of common capital 
stock and to sell in addition thereto, $20,142,200 of common capital 
stock, a total of 382,946 shares of the par value of $100 each; said 
stock to be offered for subscription pro rata at par for cash to the 
common stockholders, and the proceeds used for capital purposes, 
condition prescribed, approved. 


FINANCE APPLICATIONS 


Finance No. 8255. Chesapeake & Ohio Railway Co. asks authority 
to construct an extension of its Logan subdivision from West Gilbert 
up Gilbert creek, Horsepen creek and Browning Fork, 4.5 miles, in 
Mingo county, W. Va., to reach coal lands. 

Finance No. 8256. Oregon-Washington Railroad & Navigation 
Co. and Oregon Short Line Railroad Co. ask authority to abandon 
the Homestead branch between Robinette and Homestead, Ore., 
24.79 miles. 

Finance No. 6863. Supplemental petition of New York Central 
for authority to sell Boston & Albany 4%4 per cent improvement bonds 
of 1928 at not less than 90 and accrued interest instead of 96 and 
accrued interest as heretofore ordered by_ the Commission. Ap- 
plicant has negotiated with J. P. Morgan & Co. for sale of the bonds 
at 90 and interest. 

Finance No. 8257, Southern Pacific Railroad Co. and Southern Pa- 
cific Co. ask authority to construct a track extending from a point at 
or near Cordelia, Calif., to a point in vicinity of new State Highway, 
in Solano county, Calif., a distance of 3,850 feet, more or less. — 

Finance No. 8250. Great Northern Railway Co. asks authority to 
issue and sell $10,000,000 of general mortgage 4% per cent gold bonds 
at not less than 94% and accrued interest, to J. P. Morgan & Co., to 
reimburse the treasury. 

Finance No. 8251. Texas & New Orleans Railroad Co. and Lake 
Charles & Northern Railroad Co. ask permission to abandon service 
at Nitram, La., and at all points between Nitram, La., and Deridder, 
La., but not including Deridder, approximately 20 miles. Line 's 
owned by Jasper & Eastern and operated under lease by Gulf, Colo- 
rado & Santa Fe. Only service of applicants involved. Operation 
and service of G. C. & S. F. will continue. 


FINAL VALUATIONS 


Finance No. 8254. Cape Fear Railways, Inc., asks authority 
acquire and operate a line within the boundaries of Fort Bragg Mi t 
tary Reservation, N. C., and a line extending from the military ps 
to Fort Bragg Junction. a Val 

Val. No. 554, Birmingham Southern, opinion No. B-764, 29 ie 
Rep. 628-51. Final value for rate making purposes of the propery 
owned and used for common-carrier purposes found to be $3,785, 4 
of the property owned but not used, $9,574, and of the property use 
but not owned, $2,618, as of June 30, 1917. 


CHANGE IN DOCKET : 
Hearing in No. 23186, McClamrock Co. et al., vs. A. & . 


N. C., before 


Ry., et al., assigned for May 21, at Greensboro, 
hereafter 


Examiner Diamondson, was postponed to date to be 
fixed. 
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CITRUS FRUIT TRANSIT 


Examiner Alfred G. Hagerty has proposed the dismissal 
of No. 22985, Jacksonville Traffic Bureau, Inc., vs. S. A. L. 
ot gl., on the ground that the rates and charges assailed do not 
apply on interstate traffic, but on traffic wholly within the 
state of Florida. He said that the Commission should find that 
the transportation of fresh citrus fruits from producing points 
in Florida to destinations in that state, where many products 
yere manufactured therefrom and afterward shipped outside 
that state, Was not an integrated part of interstate transporta- 
tion subject to regulation under the interstate commerce act. 

Further, Hagerty said, that the variation in the inbound 
intrastate transportation charges, even though dependent upon, 
and measured by, the volume of the outbound transportation of 
the manufactured products in interstate commerce, was a ben- 
efit that flowed directly from the intrastate—not interstate— 
rates, the effect of which bore only upon, and was a part of the 
cost of creating products of the state not yet impressed with 
any of the essential qualities of interstate commerce in either 
the trade or transportation transactions. He said that neither 
the rates nor the charges for the interstate transportation of the 
manufactured products outbound were, alone, alleged to be un- 
lawful in any particular. 

The complaint, the examiner said, was filed by the Traffic 
Bureau in behalf of industries in and about Jacksonville engaged 
in the sale and shipment of products manufactured from fresh 
citrus fruits. He said the facts underlying the formal allega- 
tions were that competing canners at points in south central 
Florida had available a system of transit rates which, in their 
final application, operated to reduce, in substantial measure, 
the amount of transportation charges first assessed and col- 
lected at the applicable local rates for the inbound intrastate 
movement of the fresh fruit from Florida producing points; 
that the complainant canners at Jacksonville, not having avail- 
alle a like system of transit rates, were compelled to bear, 
without reduction, the applicable local rates first assessed and 
collected for the inbound intrastate movement of resh fruits 
fom the same origins; that on fresh fruit canned at Jack- 
sonville the inbound charges at the applicable local rates, plus 
the outbound charges for the interstate transportation of the 
products, exceeded the combined in and out charges on fruit 
canned at the south central Florida points; that in effect the 
described discrimination caused Jacksonville as a locality, and 
the complainant canners there located, to suffer undue prejudice 
and, conversely, unduly preferred the competing canners and 
the places where they were located. 


PROPOSED LOG ADJUSTMENT 


A scheme for making rates on logs from many points in 
southern and southwestern territories to various points in Ten- 
lessee has been proposed by Examiner T. P. Wilson, in No. 
22548, Farris Hardwood Lumber Co. et al. vs. L. & N. et al. 
He said that the Commission should find the rates on logs to 
points in Tennessee from the territories of origin mentioned 
unreasonable to the extent that they may exceed the rates made 
in accordance with the scale proposed by him. Further he said 
the relationship between rates on logs to Chattanooga and Mem- 
phis, Tenn., from points on the lines of the Nashville, Chat- 
tanooga & St. Louis and those from and to other points on that 
line, should be found unduly prejudicial to the cities mentioned. 
He also proposed a finding of undue prejudice in the relation- 
ship between the rates on logs to Nashville from points on the 
line of the Tennessee Central and those from and to other 
Points on that line. 

The complainants, dealing in logs and log products at Nash- 
Ville, West Nashville and Chattanooga, Tenn., alleged, in effect, 
that rates on logs from points on the N. C. & St. L. to Nash- 
Ville, Chattanooga and Memphis; from points on the line of the 
ennessee Central to Nashville; from points on the lines of the 
L. & N. to Nashville and Memphis; from points on the lines of 
other defendants, listed in an appendix, to Nashville and joint 
Tales on logs from points on the L. & N. to Chattanooga were 
Unreasonable and that rates of the N. C. & St. L. on logs, 
between local stations on its line and from such local stations 
th junction points in Tennessee and from junction points on its 
le west of Chattanooga which were less than the rates from 
stations on the line to Nashville, Chattanooga and Memphis, 
Were unduly preferential of local stations and prejudicial to the 





complainants at Nashville, Chattanooga and Memphis; and that 
rates on logs between local stations on the line of the Tennessee 
Central which were lower than those for similar distances from 
stations on that line to Nashville were unduly preferential of 
the local stations and prejudicial to the complainants at Nash- 
ville. By an amendment to the complaint it was further alleged, 
said the report, that the rates of the N. C. & St. L. on logs 
between local stations on its line and from local stations on 
its line to junction points in Tennessee and from junction points 
on its line west of Chattanooga were unreasonable. 

A similar complaint, the examiner said, was filed with the 
Tennessee commission, but, he said, they were not heard to- 
gether. Wilson said that some of the defendants maintained 
rates on logs conditioned upon the product of the logs being 
reshipped over the line of the carrier having the inbound haul. 
Such rates he called net rates. Rates not so conditioned he 
called gross rates. Wilson said it was developed at the hearing 
that the only interstate net rate complained of as being unrea- 
sonable was that of 6 cents from certain points on the Tennessee 
Central to Nashville. The evidence, he said, was not per- 
suasive that that rate was unreasonable, but was indicative 
rather to the contrary. He said that the interstate rates as- 
sailed from points on the N. C. & St. L. to Nashville, Chatta- 
nooga and Memphis were gross rates and were in many in- 
stances the present equivalents of rates found not unreasonable 
in Farris Hardwood Lumber Co. vs. Director-General, 68 I. C. C. 
181. He said that in some instances they were slightly lower 
and in some instances higher than present equivalents of the 
rates there attacked. 

Examiner Wilson said the Commission should find that the 
interstate gross rates from points in southern territory except 
from points in Florida south of the line of the Seaboard Air 
Line from Jacksonville to River Junction, were and for the 
future would be unreasonable to the extent, except as limited in 
subsequent findings, that they exceed or may exceed rates on 
a distance scale set forth in an appendix not here reproduced, 
for single line application and rates 2.5 cents higher for joint- 
line application. 

The scale begins with a rate of 3.5 cents for 10 miles and 
under. It progresses in 10 mile blocks with a half cent added 
for each block to 70 miles with a rate of 6.5 cents. Then it adds 
half a cent for each 15 mile block up to 100 miles, the rate at 
that distance being 7.5 cents. Then it progresses with half a 
cent added for each 20 mile block to 500 miles at which dis- 
tance the rate is 17.5 cents. Then it progresses with the addi- 
tion of half a cent for each 25 mile block up to 800 miles at 
which distance the rate is 23.5 cents. 

Wilson recommended that the gross rates from points west 
of the Mississippi River be found unreasonable for the present 
and for the future to the extent, with exceptions, that they ex- 
ceeded or may exceed rates made according to the following 
formula: 


The rate on the scale shown in an appendix, not herein repro- 
duced, for the distance from origin point to the east bank of the 
Mississippi River plus the rate on a scale heretofore described for 
the distance from origin point to destination, minus the rate in the 
seale heretofore described for the distance from the origin point to 
the east bank of the river, plus a joint-line arbitrary of 2.5 cents. 

The scale to be used in making rates under that finding 


begins with a rate of 6 cents for 25 miles and under, goes to 
10 cents for the block between 100 and 125 miles. It progresses 
by 1 cent for blocks of 30 and 40 miles, reaching 15 cents for 
block between 260 and 300 miles and running out with a rate of 
20 cents for the block of 460 and 500 miles. 

A further finding recommended by Examiner Wilson was 
that the gross rates assailed from points on short or weak lines, 
as described in Southern Class Rate Investigation, 100 I. C. C. 513, 
and other cases, were unreasonable for the present and for the 
future to the extent they exceeded or might exceed rates here- 
inbefore described by more than the following arbitraries for 
that part of the haul over the short or weak line: 85 miles and 
under, one cent; 200 miles and over 85, one and a half cents; 
over 200 miles, two cents. 

Another finding recommended is that the rates from points 
on the N. C. & St. L. are and for the future will be unduly 
prejudicial to Nashville, Chattanooga and Memphis and prefer- 
ential of other points on that line to the extent that those for 
interstate application to Nashville, Chattanooga and Memphis 
exceed those for substantially the same distances to points 
alleged to be preferred and that the rates from points on the 
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Tennessee Central here alleged to be preferential and prejudicial 
are and for the future will be unduly prejudicial to Nashville, 
and preferential of other points on that line alleged to be pre- 
ferred to the extent that those for interstate application to Nash- 
ville exceed those applicable for substantially the same distances 
to such other points. 

The examiner recommended a carload minimum of 40,000 
pounds, the calculation of distances for the application of rates 
to be over the shortest line permitting the movement of traffic 
without transfer of lading and said that nothing herein con- 
tained should be construed as prohibiting origin groups with 
rates based on the fair average of the rates that would other- 
wise be prescribed to the same destination from individual points 
within the group. 


PROPOSED REPORTS 


Raw Dolomite 


No. 22640, Frederick W. Kruse et al. vs. Pennsylvania et al. 
By Examiner C. J. Peterson. Rates, raw dolomite stone, Gib- 
sonburg, Ohio, to Olean, N. Y., unreasonable to the extent that 
the rate on shipments which moved over the Pennsylvania to 
Buffalo and to Erie beyond exceeded $2.57 a net ton and that 
the rate charged on shipments which moved over the Pennsyl- 
vania direct to the extent it exceeded $2.20 a net ton. Repara- 
tion proposed. 

Bituminous Coal 

No. 21509, L. V. Austerschmidt et al. vs. Alton & Eastern 
et al. By Examiner E. L. Glenn. Rates, bituminous coal, mines 
in Illinois to St. Charles, Mo., unreasonable for the future but 
not in the past, to the extent they may exceed $1.285 from the 
Belleville and Springfield groups; $1.36 from the DuQuoin and 
Centralia groups; $1.475 from the Murphysboro group, and $1.51 
from the southern Illinois group. 


Bananas 


No. 22790, Chamber of Commerce of Casper, Wyo., et al. vs. 
Santa Fe et al. By Examiner W. A. Disque. Rates, bananas, 
carloads, and on bananas and cocoanuts, in mixed carloads, 
Mobile, Ala., Gulfport, Miss., New Orleans, La., Galveston, Tex., 
and El Paso, Tex., to Casper, Wyo., unreasonable to the extent 
they exceeded, exceed, or may exceed $1.70 from Mobile, Gulf- 
port and New Orleans, and $1.60 from Galveston and El Paso. 
New rates and reparation proposed. 


Gasoline and Kerosene 
No. 22927, Villard Oil Co. vs. Northern Pacific. By Exam- 
iner Carl A. Schlager. Dismissal proposed. Rate applicable on 
gasoline and kerosene oil, carloads, Sand Springs, Okla., to Vil- 
lard, Minn., not unreasonable or otherwise unlawful. 


Fresh Meat 


No. 22835, George A. Hormel & Co. vs. B. & O. et al. By 
Examiner Carl A. Schlager. Rates, fresh meats, straight or 
mixed with packing-house products, Austin, Minn., to destina- 
tions in eastern trunk line and New England territories, unrea- 
sonable to the extent they exceeded the rates which became 
effective from and to the points considered on April 20, 1927. 
Reparation proposed. 


Reclaimed Animal Hair 
No. 22910, H. Rubenstein Co., Inc., vs. B. & O. By Exam- 
iner T. Naftalin. Rate, used and reclaimed cattle, hog, and 
horse hair, curled, carloads, Chicago, Ill., to New York, N. Y., 
for export, applicable but unreasonable to the extent it ex- 
ceeded 66 cents, minimum 24,000 pounds, subject to rule 34. 
Reparation of $3.09 and waiving undercharges proposed. 


Quarry Tile 


No. 22819, Mosaic Tile & Marble Co. vs. Florida East Coast 
et al. By Examiner G. L. Shinn. Dismissal proposed. Charges, 
carload of quarry tile, New York, N. Y., to West Palm Beach, 
Fla., not shown to have been inapplicable. 


Potatoes 


No. 22944, Phillips & Co., Inc., vs. A. C. L. By Examiner 
Harold M. Brown. Dismissal proposed. Rate, potatoes, Stilleys, 
N. C., to Jacksonville, Fla., not unreasonable. 


Sand and Gravel 


No. 22855, Neal Gravel Co. vs. Wabash. By Examiner 
Charles A. Rice. Dismissal proposed. Rate, sand and gravel, 
Wolcottville, Ind., to Detroit, Mich., not unreasonable. 


Iron Carpet Tacks 


No. 22858, Atlas Tack Corporation et al. vs. New Haven 
et al. By Examiner Frank C. Weems. Dismissal proposed. 


Rates, iron carpet tacks, less than carloads, Fairhaven and 
Brockton, Mass., to New York, N. Y., not unreasonable. 


The Traffic World 





Vol. XLV, No, 21 





Switching at Rockford, III. 


No. 22920, J. W. Miller Co. et al. vs. St. Paul. By examin 
Burton Fuller. Rates, charged by the defendant at Rocktord, 
Ill, for switching interstate carload traffic between com. 
plainants’ plants and interchanges with connecting lines 4 
reasonable and in violation of the long-and-short-hay) clause 
of section 4 to the extent they exceeded, exceed, or may exceed 
charges contemporaneously maintained by the St. Pay fo 
transportation of like kind of property between the industrial 
tracks of the Ingersoll Milling Machine Co., the Schumann Piano 
Co., and the Ford Manufacturing Co., on the one hand ang inter. 
change tracks with connecting lines, on the other. New rates 
and reparation proposed. : 

Brick 


No. 22509, Brick Manufacturers’ Association et al. ys, Cen. 
tral of New Jersey et al. By Examiner A. J. Sullivan. Rates 
brick, points in Pennsylvania and New Jersey to New York 
N. Y., unreasonable to the extent they exceeded, exceed o; 
may exceed $1.95 from Fieldsboro, N. J., a net ton; $2.10 from 
Perkiomen Junction, and Pennbrook, Pa., and Maple Shade 
N. J.; $2.25 from Reading, Pa., and Oakland, N. J.; $2.49 from 
Shoemakersville, Pa.; $3.10 from Berlin Junction, Pa.; anq 
$3.15 from Harrisburg, Pa. New rates and reparation proposed, 


Cement 


No. 22020, Iola Cement Mills Traffic Association et al. ys, 
Santa Fe et al. By Examiner J. P. McGrath. Dismissal pro. 
posed. Rates, cement, points in the Kansas gas belt to destina- 
tions in eastern Colorado and southeastern Wyoming, not shown 
to be unreasonable. Intrastate and interstate rate, cement, to 
the same destination from Portland and Boettcher, Colo., and 
Laramie, Wyo., not shown to result in undue preference or 
prejudice. Intrastate rates from Portland and Boettcher to 
the Colorado destinations involved not unjustly discriminatory 
against interstate commerce. 


D. & H. APPLICATION 


The Commission has dismissed Finance No. 7835, application 
Delaware & Hudson Company for authority to acquire control 
of various carriers looking to the creation of a unified system 
with that carrier as the main stem. The dismissal was made 
upon further consideration and of the reply of the Delaware 
& Hudson to the order of the Commission, dated April 7, re- 
quiring it to show cause why its application should not be dis- 
missed. The Delaware & Hudson Company, in answer to that 
order to show cause, directed attention to the fact that there 
had been a reorganization and that the applicant had become 
merely a holding corporation, not operating a railroad, and, 
therefore, no longer considered itself to be subject to the Com- 
mission’s jurisdiction. 


KAYDEROSS ABANDONMENT 


Authority to abondon its line has been granted to the Kay- 
deross Railroad Corporation in the Commission’s report in 
Finance No. 7855, by division 4. The Kaydeross has a railroad 
of about 12 miles extending from Ballston Spa to Middle Grove 
in Saratoga county, New York. The abandonment was opposed 
by the Lowe Paper Co. and the Kaydeross Paper Co., each oper- 
ating paper mills along the line. The Commission said that it 
was undoubtedly true that abandonment of the line would work 
a hardship upon intervening paper mills, but that their loss by 
no means outweighed the corresponding burden that would be 
imposed upon the applicant and upon interstate commerce 
through the necessary rehabilitation and continued operations of 
the line under large deficits. 


ROCK ISLAND FINANCING 


Against the opposition of the United States & International 
Securities Corporation, holder of a substantial amount of the 
applicant’s common stock, the Commission, by division 4, in 
Finance No. 8177, Chicago, Rock Island & Pacific securities, has 
authorized the applicant to issue securities in the manner and 
form approved by the majority of stockholders. Commissioner 
Eastman noted a dissent. , 

The Rock Island is authorized to issue not exceeding $32, 
228,000 of 30-year 4.5 per cent convertible gold bonds, to be sold 
at not less than 95 per cent of par and accrued interest. The 
proceeds are to be used to reimburse the company’s wr 
through the capitalization of expenditures heretofore made an 
to make further expenditures chargeable to capital account. It 
is further authorized to issue not exceeding $25,782,400 of com 
mon capital stock, each share to have a par value of $100, oF 
so much thereof as may be necessary to effect the conversion 
of the bonds that may be offered for that purpose into common 
stock. } 

The issue of bonds, in full, is callable for redemption 02 
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_ 1, 1936, or thereafter at semi-annual interest dates on 
po Moo terms. The bonds are convertible into common stock 
pernivoed May 1, 1931, and May 1, 1940, at $125 a share. 

The intervening stockholder objected, the report said, to 
the plan on the principal grounds that it would dilute, unneces- 
sarily, the equity of the common stockholders; that it would 
increase the already top-heavy character of the applicant’s finan- 
cial structure, complicate the refunding of the company’s heavy 
maturities in 1934 and would place the applicant and holders of 
its securities at a disadvantage in case of merger negotiations. 
Its effect, the intervener asserted, would be to discourage in- 
vesting in railroad common stocks, weaken railroad credit and 
therefore be incompatible with public interest. It further de- 
cared, according to the report, that the plan would impede 
future financing by the sale of common stock and impair the 
ability of the Rock Island to perform its service to the public. 

The intervener and the applicant, the report said, differed 
as to the expediency of retiring the preferred stocks at this 
time in the manner proposed. The Commission, however, said 
the plan proposed by the Rock Island had been approved by its 
zoverning bodies and had the unanimous approval of the pre- 
ferred and common stock which was voted at the recent annual 
meeting of the stockholders. The report said that while it was 
possible that the financing of the applicant’s present needs by 
the issue of common stock might be preferable, the Commission 
did not feel that the objections urged against the proposed issue 
warranted denial of the application, hence the approval. 


REIMBURSEMENT OF DEFICIT 


The reimbursement-of-deficit provisions of section 204 of 
the transportation act, 1920, are not applicable to the Arcata 
& Mad River Railroad Company, according to a decision of the 
Commission, by division 4, in Finance No. 5045, Arcata & Mad 
River Deficit Status. The claim of the carrier for $72,401.84 has 
been dismissed. 

In the federal control period, according to the report, the 
applicant was a narrow-gauge carrier engaged largely in trans- 
portation of traffic for a proprietary company, the Northern 
Redwood Lumber Company. The Commission found that the 
applicant was not engaged in general transportation within the 
meaning of section 204 during the federal control period, and 
that a proper adjustment of net railway operating income under 
the provision of that section would exclude it from benefits 
thereunder. 


—_ 


B. & O. GETS CONTROL OF B. &S. 


The Commission, by division 4, in Finance No. 8012, Buffalo 
& Susquehanna Railroad Corporation control, has found that 
acquisition of control of the Buffalo & Susquehanna by the 
Baltimore & Ohio by the purchase of capital stock will be in 
the public interest. Approval of that acquisition is conditioned 
upon the performance by the Baltimore & Ohio of its promise 
to maintain all existing routes and channels of trade between 
the B. & S. and its connections unless, and until otherwise 
ordered by the Commission. A further promise that the Com- 
mission expects the Baltimore & Ohio to carry out, is to buy 
all the stock that may be offered within six months at the same 
price it has agreed to pay for the shares of the B. & S. already 
deposited. 

The Commission said that since complete consolidation of 
the properties would necessitate further proceedings the Balti- 
more & Ohio would also be required to preserve the continuity 
of records and statistics of the B. & S. for purposes of compari- 
son. These conditions, the report said, were recommended in 
the proposed report to which the applicant took no exception, but 
on oral argument accepted in full. 

Opposition to the acquisition was made by the Delaware 
& Hudson. The report said it argued that no public interest 
In the acquisition of the B. & S. by the applicant had been 
established that was not conditioned upon its acquisition of 
control of the Reading, and that as it has not been shown that 
the applicant had reasonable prospect of obtaining such control 
= ae interest required by the statute had not been estab- 
shed. 

In answering that, the Commission said that the case had a 
broader aspect and that the present controlling consideration 
Was the most advantageous disposition of the B. & S. in the 
building up of an efficient and economical transportation system, 
Providing for a new short line between New York and Chicago, 
having low grades. The applicant estimated that by taking in 
the B. & S. it could establish the new line at less cost than by 
bew construction. The Commission said that upon the record 
it had to view the proposed acquisition merely as a step in the 
unification of carriers to be tested by the general principles of 
the law providing for consolidation. The Commission said that 
M its general plan of consolidation, 159 I. C. C. 522, it had 


yy 1980 The Traffic World 








PAGE 1375 








assigned the B. & S. to the B. & O. system. It added that the 
record in this case supported the propriety of such disposition. 


CONTROL OF WHEELING 


The Wheeling & Lake Erie, in motions filed in Finance Nos. 
6486, application of Pittsburgh & West Virginia; 8231, applica- 
tion of Wabash, and 7560, application of Nickel Plate, for author- 
ity to acquire control of the Wheeling, has asked the Commis- 
sion to dismiss the application. 

With respect to the application of the Pittsburgh & West 
Virginia the Wheeling says that it is in the nature of an ap- 
plication to effect consolidation ultimately of the properties 
involved. It says that it believes and, therefore, alleges. that 
the control of the P. & W. V. “is now and for some time has 
been held by Pennroad Corporation, a holding company con- 
trolled by, on behalf of, or in the interest of, the Pennsylvania 
Railroad Company.” It is further pointed out that the Penn- 
sylvania system No. 4 of the Commission’s consolidation plan 
does not include either the properties of the Wheeling or the 
P. & W. V., both of which are included in system No. 7, Wabash- 
Seaboard. Reference is made to the statement of the Com- 
mission in its consolidation plan report, 159 I. C. C. 522, 523, 
as to the necessity for maintaining independent systems and 
the termination of control through holdig companies, etc., and 
the allegation is made that the ownership of the Pennroad 
Corporation of approximately 74 per cent of the voting shares 
of the P. & W. V. and the affiliation between the Pennroad 
Corporation and the Pennsylvania “constitute an inter-system 
interest by the Pennsylvania Railroad Company in the applicant 
sufficient to deprive the applicant of its independence and 
inconsistent with the direction of the Commission set forth in 
its plan and quoted in the preceding paragraph of this motion.” 

“Your petitioner believes, and therefore alleges, that by 
reason of such inter-system interest 6f the Pennsylvania Rail- 
road Company in the applicant (P. & W. V.) it is not in the 
public interest for the applicant to acquire control of your 
petitioner and that it will be futile for the Commission 
to entertain the application herein or to proceed with the hear- 
ing thereon, now assigned for June 9, 1930, since to do so would 
subject your petitioner and all of the other parties to this pro- 
ceeding to much expense and loss of time in the preparation 
for and participation in said hearing,’ says the Wheeling. 

A similar argument is made with respect to the application 
of the Wabash for authority to acquire control of the Wheeling. 
It is pointed out that the Wabash states in its application that 
it avers that approximately 49 per cent of its stock is held 
by the Pennsylvania Company, the stock of which is owned by 
the Pennsylvania Railroad Company. 

As to the application of the Nickel Plate, it is stated that 
the Nickel Plate is included in system No. 6—Chesapeake & 
Ohio—Nicke}l Plate, of the Commission’s plan, while the Wheel- 
ing is included in system No. 7, and that the Nickel Plate 
application is not accompanied by a motion on the part of the 
Nickel Plate to amend the Commission’s plan of consolidation 
in accordance with the prayer of the application, as, the Wheel- 
ing avers, should be done under the Commission’s rules. 


SOUTHERN PACIFIC EXTENSION 


Asserting that the competition between the Western Pacific 
and the Southern Pacific in the Sacramento delta seemed to 
be on terms of substantial equality, Examiner R. R. Molster, 
in Finance No. 7883, Southern Pacific Co. proposed extension, 
has recommended that the Commission deny the application of 
the Central Pacific and the Southern Pacific for permission to 
build a branch line, about 2.5 miles long, to a cannery near 
the Western Pacific, at a cost estimated at $150,840. 

Molster said that the showing in behalf of direct railroad 
connection for the canning company did not constitute a show- 
ing of public convenience and necessity for the proposed ex- 
tension. He said the conclusion was inescapable that the ap- 
plicants’ proposal to establish a wharf-warehouse in the area 
to be served, in effect, was a strategic move in the competition 
between the Southern Pacific and the Western Pacific for the 
traffic of the Sacramento delta. 


MOFFAT ROAD CONTROL 


Examiner M. S. Jameson, in Finance No. 8070, Denver & 
Salt Lake Railway Co. proposed control, has recommended that 
the Commission find, conditionally, that the acquisition of con- 
trol by the Denver & Rio Grande Western of the Denver & 
Salt Lake (Moffat road) by the purchase of stock will be in the 
public interest and that the terms and conditions will be just 
and reasonable. The condition proposed is that it should be 
understood by the Commission, and so stated in the certifi- 
cate that, immediately following the making of the necessary 
operating arrangements, under the public authorities having 
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jurisdiction, the Denver & Rio Grande Western shall cause the 
construction of the Dotsero cut-off to proceed with diligence and 
dispatch. 

Examiner Jameson said that the essence of the applicant’s 
plan was to bring about the construction of the cut-off so as to 
shorten its distance into Denver, Colo. In view of that fact, 
he said, an order of the Commission providing tor the building 
of the cut-off was unwarranted. He said that the accomplish- 
ment of the plan for the cut-off was clearly in the applicant’s 
interest. 

Acquisition of the Moffat road by the D. & R. G. W. would 
be in accord with the Commission’s complete plan for the con- 
solidation of the roads, both having been assigned to the Mis- 
souri Pacific system. Objection to the grant of authority was 
made by the Moffat Tunnel League and the Uintah Basis Rail- 
road League. Jameson said that the Colorado commission 
recommended the grant of permission conditioned upon the 
early construction by the applicant of a cut-off line to connect 
the two roads and the installation of a one-line operation by 
the Rio Grande into Denver. 

After the Commission promulgated its complete consolida- 
tion plan, the Rio Grande acquired Moffat road stock at $155, 
subject to the Commission’s approval. On the book value as of 
October 31, 1929, Jameson said the stock was worth $130 and 
on the Commission’s valuation, about $106 a share. 


ABILENE-CROSS PLAINS LINE 


Grant of authority to the applicant to build a line has been 
recommended by Examiner Thomas F. Sullivan in Finance No. 
7945, Abilene & Eastern construction. The proposed line will 
extend from Abilene to Cross Plains, Tex. It will be about 43 
miles long and the estimated cost is $1,472,667. This sum in- 
cludes $119,090 for right of way and depot and terminal ground. 
The right of way, Sullivan’s report says, will be donated. In 
addition the citizens of Abilene will make a cash donation of 
$100,000. Sullivan also recommended that the road be allowed 
to retain excess earnings. 

Opposition to grant of authority was voiced by the Texas & 
Pacific and the Abilene & Southern. The Missouri-Kansas-Texas 
of Texas and various chambers of commerce favored it. The 
country to be traversed by the line is a livestock country. There 
was opposition from some of the ranch owners whose lands 
would be crossed. The applicant’s charter authorizes a capital 
stock of $4,000,000. Half of it has been subscribed by Frank 
Kell. 

Sullivan said that while the Texas & Pacific submitted con- 
siderable evidence to show that the line was not needed, the 
principal objection stated by its president was that the appli- 
cant’s stock would be owned by Abilene shippers and that be- 
cause of such ownership they would route traffic over the new 
line, which might be better routed over the T. & P., “thereby 
eliminating the factor of fair and open competition.” The wit- 
ness said that if the Katy, Santa Fe or any other railroad desired 
to construct a line to Abilene there would be no objection from 
the companies represented by him so long as the stock of the 
constructing company was not sold locally. Sullivan said the 
witness feared that if the application were granted other com- 
munities might undertake similar construction. The protestants 
said that Abilene was now receiving excellent service; that with 
normal influences governing the applicant would get little over- 
head or bridge traffic and that such traffic as it did obtain would 
be diverted from other lines without benefit to the public; that 
the volume of traffic to which reduced rates would apply was 
small, and that where distances might be shorter to important 
destinations the difference was small and was offset by the 
superior service rendered by other lines. They also said that 
the Katy line to Cross Plains where the new line would connect 
with it was in poor condition and not capable of handling heavy 
traffic at a speed greater than twenty miles an hour. 


COMMISSION ORDERS 


No. 22152, Noonan-Laurence vs. S. A. L. et al. Complainant’s 
petition for rehearing denied. 

No. 20457, John E. Booth Lumber Corporation vs. Central 
Vermont et al. Proceeding reopened for reconsideration on rec- 
ord as made. 

No. 22121, South Georgia Traffic Bureau for and on behalf 
of Pelham Phosphate Co. vs. A. C. L. et al. Complainant’s peti- 
tion for rehearing denied. ; 

No. 20070, Consumers’ Material Corporation vs. A. T. & S. F. 
et al. Complainant’s petition for rehearing and/or reconsidera- 


tion denied. 

No. 21494, Kansas Livestock Association et al. vs. A. & S. 
et al., and No. 22169, W. J. Wilson et al. vs. A. & S. et al. Com- 
plainants’ petition for further consideration and oral argument 
denied. 
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No. 17149, Holden Paper Co. vs. Erie. Defendant’s Petit; 
for modification of order denied. Hon 

No. 22622, Hawley Pulp & Paper Co. et al. vs. A. @R et al 
Petition of complainant, Crown Willamette Paper Co. for further 
hearing denied. ol 

No. 21498, Nicola, Stone & Myers Co. vs. A. G. g, et al 
Complainant’s petition for reconsideration denied. : 

No. 21867, Blue Ridge Talc Co. vs. N. & W. et al. Com 
plainant’s petition for rehearing by division or reconsideration 
by entire Commission denied. 

No. 19606, Lemon Grocery & Produce Co. va. C. M, & St. P 
Defendant’s petition for vacation of order and for reconsidera, 
tion denied. 

No. 21245 (and Sub. 1 and 2), Independent Oil Co. vs, 4. T 
& S. F. et al. The effective date of the order entered in this 
case on January 30, 1930, postponed until further order of the 
Commission. 

No. 23395, National Carbide Sales Corp. vs. A. T. & §. F, ¢ 
al. Shawinigan Products Corporation permitted to intervene 

Finance No. 8231, Application of Wabash for authority to 
acquire control of W. & L. E. Wheeling & Lake Erie permitteq 
to intervene. 

Finance No. 8179, application of M. P. and N. 0. T.& 
for a certificate to operate under trackage rights over the Louis. 
iana Ry. & Navigation Co. between Baton Rouge and New Or. 
leans, La., etc. Police Jury of Parish of East Baton Rouge, La, 
permitted to intervene. j 

No. 23160, Sub. 1, Metropolitan Utilities District of City of 
Omaha, Neb., vs. I. C. et al. Iten Biscuit Co. permitted to 
intervene. 

The complainant in No. 19525, Mississippi Hardwood Lum. 
ber Co. vs. T. C. et al., No. 16533 (Sub. 1), American Petroleum 
Products Co. vs. B. & O. et al., No. 23108 (Sub. 1), Cahill oj] 
Co. vs. A. C. & Y. et al., No. 23121, Franklin Steel Co. vs. B. & 
O. et al., and No. 23224, American Enameled Brick & Tile (Co. 
vs. Pennslvania et al., dismissed upon complainant’s request. 

No. 23172 (and Sub. 1), Plunkett-Webster Lumber Co., Inc., 
vs. N. Y. C. et al. Complaint dismissed upon complainants’ 
request. 

No. 22018, Hoosier Condensed Milk Co. vs. B. & A. et al. 
Complaint dismissed, same having been satisfied. 

No. 23106, Naval Stores Corporation of New York vs. B. & 
M. et al. Complaint dismissed for want of prosecution. 

No. 22710, Medusa Portland Cement Co. vs. Pennsylvania 
et al. Complaint dismissed, same having been satisfied. 

No. 20540, Manistee & Northeastern vs. A. A. et al. Pro- 
ceeding reopened for rehearing to bring record up to date. 

No. 22243, Kansas City Cut Stone Co. vs. C. M. & St. P. et al. 
Complaint herein dismissed, no good cause shown to the con- 
trary. 

No. 18279 (and Subs. 1 to 6, incl.), Longfellow Brothers vs. 
St. L.-S. F. et al. Complaints dismissed, no good cause shown 
to the contrary. 

No. 20426 (and Sub. 1), Salina Chamber of Commerce et al. 
vs. A. W. et al. The effective date of the order entered in this 
proceeding on March 26, 1930, which was by its terms made 
effective on or before June 24, 1930, has been postponed until 
further order of the Commission. 

No. 15028, Peyton Packing Co. vs. A. & S. et al. Petition 
of defendant, Southern Pacific, for modification of report and 
order herein, denied. 

No. 23111, Pennsylvania Glass Sand Corporation vs. A. C. 
& Y. et al. American Glassware Manufacturers, Inc., permitted 
to intervene. 

No. 23240, Ohio Lake Cargo Coal Rate Committee et al. vs. 
B. & O. et al., and No. 23241, Western Pennsylvania Coal Traffic 
Bureau et al. vs. B. & O. et al. Illinois Coal Traffic Bureau Per- 
mitted to intervene. 

Finance No. 6684, relocation of line by D. G. H. & M. The 
time prescribed in certificate within which the D. G. H. & M. 
or the G. T. W., successor in interest, shall complete the con 
struction of the line of railroad therein authorized, has been 
extended to June 30, 1931. 

Finance No. 6547, construction of belt line by D. G. H. & M. 
et al. The time prescribed in certificate and order within which 
the D. G. H. & M., the Pontiac, Oxford & Northern and Michigan 
Air Line or Grand Trunk Western, successor in interest to the 
said companies, shall complete the construction of the belt line 
of railroad therein authorized, has been extended to November 
30, 1930. 

Finance No. 7370 et al. construction of railroad lines in 
Northern Texas, St. L., S. F. & T. Construction, etc. The 
effective dates of the certificates issued hereon on April 14, 
1930, have been extended to June 14, 1930. 

Finance No. 4566, Chicago & Calumet River deficit status. 
Petition of Chicago & Calumet River for reopening and argu: 
ment in said proceeding denied. 

No. 20146, Penn Facing Mills Co. et al. vs. A. A. et al 
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this proceeding is reopened for further hearing with respect to erally, of which the following are illustrative, rates being in 
ghether or not the shipments on which reparation is claimed cents a hundred pounds: 
isted of ground or pulverized coal, and assigned for hearing Fr M ~~ hi lll. d 34; 
wyelock a. m., Standard time, May 28, before Examiner Chesel- Peoria, Iil., present 25%, proposed $5;' Cleveland, ©., present 37,  pro- 
posed 40; Kansas City, Mo., present 29%, proposed 39. 


dine Hotel Sherman, Chicago, III. 

No. 23111, Sub. 1, Pennsylvania Glass Sand Corporation vs. 
4. & Y. et al. American Glassware Manufacturers, Inc., per- 
mitted to intervene. 

No. 19691, Forsythe Oil Co. vs. A. T. & S. F. et al. Sinclair 
refining Co. permitted to intervene. 

No. 23234, West Coast Kalsomine Co. of New Orleans vs. 
4. & R. et al. Eagle-Picher Lead Co. permitted to intervene. 
“1 and S. 3379, furnace or foundry limestone from Hillsville, 
shaw Junction and Walford, Pa., to Youngstown, O., and ad- 
jacent points. Petition of protestants Youngstown Sheet & 
Tube Co. et al., petition of protestant Carnegie Steel Co. and 
petition of protestants Bessemer Limestone & Cement Co. et al. 
for reopening, reconsideration and argument before Commission 

ied. 

>. 20502, Miner Lumber Co. vs. Pennsylvania et al., and 
No. 19185 (and Sub. 1), S. J. Peabody Lumber Co. vs. Penn- 
sylvania et al. Complainants’ petition for rehearing, reargument 
and reconsideration denied. 

No. 23341 (Sub. 1), International Agricultural Corporation 
ys, B. & O. et al., and No. 23376, Davison Chemical Co. et al. vs. 
4 C. et al. Armour Fertilizer Works permitted to intervene. 

No. 20623, Cartan & Jeffrey Co. et al. vs. B. & O. et al. 
Hills Bros. Co., Inc., permitted to intervene. 

No. 22818, Illinois Coal Traffic Bureau vs. A. & E. et al. 
lllinois Manufacturers’ Association and A. E. Staley Manufac- 
turing Co. permitted to intervene. 

No. 23339, V. A. Stewart & Co. et al. vs. A. & R. et al. 
Growers’ and Shippers’ League of Florida permitted to intervene. 

No. 19957, Northwestern Ohio Lime Manufacturers et al. 
ys, Pennsylvania et al.; No. 19951, Ohio Hydrate & Supply Co. 
vs. Pennsylvania et al.; No. 20234 (and Sub. 1), Acme Glass 
Co., Inc., vs. Pennsylvania et al., and No. 20246 (and Sub. 1), 
Washington Building Lime Co. vs. Pennsylvania et al. Pro- 
ceedings reopened for rehearing solely in respect of rates on 
fuxing lime having no value for chemical or building purposes. 

Finance No. 8138, Pittsburgh & West Virginia notes. Ap- 
plication of Pittsburgh & West Virginia for authority to issue 
from time to time not exceeding $1,700,000 of promissory notes 
in renewal of a collateral note for a like amount that matured 
January 30, 1930, and for authority to renew or extend the 
renewal notes from time to time, the last renewal to mature not 
later than January 30, 1932, dismissed, upon request of applicant. 


SUSPENDED TARIFFS 


The Commission, in I. and S. 3465, has suspended Galligan 
and Jones tariffs, effective May 20, revising rates on iron and 
steel between Chicago and Chicago rate points and points in 
Indiana and Illinois between which rates in amounts of 10 cents 
and less a hundred pounds are named, which would result gen- 
erally in increases. (See Traffic World, May 17, p. 1310.) 

In I. and S. No. 3459, the Commission has suspended from 
May 20 until December 20 schedules in supplements No. 65 
to Cottrell’s I. C. C. No. 702, Curlett’s I. C. C. No. A-201, Jones’ 
LC. C. Nos. 1984, 1993 and Speiden’s I. C. C. No. 1150; sup- 
plement No. 8 to Dulaney’s I. C. C. No. 32; Cottrell’s I. C. C. 
No. 788, Curlett’s I. C. C. No. A-288, and Jones’ I. C. C. No. 2059; 
also numerous other agency and individual lines’ tariffs. The 
suspended schedules propose to revise the rates on cullet 
(broken glass), in carloads, between points in southern classifi- 
cation territory, and between points in southern classification 
lerritory, on one hand, and points in official classification ter- 
ritory on the other hand, which will result in numerous in- 
— reductions in rates. (See Traffic World, May 17, 

In I. and S. No. 3460, the Commission has suspended from 
May 20 until December 20 schedules in supplement No. 8 to 
Dulaney’s I. C. C. No. 32; supplement No. 111 to Speiden’s 
. C. C. No. 1187; supplements Nos. 24 and 27 to Galligan’s 
1. C. C. No, 110, and Jones’ I. C. C. No. 2198, and numerous other 
tariffs. (See Traffic World, May 17, p. 1313.) ‘ 

The suspended schedules propose to cancel existing com- 
modity rates on wood charcoal and charcoal briquettes, car- 
loads, applying between points in southern classification ter- 
tory and between points in southern classification territory 
and points in official classification texritory, also between cer- 
‘ain points in southern classification territory and points in 
Western Trunk Line territory, and to apply in lieu thereof 
lntraterritorially in southern territory class 11 rates, between 
oficial and southern territories class 10 rates, and between 
Southern territory and Western Trunk Line territory, higher 
‘ommodity rates, The proposal will result in increases, gen- 


In I. and S. No. 3463, the Commission has suspended from 
May 20 until December 20 the operation of schedules in sup- 
plements Nos. 11 and 12 to the New York, New Haven & Hart- 
ford I. C. C. Nos. F-3020 and F-3021, respectively. The suspended 
schedules propose to increase the rates on imported carpet 
wool, carloads, from Boston, Mass., to Thompsonville, Conn., 
and from New York, N. Y., to Clinton, Mass. The following is 
illustrative, rates being in cents a hundred pounds: 

From Boston, Mass., to Thompsonville, Conn., present 22% and 
19, proposed 24% and 20%; from New York, N. Y., to Clinton, Mass., 
present 22% and 19, proposed 28 and 23%. The higher price is for 
carload minimum weight of 30,000 pounds, and the lower price for 
carload minimum weight of 50,000 pounds. 

In I. and S. No. 3461, the Commission has suspended from 
May 20 until December 20 schedules in supplements Nos. 24 
and 27 to Jones’ I. C. C. No. 2198, supplement No. 111 to 
Speiden’s I. C. C. No. 1187 and other tariffs of agency and indi- 
vidual line issue. The suspended schedules propose to cancel 
commodity rates applicable on iron or steel barrels or drums 
to, from and between points in southern territory and apply in 
lieu thereof higher class rates. 

In I. and S. No. 3462, the Commission has suspended from 
May 20 until December 20 schedules in supplement No. 93 to 
Cottrell’s I. C. C. No. 611 and Jones’ I. C. C. No. 1715; supple- 
ment No. 82 to Curlett’s I. C. C. No. A-210, Jones’ I. C. C. No. 
2051 and Speiden’s I. C. C. No. 1176, and numerous other agency 
and individual lines’ tariffs. The suspended schedules propose 
to cancel commodity rates on glass, plate, polished, polished 
prism, polished wired, and crystal sheet, in carloads, between 
points in southern classification territory, between points in 
official and southern classification territories, and from Okmul- 
gee, Okla., to Memphis, Tenn., and New Orleans, La., and to 
apply class rates in lieu thereof. (See Traffic World, May 17, 
p. 1313.) 

In I. and S. No. 3464, the Commission has suspended from 
May 20 until December 20 schedules in the following tariffs: 
The Pennsylvania I. C. C. No. 277; Jones, supplement 65 to 
I. C. C. No. 1417, supplement 14 to I. C. C. No. 1835, supplement 
46 to I. C. C. No. 2046, supplement 14 to I. C. C. No. 2253. The 
suspended schedules propose changes in eastbound routing pro- 
visions via the Pennsylvania and various connecting lines which 
has the effect of eliminating certain connecting and interme- 
diate lines from participation in the movement of trafifec when 
routed via the Pennsylvania. 


PETITIONS FOR REHEARING, ETC. 


No. 17330, Sub-No. 1, Illinois Coal Traffic Bureau vs. A. V. 
I, et al. and No. 18025, Old Ben Coal Corporation vs. A. & V. et al. 
Defendant asks for modification of order dated February 11, 
1930, and postponement of effective date. 

No: 21101, Gable Johnson Jury Co. et al. vs. A. F. & G. et al. 
Southern carriers ask for reconsideration by entire Commission 
of decision of division 2 and also for an extension of effective 
date of the order. 

No. 19427, Henry Marble Co. et al. vs. B. & O. et al. 
Sunderland Brothers Co., intervener herein, asks for a direct 
ruling by the Commission as to whether shipments covered by 
its petition of intervention are within or without the issues 
raised in the original complaint. 

No. 22411, Snell Sash & Door Co. vs. G. N. Complainant 
asks reargument. 

No. 21927, Boyle Manufacturing Co. vs. S. P. et al. De- 
fendants ask for reconsideration and modification of order upon 
present record and/or rehearing and extension of effective date of 
order. 

No. 22324, West Point Iron Works et al. vs. A. B. & C. et 
al. Defendants ask for reopening and reconsideration. 

No. 20426 (and Sub. 1), Salina Chamber of Commerce et al. 
vs. A. W. et al. Midwest Coal Traffic Bureau (successor to 
Midwest Coal Association) asks for vacation of order and con- 
solidation with No. 21993, Midwest Coal Traffic Bureau vs. 
A. V. I. et al. 

No. 21025, Dann-Gerow Co., Inc., et al. vs. A. G. 8. et al. 
Complainants, Dann-Gerow Co., Inc., and Gerow, Calnan and 
Dann, ask for reopening of this proceeding for further considera- 
tion, and to permit further argument before entire Commission. 

No. 20090, Globe Grain & Milling Co. vs. Southern Pacific 
Co. Complainant has filed a second amended petition asking for 
reconsideration of Commission’s decision dated July 23, 1929, 
and its orders dated December 9, 1929, and April 7, 1930, and 
reopening the case for further hearing under the shortened pro- 


cedure. 
No. 19455 (and Sub. 1), North American Cement Corpora- 
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tion vs. B. & O. et al. Defendants ask for postponement of 
effective date of order entered in this case, and for reopening, 
reconsideration and rehearing. 


NORTH DAKOTA CLASS RATES 


Congress having provided a method for dealing with ques- 
tions of discriminations caused by state rates, the federal court 
for the district of North Dakota was without power to enjoin 
class rates prescribed by the North Dakota commission. That 
is the substance of a decision made by the Supreme Court of 
the United States in No. 364, Board of Railroad Commissioners 
of North Dakota et al. vs. Great Northern et al., on appeal from 
the three-judge court convened in North Dakota. The court, 
in an opinion written by Chief Justice Hughes, reversed the 
three-judge court decision and directed dismissal of the Dill 
brought by the railroads. 

In this case the North Dakota commission, which had co- 
operated with the federal body in the early part of the western 
class rate case, decided that it would deal with class rates 
within the state without waiting for the decision of the federal 
body. Therefore it reduced the existing rates ten per cent. The 
railroads obtained an injunction, the federal Commission having 
said that their appeal for a thirteenth section proceeding came 
prematurely in that the rates prescribed by the state authorities 
had not gone into effect. 

In his opinion the Chief Justice pointed out that there was 
no contention on the part of the carriers that the intrastate 
rates fixed by the state commission were confiscatory. He also 
said there was no challenge of the authority of the state com- 
mission under the constitution and laws of the state to prescribe 
the rates for intrastate traffic or of the validity or regularity 
of the proceedings which resulted in the order of the state 
commission, aside from the alleged effect upon interstate com- 
merce. 


The question of the control of the state, as against an ob- 
jection of this sort, over rates for intrastate application, he 
said, was considered in the Minnesota Rate Cases (230 U. S. 
352, 33 Sup. Ct. Rep. 729). In that case, he said, the court was 
of the opinion that the controlling principle governing the en- 
forcement of the interstate commerce act should be applied to 
discrimination cases, arising under thé interstate commerce act 
and state rates, and that the question of the existence of such 
discrimination would be primarily for the investigation and 
determination of the Interstate Commerce Commission and not 
for the courts. After pointing out that the principle had often 
been applied in cases of discrimination arising under the inter- 
state commerce act, the Chief Justice said: 


The grounds for invoking this principle of preliminary resort to 
the Interstate Commerce Commission are even stronger when the 
effort is made to invalidate intrastate rates upon the ground of 
unjust discrimination against interstate commerce. Not only are 
the questions as to the effect of intrastate rates upon interstate rates 
quite as intricate as those relating to discrimination in interstate 
rates, not only is there at least an equal need for the comprehensive, 
expert and continuous study of the Interstate Commerce Commis- 
sion, and for the uniformity obtainable only through its action, but 
in addition there is involved a prospective interference with state 
action within its normal field, in relation to the domestic concern 
of transportation exclusively intrastate. The court found no warrant 
for the contention that Congress in enacting the interstate com- 
merce act intended that there should be such an interference before 
the fact of unjust discrimination had been established by competent 
inquiry on the part of the administrative authority to which Congress 
had entrusted the solution of that class of questions. 

What was lacking in the Minnesota Rate Cases, supra, had been 
supplied in the Shreveport Case (234 U. S. 342, 34 S. Ct. Rep. 833.) 
There, the Interstate Commerce Commission had found that there 
was an unjust discrimination arising out of the relation of intrastate 
rates, maintained under state authority, to interstate rates which 
had been upheld as reasonable. The court decided that Congress in 
exercising its constitutional authority could correct the evil of this 
discrimination against interstate commerce and that in so doing 
Congress was entitled to secure the maintenance of its own standard 
of interstate rates. Having this power, Congress could provide for 
its exercise through the aid of a subordinate body. The removal 
of the discrimination was within the authority granted to the Inter- 
state Commerce Commission and the decision rested upon the ground 
that this authority had been exercised. 

In the transportation act, 1920, Congress enacted express provi- 
sions with respect to intrastate rates, regulations and practices. 
(Id. Sec. 416.) Amending section 13 of the act to regulate com- 
merce, Congress authorized the Interstate Commerce Commission to 
confer with state regulatory bodies with respect to ‘‘the relationship 
between rate structures and practices of carriers subject to the 
jurisdiction of such state bodies and of the Commission’’ and to hold 
joint hearings. It was provided that whenever in any such investi- 
gation, after full hearing, the Commission finds that any rate, regu- 
lation or practices ‘‘causes any undue, etc. * * * 

There can be no doubt that Congress thus intended to recognize 
and incorporate in legislative enactment the principle of the Shreve- 
port Case, supra. We find no basis for the conclusion that it was 
the purpose of Congress to interdict a state rate, otherwise lawfully 
established for transportation exclusively intrastate, before appro- 
priate action by the Interstate Commerce Commission. On _ the 
contrary, Congress sought to provide a more satisfactory adminis- 
trative procedure which would elicit the cooperation of the state 
regulatory bodies, and insure a full examination of all the questions 
of fact which such bodies might raise, before any finding was made 
in such 2 case as to unjust discrimination against interstate com- 
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merce or any order was entered superseding the rate i 
the state. authorized by 


When, before the amendments of 1910 of the Interstate Com 
act, the question arose as to the propriety of judicial action jn Merce 
ing injunctions against the maintenance of interstate rates’ mn, 
and published by carriers as provided by law, pending the déoj led 
of the Interstate Commerce Commission whether such rates ‘ta 
unreasonable or unjustly discriminatory, there was qa conflict 
opinion in the lower federal courts, but the weight of decision of 
that such relief, although temporary in character, could not be oe 
prior to an a finding by the Interstate Commerce ¢ ted 
mission, and this ruling accorded with the principle declared by this 
court in the Abilene and other cases. * * Congress, in 1910, authorizes 
the Interstate Commerce Commission on the filing of rates by an 
state carriers with the Commission, to suspend the operation of the 
rates for a stated period, and this provision has been continued he 
later legislation. Interstate commerce act, Sec. 15 (7); 36 Stat 382, 
41 Stat. 486, 487. This power of suspension was entrusted to the 
Commission only. There is no similar provision for the suspension 
of intrastate rates established by state authority. aon 

It is said that the interlocutory injunction, granted below, was 
in aid of the proceedings pending before the Interstate Commerce 
Commission. But the injunction necessarily has the effect of pre. 
venting the state from enforcing the rates it has prescribed, which 
are lawful rates until the Interstate Commerce Commission fings 
that they cause an unjust discrimination against interstate com. 
merce. A judicial restraint of the enforcement of intrastate rates 
although limited to the pendency of proceedings before the Inter. 
state Commerce Commission, is none the less essentially a restraint 
upon the power of the state to establish rates for its internal com- 
merce, a power the exercise of which in prescribing rates otherwise 
valid is not subject to interferences upon the sole ground of injury 
to interstate commerce, save as Congress has validly provided. Con- 
gress has so provided only in the event that, after full hearing in 
which the state authorities may participate, the Interstate Commerce 
Commission finds that unjust discrimination is created. Congress 
forbids the unjust discrimination through the fixing of intrastate 
rates but entrusts the appropriate enforcement of its prohibition 
primarily to its administrative agency. 

It is urged that the restraining power of the court is needed to 
prevent irreparable injury. But, in this class of cases, the questions 
whether there is injury, and what the measures shall be to prevent 
it, is committed for its solution preliminary to the Interstate Com- 
merce Commission. ; 

For these reasons, the order of the district court is reversed and 
the cause remanded with directions to dismiss the bill of complaint. 
It is so ordered. 


GENERAL AVERAGE DEPOSIT 


The Supreme Court of the United States, on May 19, re. 
versed, with costs, the decision of the Circuit Court of Appeals, 
second circuit, opinion by Justice Stone, in No. 397, Charter 
Shipping Co. vs. Bowring, Jones & Tidy, that the federal court 
for the southern district of New York should have taken juris- 
diction of a suit on a general average deposit, covering ship- 
ments of rosin and turpentine from American to United King- 
dom ports, notwithstanding that suit had been entered in an 
English court. The Supreme Court said that the district court 
was the proper tribunal in which to dispose of the questions of 
the convenience of witnesses called to testify as to the sea- 
worthiness of the ship. It pointed out that the witnesses could 
be heard as conveniently at the port. of destination as in the 
district in the United States in which the suit was begun. 


W. & L. E. STATION CASE 


In an opinion written by Justice Brandeis, the Supreme 
Court of the United States, on May 19, in No. 680, Pittsburgh 
& West Virginia Railway Co. vs. United States et al., affirmed 
the decision of the federal court for the northern district of 
Ohio in the case brought by the Taplin interests in the Wheeling 
& Lake Erie in an effort to prevent the abandonment by the 
Wheeling of its Ontario street station in Cleveland in exchange 
for tenancy in the new Cleveland union terminal. The district 
court dismissed a petition for an order enjoining the order of 
the Commission permitting the Wheeling to carry out the pro- 
gram to which the Pittsburgh & West Virginia, a stockholder 
in the Wheeling, objected. 

Justice Brandeis said that the lower court erred in holding 
that the Pittsburgh & West Virginia, an intervener before the 
Commission, had a right to institute a suit to set aside the 
order of the Commission, “in the absence of resulting actual 
or threatened legal injury.” He said that the mere fact that 
the Pittsburgh & West Virginia was an intervener did not el 
title it to institute an independent suit to set aside the order. 


SHIPPING COMBINATION CASE 

The Supreme Court of the United States, on May 19, denied 
a writ ofe certiorari in No. 825, United States Navigation Co. 
vs. Cunard Line et al., in which the petitioner sought review of 
the decision of the federal court for the southern district of 
New York dismissing the petition of the navigation company. 
The navigation company complained that the Cunard and other 
ships in the north Atlantic trade maintained a combination 
violation of the anti-trust laws. 


PACIFIC CAR DEMURRAGE BUREAU 


The report of the Pacific Car Demurage Bureau for March, 
1930, shows 17,841 cars held overtime—a percentage of 7 
as against 21,184 cars, or a percentage of 07.46, for March, 1929. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


; from Reporters and Digests of National Reporter System, 
(Digests taighed by West Publishing Co., St. Paul, Minn. Copyright, 
P 1930, by West Publishing Co.) 


RR 


LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas, San Antonio.) Where 
shipper delivered to carrier twenty-nine bales of cotton and 
placed it on platform, to be held until seventy-one more bales 
were delivered, and part of cotton was destroyed by fire before 
remaining cotton was delivered, liability of carrier was that of 
warehousman and not of common carrier.—Rio Grande City Ry. 
Co. vs. Guerra et al., 26 S. W. Rep. (2d) 360. 

Where cotton was delivered to carrier to be held until num- 
yer delivered had reached one hundred bales before shipment 
was to be made, there was an implied agreement that cotton 
should be held by carrier as warehouseman until remaining 
cotton was delivered.—Ibid. 

Where cotton delivered to carrier and placed on platform 
was to be held until more cotton was delivered before shipment 
was to be made, and was destroyed by fire, so that carrier’s 
liability was that of warehouseman, carrier was not liable, 
wless there was breach of exercise of ordinary care and dili- 
sence in protecting cotton.—Ibid. 

Where part of cotton to be shipped was delivered to carrier 
and placed on certain platform in accordance with agent’s 
instruction, and before remainder of cotton to be shipped was 
delivered such cotton on platform was destroyed by fire, ques- 
tion of carrier’s negligence in failing to protect cotton was 
question for jury.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Kentucky.) Under Ky. St., sec. 2739j-4, 
commissioner of motor transportation is not authorized to grant 
application for certificate of public convenience and necessity 
to operate motor bus line over route where two or more lines 
have already been established, except for insufficiency of pres- 
ent service and refusal to put on sufficient service—Red Dia- 
mond Bus Line Co. et al. vs. Cannon Ball Transp. Co. et al., 26 
S. W. (2d) 28. 

Before granting application for permit to maintain motor 
bus line over route where two or more lines have already been 
established, because of insufficient service, under Ky. St., sec. 
2739j-4, commissioner of motor transportation should give hold- 
a permit reasonable opportunity to put on sufficient service. 
—Ibid. 

Under Ky. St., sec. 2739j-4, insufficiency of bond furnished 
by holders of permit to operate motor bus line is not ground 
for granting additional permit, the furnishing of bond or policy 
of insurance being only a prerequisite to obtention of certificate, 
and if commissioner deems security insufficient should give 


a reasonable opportunity to furnish proper security.— 
1d. 


BENTON ON HUGHES DECISION 


_ “The decision of the United States Supreme Court in the 
North Dakota rate case ought to stop an unlawful practice 
which was destructive of the rate regulatory power of the 
states,” said John E. Benton, general solicitor of the National 
Association of Railroad and Utilities Commissioners, in com- 
menting on the decision, and added: 


th I refer to the practice, which was becoming not infrequent on 
be Part of lower federal courts, of granting interlocutory injunctions 
tee aining the enforcement of intrastate rates, upon representation 
be such rates were unduly discriminatory against interstate com- 
ro ce, and that the carriers were carrying forward thirteenth section 
Tedings before the Interstate Commerce Commission. 
Re n the Minnesota Rate Cases opinion (230 U. S. 352), (33 S. Ct. 
ra 729), it had been declared by the United States Supreme Court 
tthe question of discrimination was for the primary determination 





PAGE 1379 








of the Interstate Commerce Commission. But the Minnesota Rate 
Cases were decided in 1912. The jurisdiction of the Interstate Com- 
merce Commission was greatly increased, and the jurisdiction of 
state authorities correspondigly decreased by the transportation act. 
From the time of the passage of that act the carriers have been 
disposed to recognize the continued power of state authorities only 
so far as compelled, and the lower federal courts have shown a 
disturbing tendency to treat state commission orders affecting rail- 
road rates as entitled to no very great respect. Interlocutory injunc- 
tions, seemingly in the very teeth of the Minnesota Rate Cases 
opinion, have been issued in various cases—in South Carolina, 
Alabama, Arizona, Montana, and North Dakota, at least. 

The North Dakota case was the first to reach the United States 
Supreme Court. The ruling of the court is announced by the same 
Justice who wrote the Minnesota Rate Cases opinion. There is no 
misunderstanding it. Where confiscation is not claimed, there is no 
ground for any interference with the enforcement of rates prescribed 
by state authority, unless and until the fact of unjust discrimination 
has been established by competent inquiry by the Interstate Com- 
merce Commission, and declared by its order. 

I am making particular comment upon this case because the law 
has been laid down by Chief Justice Hughes so plainly that it is not 
to be believed that any court will hereafter grant an injunction to 
restrain enforcement of intrastate rates upon the ground of alleged 
discrimination against interstate commerce in the absence of a find- 
ing by the Interstate Commerce Commission, if this case shall be 
brought to its attention. If any such injunction shall be so granted, 
it ought not to be permitted to accomplish the purpose of those who 
seek it, but relief from it ought promptly to be sought in the United 
States Supreme Court, without any delay for final hearing upon 
facts, as the North Dakota Commission sought relief in the case 
just decided. 

Upon the ground of confiscation, the carriers, of course, can 
always seek relief by appeal directly to the federal courts. But 
rates prescribed by state authority probably seldom are confiscatory, 
and the burden of establishing confiscation in any case is so sub- 
stantial that carriers are likely to prefer the easy and comparatively 
expeditious method of submitting cases, where they believe their 
rates have been infringed, to the Interstate Commerce Commission, 
in thirteenth section proceedings. When they choose that course, 
however, they must prove their case, and secure their order from 
the Commission, before they can invoke the power of the federal 
courts to restrain enforcement of the rates which the state has 
prescribed. 


OHIO MOTOR BUS DECISION 


The Supreme Court of the United States, in an opinion by 
Justice Van Devanter, in No. 491, J. P. Grubb, appellant, vs. 
Public Utilities Commission of Ohio et al., has affirmed the 
federal court for the southern district of Ohio, which dismissed 
Grubb’s bill seeking to enjoin an order of the Ohio commission 
respecting his bus operations. 

Grubb asked for a certificate permitting him to operate 
solely in interstate commerce a line of passenger busses over 
highways in Ohio as part of an interstate route between Co- 
lumbus, O., and Huntington, W. Va. In his application he 
described the route as including a short loop at Portsmouth, 
O., whereby the busses on reaching that point would cross 
the Ohio River to a village at the Kentucky end of the inter- 
state bridge and then recross to Portsmouth before proceeding 
toward their destination. The commission granted a certificate, but 
excluded the loop operation, the exclusion being put in the form 
of an express prohibition on the ground that the loop arrange- 
ment was merely a device to enable Grubb to carry passengers 
between Portsmouth and other points in Ohio and by giving 
that service an appearance of an interstate service, to avoid 
compliance with the laws of Ohio relating to intrastate motor 
transportation. 

Grubb attacked the order in the Ohio state courts and lost. 
Later he sued in the federal court. The highest tribunal held 
that appellant was barred and estopped by the adjudication 
in the Ohio Supreme Court from further litigating the same 
issue. 


MOTORIST UPSET ENGINE 

A grade crossing accident in which the motorist escaped 
injury, but in which the locomotive was overturned and the 
engineer killed, has resulted in a novel decision by the Illinois 
appellate court. 

Frank Cordera, of Benld, Ill, drove his truck in front of 
a Big Four engine. The engine hit the truck and turned over, 
killing the engineer. The engineer’s widow sued Cordera and 
received an award of $5,000 damages. The trial court’s verdict 
was appealed, but the appellate court affirmed the trial court’s 
award. The railroad company likewise sued Cordera in federal 
court and got $10,000 for damages to the engine. 


BRIMSTONE EXCESS INCOME 


The Commission has obtained a temporary restraining 
order, United Stafes of America vs. Union Sulphur Co., from 
the federal court for the state of New Jersey forbidding the 
Union Sulphur Co. to dissipate the money it received from the 
Brimstone Railroad & Canal Co., in the periods when the Com- 
mission claims that the railroad company owed the government 
payments on account of excess income. By consent of the sulphur 
company the temporary restraining order is to remain in force and 
effect until June 2, when there will be a hearing on the matter. 
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Application for a temporary restraining order may be made 
without notice to the adverse party. The Commission, through 
its bureau of inquiry, had the district attorney at Newark, N. J., 
apply for such an order, which, but for the agreement, would 
have been returnable on a day earlier than June 2. 

The proceeding at Newark asks that the sulphur company 
be declared to be a trustee in respect of moneys received by 
it from the railroad company as dividends, holding the money 
as a trust fund for the use and benefit of the United States 
to the extent and in the amount found due and ordered to be 
paid by and under the order issued by the Commission in the 
excess income proceeding against the Brimstone. The amount 
so impounded by the restraining order is $217,793.40. The pro- 
ceeding asks that the sulphur company be required to disclose 
the status and condition of the so-called trust money. It further 
asks that if the court find that the sulphur company has dissi- 
pated or disbursed the money received as dividends that it be 
held and decreeed to be liable as trustee. The petition was 
signed by John Lord O’Brian, assistant to the attorney-general, 
Elmer B. Collins and William G. Davis, special assistants to 
the attorney-general, and H. L. Underwood, attorney for the 
Commission. 

This appeal to the courts is in aid of the decision of the 
Commission, dated February 28, 1930, that the Brimstone owed 
the amount before mentioned to the recapture fund as excess 
income for part of 1920 and the calendar years from 1921 to 
1928, inclusive, the amount of the excess income having been 
found to have been $520,871.21. 

When the order dated February 28 was issued the Brim- 
stone was directed to file a bond within 30 days, assuring pay- 
ment of the amount found to be due the excess income fund. 
The bond was not filed. The company, however, did file a pro- 
test against the findings of the Commission. Hearing on that 
protest was begun at Washington, May 19, before Examiner 
Walsh in Finance No. 3643, excess income of the Brimstone 
Railroad & Navigation Co. The railroad company, when that 
hearing was begun, served notice that by going forward with 
the hearing as to the value of its property and the amount of 
the excess income, if any, it was not waiving any of its rights. 


FLEET CORPORATION LIABILITY 


The Supreme Court of the United States, in No. 345, United 
States Shipping Board Merchant Fleet Corporation vs. P. Leroy 
Harwood, trustee in bankruptcy, etc., of the Groton Iron Works, 
in an opinion written by Justice Stone, on May 19, affirmed the 
decision of the Circuit Court of Appeals for the second circuit. 
That decision was to the effect that the Merchant Fleet Cor- 
poration was subject to suit upon a contract into which it 
entered, acting as an agency of the United States. 

The litigation resulted from the contracts between the Ship- 
ping Board’s corporation and the Groton Iron Works for the 
construction, first of wooden and later of steel ships. In behalf 
of the iron works it was contended that they had suffered dam- 
ages amounting to $13,000,000 by reason of the acts of the Fleet 
Corporation in the cancellation of contracts and other acts. On 
the contrary, the Fleet Corporation contended that the iron 
works had been overpaid to the amount of $5,000,000. The pro- 
ceedings were against the Fleet Corporation. The point that 
was made was that, being an agexmcy of ithe government, the 
Fleet Corporation could not be subjected to a suit. 


PENNSYLVANIA CLAYTON CASE 


The Trafic World Washington Bureau 


Acquisition of Wabash and Lehigh Valley stock by the 
Delaware & Hudson, according to L. F. Loree, president of the 
Delaware & Hudson, was in the nature of a defensive move, 
He so testified at the initial session of the hearing in No. 22260, 
Interstate Commerce Commission vs. Pennsylvania Railroad Co. 
and Pennsylvania Co., the Commission’s proceeding under the 
Clayton anti-trust law, against the Pennsylvania and the Penn- 
sylvania Co. The stock in the Wabash acquired by the Dela- 
ware & Hudson was later acquired by the Pennsylvania Co. 
That acquisition caused the initiation of the anti-trust proceed- 
ing against the Pennsylvania and what is generally called its 
subsidiary, the Pennsylvania Company. The hearing was be- 
fore Commissioner Meyer, and Assistant Director Burnside of 
the Commission’s Bureau of Finance. 

The picture painted by Mr. Loree of conditions antecedent 
to acquisitions by either of the Delaware & Hudson or the Penn- 
sylvania showed that in the opinion of Mr. Loree and officers 
of the Pennsylvania, particularly Samuel Rea, president of the 
Pennsylvania in the fall of 1926, and W. W. Atterbury, who suc- 
ceeded Mr. Rea as president, the consolidation situation in the 
eastern district showed a lining up against the Pennsylvania by 
the New York Central, the Nickel Plate and the Baltimore & 
Ohio and a disposition on the part of the presidents of those 
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roads and of what Mr. Loree called the consolidation committ 
of the Commission to dispose of the Delaware & Hudson with 
out consulting the officers of that company. Mr. Loree deaiat 
when he was asked on cross examination, that he haq char. 
ar- 
acterized the efforts of the Pennsylvania which took over th 
Wabash and Lehigh Valley stock from the Delaware ¢ Hudson 
as defensive. He limited that word to the Delaware @ Hudson, 

According to Mr. Loree, who was summoned ag a Witnes 
by the Commission, and did not voluntarily appear, acquisition 
of Wabash stock by the Pennsylvania and the Delaware ¢ 
Hudson was discussed at a meeting of Otto Kahn of Kuhn Loeb 
& Company, W. W. Atterbury, W. H. Williams, the latter then 
chairman of the Wabash, A. J. County, vice-president of the 
Pennsylvania, and himself. An agreement was reached by them 
which was reduced to writing. It was agreed that not more 
than 75 should be paid for the common nor more than 100 for 
the preferred. 

Commissioner Meyer wanted to know what reason impelled 
Mr. Loree to think it necessary to go to the help of the Penp. 
sylvania. Mr. Loree said he did not go to the help of the Pepp. 
sylvania but that the Delaware & Hudson was glad when the 
Pennsylvania thought it advisable to do what the Delaware ¢ 
Hudson was doing, that is, buy Wabash and Lehigh Valley 
stock. . Mr. Loree said that the Delaware & Hudson began buy. 
ing Lehigh Valley as its first step to take care of its interest ip 
consolidation in the eastern district. 

When the market for Wabash stock became rather active 
the Pennsylvania and the Delaware & Hudson quit buying, Mr. 
Loree said. It had been agreed that the Delaware & Hudson 
would buy stock acquired by the Pennsylvania but later matters 
so turned out that the Pennsylvania bought the holdings of the 
Delaware & Hudson for $62,500,000. The change in plans took 
place, according to Mr. Loree, when Mr. Atterbury thought that 
the original agreement could not be carried out. Mr. Loree 
said that the details of the matter were handled by men from 
his office and from the office of Mr. Atterbury. It was in the 
course of those negotiations, he said, that the Pennsylvania 
Railroad Co. disclosed that it was acting for the Pennsylvania 
Co. 

The case against the Pennsylvania and its so-called sub- 
sidiary was conducted for the Commission by W. H. Bonneville, 
chief of the bureau of inquiry, and H. L. Underwood, one of the 
attorneys. Mr. Underwood in the course of his examination of 
Mr. Loree several times caused the witness to say that the 
price paid for Wabash stock was higher than that quoted in the 
market, as if trying to prove that the buying was not done for 
investment purposes, which would not be in contravention of 
the Clayton law. On cross examination by Henry W. Bikle, Mr. 
Loree said that of course he was not buying the Wabash at a 
price higher than he thought it was worth, and that the market 
quotation as published indicated the prices that were being 
paid for small lots of stock and not what would have to be paid 
for stock enought to control the railroad. 

As the foundation for a contention made by the Commission 
that the Pennsylvania Railroad Co. and the Pennsylvania Co. 
were the same thing, Mr. Bonneville put into the record parts 
of the annual reports of the railroad company showing itself 
as liable, in case of default, for the payment of principal and 
interest of Pennsylvania Co. bonds. In addition the Commis- 
sion took from the reports of the Wabash and from its records 
photostatic copies of proxies used by the Pennsylvania in voting 
Wabash stock. 

To show that there was competition between the Penn- 
sylvania, on the one hand, and the Lehigh Valley and Wabash, 
on the other, the Commission summoned as witnesses for it traffic 
men employed by the two companies, chief among whom were 
H. C. McIntyre, assistant freight traffic manager of the Lehigh 
Valley, and W. C. Maxwell, vice-president in charge of traffic 
of the Wabash. Mr. McIntyre examined the papers of about 
73,000 carloads of freight and found that as to about 31,000 of 
them the Pennsylvania could have handled them in part at 
least, although in some instances at higher rates. Mr. Max 
well, who said he had prepared exhibits in accordance with 
the demand of the Commission, showed competition between 
the Pennsylvania and the Wabash at many points. 

Mr. Bikle objected to the introduction of some of the traffic 
testimony, but Commissioner Meyer overruled him, saying that 
the objection went to the weight to be given the testimony 
rather than to its competency or relevancy, a proposition with 
which Mr. Bikle did not agree. 


MISSOURI PACIFIC DIRECTORS 


Filing of applications with the Commission by 0. P. Van 
Sweringen and others as directors of the Missouri Pacific for 
authority to hold positions with subsidiaries of the Missour! 
Pacific revealed that Mr. Van Sweringen had resigned positions 
held by him with other carriers in which he is interested. ' 
“Your applicant now holds the position of director ° 
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Missouri Pacific Railroad Company, to which position your 
applicant was elected by action of the stockholders of Missouri 
pacific Railroad Company at their annual meeting held at St. 
iouis, Missouri, on May 13, 1930,” says Mr. Van Sweringen in 
his application. ; 

“your applicant holds no positions with carriers, except 
the position of director of Missouri Pacific Railroad Company, 
4s hereinabove in this paragraph 3 set forth; your applicant 
having heretofore resigned from all positions of officer and/or 
jirector of the carriers which your applicant previously held 
under authority granted by the Commission’s orders entered in 
Finance Dockets Nos. 2732, 2732, Sub. No. 1, 2732, Sub. No. 2, 
and 2732, Sub No. 3.” 

Mr. Van Sweringen has been chairman of the Chesapeake & 
Ohio and the Pere Marquette. His application states that he 
holds securities of the Chesapeake & Ohio, the Chesapeake & 
Ohio of Indiana, the Cleveland Union Terminals Company, the 
yissouri Pacific, the Nickel Plate and the Pere Marquette. 

Similar applications were filed by Darwin S. Barrett, Jr., 

William W. Reilley, Alva Bradley, John Sherwin, Jr., and George 
A. Tomlinson. All said they held no positions with other car- 
iers. 
2 Withdrawal by Mr. Van Sweringen from positions held by 
him with carriers other than the Missouri Pacific was looked 
upon as indicating a desire to simplify the issue involved in the 
application for authority to hold positions with subsidiaries of 
the Missouri Pacific. A more complicated issue, with respect to 
the question of interlocking directorships, might have arisen 
had Mr. Van Sweringen retained his positions with the other 
Van Sweringen roads. 


HALT IN CONSOLIDATION 


The Traffic World Washington Bureau 


By a vote of 46 to 27 the Senate late May 21 passed the 
Couzens resolution calling a halt, as specified in the resolution, 
in railroad consolidation until March 4, 1931. The measure 
was sent to the House for consideration. 

The general opinion is that the House probably will not 
act on the measure before the expected adjournment some time 
in June. The resolution will still be alive, however, at the 
session that will begin next December. 

An amendment was adopted in an effort to make it clear 
that the resolution would not prevent large lines from acquiring 
short lines. One other amendment adopted apparently would 
bind railroads to carry out agreements as to continued opera- 
tion of offices or shops at specified places in the event of con- 
solidation or unification, or make compensation for removal 
of offices or shops. 

“This resolution would set a precedent,” said Senator Hawes 
in speaking against the Couzens resolution, “so that if any man 
in the Senate, or in the House, does not like a rate or a con- 
dition, he may introduce a resolution directing the Interstate 
Commerce Commission to do a thing or refrain from doing a 
thing, and all the power and discretion on merits that is de- 
posited in that Commission may be destroyed by this sort of 
legislation.” 

Senator Hawes asserted that “no man here thinks that this 
joint resolution can pass the House.” 

“The House is not going to indorse the guardianship position 
taken by the Senate,” said he. 

In urging favorable action on the resolution, Senator Couzens 

said the activities of the holding companies “are really what 
led to the introduction of the joint resolution.” He added that 
the rights of railroad employes, as affected by mergers, were a 
contributing factor. 
_ There was considerable debate as to the resolution and short 
lines. There was no disposition to enact legislation that would 
prevent sale of short lines, Senator Couzens contending that the 
resolution took care of the short lines. Senator Hawes, how- 
ever, took a different view and contended it would be difficult 
to Write a provision in the resolution that would meet the situa- 
uon. The amendment finally adopted referred to the short lines 
as steam or electric railroad properties “commonly classified as 
short line railroads.” 

Senator Walsh, of Montana, said the immediate application 
of the resolution, if it became law, would have reference undoubt- 
edly to the pending Great Northern-Northern Pacific unification. 
He pointed out that the Commission had yet to issue an order 
in the case, having approved the unification subject to the 
applicant meeting a number of important conditions. He dis- 
cussed the situation with respect to the two roads at length 
and concluded that the Senate might well direct the suspension 
of further proceedings “until appropriate action can be taken 
by Congress.” 

Senator Fess spoke against the resolution. He said the 
Proposal was unwarranted and unwise, notwithstanding that he 
Was in full agreement with those members of the committee 
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who contended that if holding companies were exercising any 

authority in transportation to that extent at least the Interstate 

+ gti Commission should extend its regulations to include 
em. 

“But the pending joint resolution goes away beyond that; 
it actually suspends further operations on the part of the Inter- 
state Commerce Commission in connection with railroad con- 
solidations,” said he. “That to me would be a fatal step for 
us to take at this stage.” 

“There is nothing in the joint resolution which would 
prevent end-to-end consolidations, and there is nothing in the 
joint resolution which would prevent any consolidation that did 
not violate the Clayton act,” said Senator Couzens. “Is not 
that correct?” 

Senator Fess said he was of the opinion that that was cor- 
rect, but that the transportation act of 1920 was not necessary 
to enable consolidations of end-to-end systems, because such 
consolidations would not interfere at all with competition, and 
therefore could not fall either under the Sherman law or the 
Clayton act. 

“Such consolidations,’ continued Senator Fess, “could be 
brought about without any legislation on the subject at all. So, 
of course, this particular joint resolution does not affect that 
phase of the subject, as the transportation act of 1920 does not 
even touch that particular feature.” 

Senator Walsh, of Massachusetts, said he had received 
telegrams from banks and insurance companies stating that 
passage of the resolution Would adversely affect railroad se- 
curities. Senator Fess said he certainly thought there was some 
basis for that concern. 

Senator Fess construed the resolution as retroactive in 
effect. He asserted it would affect transactions back to the 
time of the passage of the transportation act of February, 1920. 

Debate on the Couzens resolution began in the Senate on 
the afternoon of May 16, when its author moved that the Senate 
proceed to its consideration. 

Senator Hawes, of Missouri, who had been leading the fight 
against the resolution, said he was opposed to the consideration 
of the resolution because it represented the minority voice of 
the interstate commerce committee; because it was an affront 
to the House of Representatives by reason of the fact that the 
House committee on interstate and foreign commerce was in- 
vestigating the holding company and had not asked for a sus- 
pension of the Commission’s power to pass on consolidation; 
because it would not help the unemployment situation but 
would increase unemployment, would stop building and pre- 
vent the growth of transportation into communities that needed 
transportation. The senator also contended that the resolution 
would prevent the sale of short lines to larger roads, but Senator 
Couzens contended the Commission could still approve acquisi- 
tions of short lines by trunk lines. 

In defense of the resolution, Senator Couzens discussed the 
holding company question and submitted editorials from news- 
papers and other publications in which comment was made on 
the resolution and the proposal to hold up consolidations. 
said he would renew his motion at another time. He renewed 
the motion May 20, and it was adopted by a vote of 45 to 23. 


HOLDING COMPANY INQUIRY 


All the holding and investment companies to which the 
House committee on interstate and foreign commerce had sent 
questionnaires in connection with its investigation of ownership 
of railroad securities had not returned their questionnaires by 
May 20, the date fixed by the committee. It was stated at the 
office of the committee, however, that no issue had been raised 
by refusal of holding companies or investment trusts to reply 
to the questionnaire. It was denied that there had been any 
formal refusal to cooperate with the committee. 


EMPLOYES AND CONSOLIDATION 


The Senate, May 22, passed the bill of Senator Hawes 
(S. 4205), as amended, designed to protect railroad employes 
against losses as the result of consolidations or unifications of 
railroads. The bill provides for intervention by railroad em- 
ployes in consolidation or unification cases and requires the 
Commission to prescribe terms and conditions to protect such 
employes against uncompensated injury resulting from antici- 
pation or consummation of such acquisition of control or con- 
solidation. The measure was sent to the House. 


CONSOLIDATION OF RAILROADS 


The Commission has modified its complete plan for the 
consolidation of railroads, set forth in No. 12964, consolidation 
of railroads, 159 I. C. C. 522, by eliminating the Arkansas Short 
Line from the list of railroads to compose system No. 18, Mis- 
souri Pacific, because it is a common carrier operating in 
intrastate but not in interstate commerce. Apparently it was 
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included in the complete plan because it was within the lines 
drawn on a map delimiting the Missouri Pacific system. 

The eliminated road is a short line built by stockholders 
in an industrial organization, largely to bring out timber for 
the proprietary interest. Application for a certificate of con- 
venience and necessity permitting its constru¢tion and operation 
as an interstate railroad was denied by the Commission. It was 
built and is being operated as a railroad engaged only in intra- 
state commerce. 


NEW YORK SHIPPERS’ CONFERENCE 


At the next meeting of the Shippers’ Conference of Greater 
New York, action is expected on the Couzens resolution re- 
lating to railroad consolidation. Its legislative committee, 
headed by Parker McCollester, has submitted a report, reading 
in part, as follows: 


It is believed that, to the extent that the resolution would defer 
consolidation and also to the extent that the resolution attempts to 
make the operation of holding companies in securing the control of 
railroads subject to the Commission’s jurisdiction, the resolution 
should have the approval of the conference. 


At its February meeting the conference voted to support the 
following report of its legislative committee on the general 
subject of consolidations: 

In general, this committee doubts the wisdom, from the shippers’ 
standpoint, of large systems which will tend further to remove re- 


sponsibility for management from direct contact with shippers and 
receivers of freight and reduce competition between carriers. 


RECIPROCITY IN BUYING 
The Traffic World Washington Bureau 


The respondents in Federal Trade Commission docket No. 
1779, in the matter of Waugh Equipment Co., Arthur Meeker, 
Frederick W. Ellis and J. B. Scott, have filed their answers to 
the complaint alleging that they have done acts and things that 
are unfair methods of competition in the sale of railway equip- 
ment, particularly draft gears and centering devices, that unduly 
tend to suppress competition between the Waugh Equipment 
Co. and competing manufacturers of draft gears and other 
railway equipment. The complaint is one of two filed by the 
trade body to break up what is generally called reciprocity in 
buying. A majority of the common stock, the complaint alleged, 
was owned and/or controlled by officials and employes of Armour 
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and Co., the Illinois corporation, including F. Edson White 
president, Arthur Meeker, former vice-president, Frederick w 
Ellis and J. B. Scott. e ; 

Broadly, the trade body accused the Armour offic 
using the traffic of their company and its subsidiaries to infin. 
ence purchasing officials of the railroads to buy Waugh equip. 
ment, Ellis being vice-president in charge of traffic, and Scott 
his assistant, although the Waugh draft gear, known as Waugh. 
Gould after the Waugh company was reorganized, was obsolete 

The Waugh company, in its answer, said there never Was 
any agreement or understanding between it or its Promoters 
to use the volume of the Armour traffic as charged and gep. 
erally denies the material allegations and controverts many of 
the allegations as to capitalization and distribution of stocx 
The individual respondents also make similar denials of prom. 
ises or assurances as to the disposition of Armour tonnage, 
The individuals also deny that they negotiate with the railroads 
about Armour freight, saying that they route it and deny that 
any of the acts, facts, matters and things alleged are in violation 
of the federal trade commission act. 


ials of 


LAKE CARGO COAL CASE 


The Commission has denied the motion of the Chesapeake 
& Ohio, Louisville & Nashville, Norfolk & Western and the Vir. 
ginian to dismiss No. 23240, Ohio Lake Cargo Coal Rate Com. 
mittee et al. vs. B. & O., and No. 23241, Western Pennsylvania 
Coal Traffic Bureau et al. vs. Same, commonly known as the 
lake cargo coal cases. The proceedings have been assigned 
for hearing on June 16 at 10 o’clock at the office of the Com. 
mission, before Examiner Bardwell. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period May 
1-7, inclusive, was 412,048, as compared with 427,925 cars the 
preceding period, according to the car service division of the 
American Railway Association. No shortage was reported. The 
surplus was made up as follows: 

Box, 173,045; ventilated box, 1,351; auto and furniture, 28,858; 
total box, 203,254; flat, 9,936; gondola, 85,601; hopper, 67,073; total 


coal, 152,674; coke, 600; S. D. stock, 23,874; D. D. stock, 4,018; re- 
frigerator, 16,018; tank, 446; miscellaneous, 1,228. 


Canadian roads reported a surplus of 32,700 box, 650 aiuto 
and furniture, 825 S. D. stock and 500 refrigerator cars. 








Warehouse Project Nearing Completion 


The first unit of the great manufacturing, warehousing, and 
distribution center of the Pennsylvania Dock and Warehouse 
Company, at Exchange Place, Jersey City, N. J‘, is practically 
completed. The roof is on and since building operations got 
actively under way, one floor a week has been added to this 
eight-story building. The foundations were completed March 
25. 





The first concrete was poured on the second unit April 29 
and the structural steel for this is complete. After the com- 
pletion of the second floor it is expected that the work will 
progress at the rate of one floor every two calendar weeks. 
The initial work, such as plumbing, electrical, sprinkler, heat- 
ing, and the like, has been done on the second and third 
units. « 

The Jersey City site, on which this manufactur 
ing, warehousing, and distribution center is rapidly 
rising, was leased from the Pennsylvania Railroad 
for sixty-three years. This completed building of 
steel and concrete, directly opposite Cortlandt 
Street, Manhattan, is plainly visible from the river 
and demonstrates graphically its strategic position 
in the Port of New York. The terminal commands 
unusual accessibility to New Jersey, Manhattat, 
Staten Island and Brooklyn, and affords rail and 
steamship connections to the market places of the 
world. i 

Work is rapidly proceeding toward a full realiza- 
tion of the rail-to-keel warehouse, including cold 
and dry storage, manufacturing, lofts, and distribu- 
tion facilities. Pennsylvania railroad sidings have 
been laid to serve the first unit. The completed 
unit has 212 feet frontage and 160 feet in the rear. 

In order to permit piers approximately 900 feet 
long, it was necessary to set the buildings 172 feet 
back from the bulkhead line. Dredging for construc 
tion of piers is going forward twenty-four hours 4 
day. The dredge now at work is removing earth to 
a depth of 35 feet directly in front of the buildings 
and in the slips between the piers to make possible 
the berthing of large ocean steamers. The dredge 
is the largest used for this kind of work and Tre 
moves fifteen cubic yards of earth with each dipper 
ful. This means 2,100 tons in eight hours and, 
working three shifts of eight hours each, a total of 
6,300 tons is removed every twenty-four hours. 
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RATE AND VALUATION BILL 


In a letter to Senator Couzens, chairman of the Senate 
interstate commerce committee, the Commission, by its legis- 
iative committee, in respect of the Howell bill, S. 4005, pro- 
posing @ revision of section 19a and section 15a pertaining to 
the making of a rate base, recapture of excess earnings and 
the valuations needed for those purposes, has approved the 
art of the bill pertaining to the making of a rate base. It 
has stated objections to the part of the bill covering the re- 
capture and disposition of excess income. 

The rate base part of the bill, the Commission says, in 
principle conforms to the suggestions it made to the chairman 
in its letter of January 20, in regard to S. J. Res. 104, offered 
by Senator Howell. (See Traffic World, Feb. 1, p. 298.) The 
(ommission’s suggestion then was that Congress enact into 
satute substantially the method used by it in the O’Fallon 
recapture case. It recommended that because it believed that 
grate base So ascertained would have the prime requisites of 
“stability, reliability, and relative ease of adjustment to prop- 
erty changes.” 

In principle, the Commission said, the method of ascertain- 
ing the rate base set forth in the Howell bill conformed to the 
method outlined in its letter of January 20. It said there were 
gme practical difficulties in applying the method uniformly 
and suggested that after the criticisms of the carriers had been 
presented it might have suggestions to make, but that at present 
it had no modifications to offer. 


The letter of the Commission offers a substitute for the 
recapture provisions of the Howell bill. It said that undoubt- 
edly the present recapture provisions were open to serious 
objections and that the present contingent fund created by them, 
amounting to more than $10,000,000, was not yet available for 
the purposes contemplated by the statute, for the bulk of the 
payments had been made under formal protest and reservations. 
It said that it was hoped that the questions in connection there- 
with would be determined by the Supreme Court in the O’Fallon 
case, but, as pointed out in the letter of January 20, that de- 
cision Was in many respects inconclusive. It added that even 
ifthe contingent fund were available for use, there was serious 
question as to how useful it would be under, the present provi- 
sions of section 15a, pointing out that if a railroad could comply 
vith those provisions, as to security and so forth, it would be 
able to obtain money from private sources at a rate lower than 
§ per cent, the rate stipulated in the law. 


The Commission approved the proposal in the Howell bill 
to make two years the period for calculating recapturable in- 
come, adding that it would not object to three-year periods. 

The Commission said it should be noted that under the 
Howell excess income provisions the prosperous roads that had 
excess income would retain all of it, although they would be 
restricted in the uses to which it could be put and that it was 
in effect a plan whereby these “prosperous carriers would be 
given the use of certain government funds for the purpose of 
extending or improving their property and upon the payment 
of 4 per cent interest, with the limitation that the particular 
extensions or improvement upon which the funds are spent must 
be approved by the Commission and upon the condition that the 
investment of this property shall not enter into the rate base 
of the carrier except to the extent necessary to cover the pay- 
ment of the 4 per cent interest.” 


After suggesting several changes that might be made in 
the Howell plan if it were to be adopted, the Commission asked 
that even if such amendments were made was the plan wise 
and desirable? It said that the poorer roads would gain no 
benefit whatever from the funds recaptured from the more pros- 
perous roads and that it thought was the most fundamental 
objection to the new plan and added: 


. And it is an objection which has ramifications. The prosperous 
vom with excess income would receive funds at low cost (not more 
— 4 per cent per annum) for extensions and improvements of their 
properties, But no such funds would be available for the use of 
‘ie poorer roads. It would seem, therefore, that a result of the plan 
might be a gradual widening of the gulf between the stronger and the 
Weaker carriers, ° 
of There are, however, other objections to the plan. The property 
ont carriers is subject to one or more mortgages, and these 
sages often have what is termed an “after-acquired property 
— This subjects to the mortgage property acquired there- 
State In the case of the property to be held in trust for the United 
be tes under the proposed plan, presumably the legal title would 
a the carrier. Whether or not such property could be held free 
eae mortgage liens is a question which we are unable, upon present 
mi pe to answer. If it could not be so held, complications 
We h arise in the event of a subsequent sale under the mortgage. 
ler ave not explored these possibilities, but merely present them 
it consideration. Complications might also arise in the event that 
trot fee necessary or desirable to retire the property so held in 
_ or the United States and replace it with property, of a more 
Wenerte ne different type. Additions and betterments to existing 
extent moreover, are often merged with the latter to such an 
accou a it might be difficult to identify and separate in the 
ating records the property held in trust from that not so held. 
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Certainly accounting complications would be involved in making a 
similar segregation in the depreciation reserve. 

A further objection to the plan would be that in the case of 
some carriers there might be no occasion for the investment of the 
recaptured funds in extensions and improvements. For example, 
large amounts have already been paid into the general railroad con- 
tingent fund by the carriers in Minnesota, handling chiefly iron ore, 
which are controlled by the United States Steel Corporation. These 
roads have very large earnings, but whether or not there is need 
for extensive additions and betterments to their properties may be 
doubted. Under the new plan, as proposed, the recaptured funds 
could only be used to provide extensions and improvements of the 
properties of the carriers from which they were recaptured. There 
might be much greater need for the expenditure of the funds on the 
properties of weaker carriers without excess income, but they would 
not be available for this purpose. 

Our conclusion is that there is grave doubt whether the pro- 
posed new plan for the handling and disposition of recaptured funds 
is sound and practicable. Certainly it ought to be very carefully 
analyzed and considered before it is accepted. Because of this doubt, 
we venture to submit herewith an alternative plan which we 
think is at least deserving of consideration. 

In explanation of this suggested alternative, we may say by way 
of preliminary that the present recapture provisions are plainly in 
need of amendment for the reasons which we have already indicated. 
As the law now stands the general railroad contingent fund is likely 
to be of very little use. The late Senator Cummins incorporated a 
plan to provide for the direct distribution of the recaptured funds 
among the weaker carriers in a bill, S. 1870, which he introduced in 
the 69th Congress. A vital objection to such a plan, as we see it, 
is that it would require the Commission to make a continual quasi- 
audit of the accounts of all of the carriers, a very laborious, expensive, 
and time-consuming undertaking. This would be necessary in order 
to provide for an equitable distribution in proportion to earnings, 
and to make sure what those earnings were and whether they were 
affected by obvious waste or inefficiency in management. Moreover, 
the distribution would be among so many carriers that the actual 
relief afforded probably would not be of great consequence, 


The Commission’s Plan 


For these reasons, we have thought it best, in preparing the 
suggested alternative, to follow the same general plan as is fol- 
lowed in the present law, but to liberalize the provisions in impor- 
tant respects. The main features of the alternative are these: 

. Instead of making each year a period for recapture, it substi- 
tutes consecutive 3-year periods and the average earnings for such 
periods. This is a change along lines which the carriers, more par- 
ticularly the short-line carriers, have been urging for a long time, 
— for the reasons already indicated we believe it to be a fair 
change. 

B. The recapture is so arranged that the carrier's earnings will 
in no event be drawn down below 6.5 per cent upon the rate base, 
although the excess over 6 per cent which is retained will be subject, 
as now, to the provision with respect to the accumulation of a reserve 
fund for the payment of dividends, interest, or rentals. This is a more 
doubtful change, but we think that it is desirable, all things con- 
sidered, to leave this margin. 

C. The provision with respect to the reserve fund is substantially 
the same as that in the present law. 

D. This new recapture plan is to date from January 1, 1930, 
but the carriers are given the right to elect to have it applied to 
past years prior to that date. In the event that they do not so 
elect, the existing law stands as to those past years, but the Com- 
mission is empowered to reach agreements with the carriers as to 
the amounts recapturable in the past. This is in line with the 
recommendation made in our letter to you of January 20, for the 
reasons therein stated. It is definitely provided, however, that ‘‘no 
such agreement shall thereafter be used in any proceeding before the 
Commission or in a court of the United States as evidence of the 
value of the property used for said carrier or systems.’’ These pro- 
visions with respect to election by and agreements with the carriers 
are similar in all respects to provisions contained in subdivision (8) 
of S 4005. There, however, it is provided in paragraph (c) that if 
there is no election to apply the new recapture plan to past years and 
no agreement is reached as to the amount recapturable in those years, 
the Commission shall proceed to enforce compliance with the provi- 
sions of the present statute and to recover the excess income recap- 
turable thereunder, together with interest at the rate of 6 per cent, 
subject to the proviso that the ‘“‘amount of said interest may be 
reduced appropriately upon proof by the carrier that it exceeds the 
benefit derived from the use of such excess income.” It is further 
provided, in paragraph (d), that if a carrier shall use any part of its 
excess income “otherwise than as required by this act and by the 
rules and regulations prescribed by the Commission under the 
authority of this act, said carrier shall be liable for interest thereon 
at the rate of 6 per cent per annum.”’ We have not included such 
provisions with respect to the payment of interest in our alternative 
draft, but they merit careful consideration. 

. In the case of loans made to carriers from the general rail- 
road contingent fund, our alternative eliminates the provision in the 
present law requiring adequate security, and it authorizes the Com- 
mission to provide for interest payments varying with the amount of 
the carrier’s net railway operating income, which in no case shall 
be at a higher rate than 6 per cent and under certain income con- 
ditions may be at a lower rate. Such a provision might be of great 
help to weak and struggling carriers. We would still be required to 
find that there is reasonable prospect that the carrier will be able to 
pay the interest and repay the loan, and authorized to fix terms and 
conditions, including security. This was all that was required by 
section 210, under which loans were made to the carriers following 
the end of federal control. 

F. The present law authorizes the Commission to use the gen- 
eral railroad contingent fund to purchase “‘equipment or facilities,’’ 
and to lease such property to carriers at a rental of 6 per cent per 
annum. Our alternative would authorize the Commission to provide 
for a rental varying with the net railway een | income of the 
carriers, as in the case of the interest payments on loans. 

G. While the same uses for the general railroad contingent fund 
are specified as in the present law, with the modifications above 
indicated, our alternative contains a further general provision that 
the half of the excess income which the carrier holds as trustee for, 
and pays to, the United States shall be thus held and paid “for such 
uses and purposes as are herein specified or may hereafter be de- 
clared by law.” This provision will remove any doubt as to the 
power of Congress to provide new uses for the fund, if that should 
hereafter be desirable. 

H. Our alternative incorporates subdivision (16), (17) and (18) 
of the existing section 15a, except that subdivision (18) is confined 
in its operation to a corporation organized to construct and operate 
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a railroad, and does not apply to a carrier already operating a rail- 


road and now subject to the Act. These provisions of the present 
subdivisions (17) and (18), as thus amended, are also included in 
S. 4005 as subdivisions (9) and (10)... : 

In connection with any recapture of excess earnings, whether 
under the present law or under any amendment thereof, we think 
that. Congress ought to be informed that there are certain difficulties 
and dangers which offer some considerable menace to the public in- 
terest. Recapture is an undertaking which involves great labor and 
expense, both to the carriers and to the government. But more 
important is the fact that it invites, far more than does the regula- 
tion of rates, litigation upon the part of the carriers. This invitation 
is accentuated by the fact that owing to litigation which has already 
occurred, the process of recapture has been greatly delayed, so that 
recovery would in a considerable number of cases involve the earn- 
ings of several years and the payment of very substantial amounts 
which it would tax the credit of the carriers to provide. It must be 
borne in mind that such excess earnings of the past do not now 
exist, in many instances, in the form of cash in the carrier’s treas- 
ury, but have been invested in whole or in part in carrier property. 
Payment of recapturable funds would, therefore, involve to a con- 
siderable extent the issue of securities for the purpose of reimbursing 
carrier treasuries. 

Under such circumstances, it may be taken as certain that the 
carriers will resist recapture to the extent of their ability, and that 
much litigation will ensue. Under all the attendant circumstances 
the result may be the establishment in these cases of certain prin- 
ciples of valuation and the like which may have an unfavorable reac- 
tion on many broader phases of public regulation, such as the regu- 
lation of rates. Whether or not it is wise, all things considered, to 
retain in the law the plan of recapturing excess earnings is, there- 
fore, a debatable question which merits serious consideration. It 
should be understood that in this communication upon S. 4005 we are 
not undertaking to pass upon that question... . 

Section 3 of the bill strikes out paragraph (f) of section 19a of 
the interstate commerce act. This provision has our approval, for 
paragraph (f) requires the basic valuations under section 19a to be 
brought up to date from time to time, and the rate base plan would 
render this unnecessary. 

Commissioner Farrell is not in harmony with some of the views 
expressed in this communication. He believes that the Commission 
should not be authorized to agree with carriers, informally, concern- 
ing the sums of money to be paid by them under the recapture 
clause; first, for the reason that, in his opinion, individual members 
of the Commission should not be deprived of the protection which 
results from public hearings, especially where, as here, the time at 
their disposal does not enable them to protect themselves by making 
careful examinations of the data upon which such agreements must 
be based, and, second, because he thinks that the position members 
of the Commission would occupy in informal proceedings would be 
somewhat inconsistent with the position that should be occupied by 
a tribunal which is continually deciding controversies between com- 
mon carriers on the one hand, and members of the shipping and 
traveling public on the other. For like reasons he is opposed to the 
view that the Commission should be authorized to exercise discretion 
concerning the rate of interest to be paid on loans to be made by 
the Commission to common carriers. 


Woodlock Objects 


In a separate statement Commissioner Woodlock said that 
he was unable to concur in the report of the majority on the 
Howell bill. He said the object of the bill was to deprive the 
railroads of the enhancement in the value of a large part of 
their properties since 1914. This was proposed to be accom- 
plished, he said, by the use of approximate original cost instead 
of present value as a rate base. 

“The provision relating to the use of excess earnings is 
highly objectionable in that it would result in making the 
United States a part owner in the railroads—this by legislative 
fiat and without expenditure of one penny of public money,” 
said he. “We cannot have a hybrid system of part-governmental, 
part-private railroads for reasons which need no recital here.” 

Referring to valuation of the railroads, Commissioner Wood- 
lock said: 

We have heard much of the ‘‘unworkability’’ of the “law of the 
land’ in this matter. I am unable to see any great difficulty in 
applying the law, as the court has declared it. he Commission has 
in its possession data for that purpose which are fully as reliable as 
the data upon which it has made its primary valuations, and these 
primary valuations the present bill would make permanent. No 
greater difficulty exists in the application of present-day data than 
existed in applying the data supporting these valuations—as a matter 
of fact, the difficulty now is probably much less than it was then by 
reason of the experience gained in sixteen years of work. I am 
driven to the supposition that the ‘‘unworkability’’ of the law of the 
land arises less from‘the difficulties inherent in its application than 
from an indisposition to apply it and accept the results. 


Railway Business Association Advice 


The Railway Business Association is sending to senators 
and representatives in Congress a pamphlet headed, “Do Your 
Constituents Want Government Ownership?” caunseling them to 
await various investigations before committing themselves to 
Senator Howell’s railroad bill. It says: 

“If in doubt about the readiness of your constituents to 
approve government ownership of railroads, we suggest that 
you postpone committing yourself to the bill S. 4005 until you 
and they can have the benefit of analysis and interpretation. 
The measure prescribes that the government shall forthwith 
begin the annual investment of capital in railroad property for 
use of which the railroads so dealt with are to pay 4 per cent 
interest or rental compounded annually; and the government 
is to direct the expenditure of capital so invested. A process 
of federalization, on the installment plan, in other words, is 
substituted for the railway labor unions’ post-war Plum plan 
tt cash government purchase and management by the em- 
ployes. 





The Traffic World 


Vol. XLV, No, 





“S. 4005 was introduced as of calendar day March 29 

“April 7 the National Industrial Traffic League declar 
opposition to it on the ground that it would involve the gove a 
ment in railroad ownership. al 

“April 29 the Railway Business Association authorized re 
ommendations to the U. S. Chamber of Commerce ang to the 
National Industrial Conference Board that each of those bodies 
investigate the origin, significance and potentiality of the eae 
ure. Appended is an abstract of the call for the Railway Busi. 
ness Association meeting at which these recommendations were 
approved. 

“April 30 the U. S. Chamber of Commerce conference on 
‘What’s Ahead for Business in Railroad Transportation» 
adopted a resolution, introduced by the Railway Business Aseo- 
ciation, of which the text is given herewith, requesting Congress 
before concluding hearings ‘upon any bills for redraft of the 
rule of rate-making’ to ‘afford opportunity for thorough study 
of the pending provisions and for the formulation of views based 
upon the policy of leaving railroad ownership and management 
to individual initiative under government regulation and Pro- 
tection.’ May 1 the Chamber itself referred the subject to the 
Board of Directors for Committee study and report. May 5 the 
Railway Business Association recommended to the National 
Industrial Conference Board an examination and report on the 
economic implications of the bill. 

“The law committee of the Association of Railway Execv. 
tives has not yet reported. 

“Copies of this leaflet are going to chambers of commerce 
throughout the country with the suggestion that, before acqui. 
escing in S. 4005, they either make investigations of their own 
or wait for reports from the national bodies before which the 
measure has been laid. 

“Our counsel to all these organizations is that they look 
before they leap. To you is not this good advice also?” 


MOVEMENT OF FREIGHT 


A new high record for any month was established by the 
railroads of this country in the speed with which freight trains 
were operated in March, according to reports for that month 
filed by the carriers with the Bureau of Railway Economics. 
The average speed of freight trains in March was 13.8 miles 
per hour, which represents the average per hour for all freight 
trains between terminals, including yard and road delays, no 
matter from what cause. The average speed for March was 
an increase of three-tenths of a mile above the best previous 
record of 13.5 miles, which was attained in February, this year. 
It also was an increase of seven-tenths of a mile above the 
average for March, last year. 

Due to improved methods of signaling and train operation, 
improved motive power and better condition of equipment, all 
of which have had an effect on reducing delays of trains be 
tween terminals and increasing the speed while in actual mo 
tion, the railroads have been bringing about a steady increase 
in the average speed of freight trains for the past ten years, 80 
that now it is the highest ever attained. The average daily move 
ment per freight car in March this year was 28.9 miles, com- 
pared with 32.3 miles for the same month last year and 30! 
miles in March, 1928. 

In computing the average movement per day, account is 
taken of all freight cars in service, including cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs, and also cars on sidetracks for which 0 
load is immediately available. 

The average load per car in March this year was 25.6 tons, 
including less-than-carload-lot freight as well as carload freight. 
This was a decrease of two-tenths of one ton below the average 
for March, 1929, and a decrease of five-tenths of one ton below 
March, 1928. 


REVENUE TRAFFIC STATISTICS 

In February, 1930, according to the compilation of the Com- 
mission’s bureau of statistics, the Class I carriers of the countly 
carried only 59,335,000 revenue passengers, as compared with 
62,192,000 in February, 1929. The passenger revenue was 
$61,219,892, as compared with $68,344,434 in February, 1929. 

In the two months ended with February, the number of 
revenue passengers carried totaled 124,794,000, as compared with 
128,765,000 in the corresponding period of 1929. The passenger! 
revenue fell from $143,303,232 in the two months ended with 
February, 1929, to $131,632,952 in the two-month period ended 
with February of this year. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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FOURTH SECTION LEGISLATION 
The Trafic World Washington Bureau 


F. H. Plaisted, freight traffic manager of the Southern 
Pacific rail and steamship lines with offices in Chicago, and A. 
L, Flinn, rate expert of the Minnesota Railroad and Warehouse 
Commission, appeared in opposition to the Pittman bill (S. 563) 
when the fourth section sub-committee of the Senate inter- 
state commerce committee resumed hearings on the bill on the 
afternoon of May 19. The sub-committee is composed of sen- 
ators Hastings, of Delaware; Pittman, of Nevada, and Brook- 
part, of Iowa. : : 

In response to interrogation by Senator Hastings, Mr. Flinn 
explained that the Minnesota commission represented the 
shippers of Minnesota and that it was speaking for the shippers 
in opposition to the bill which would prevent the railroads from 
meeting boat competition via the Panama Canal by charging a 
lower rate to the water competitive points than to intermediate 

ints. ; . 
. Mr. Flinn said the Minnesota commission believed enact- 
ment of the bill would affect adversely the industrial develop- 
ment of Minnesota and surrounding states. He said the com- 
mission opposed the measure further because it would take 
away from the Interstate Commerce Commission the discretion 
now vested in it. In part, he said: 

Regardless of what has been said in the papers and through 
other mediums of disseminating propaganda, the fact remains that 
the transcontinental roads, at least those serving our territory, are 
not asking authority to meet the boat line rates, but are merely ask- 
ing authority to publish certain rates from the Chicago and Twin 
Cities territory to the Pacific Coast which will not apply at interme- 
diate points, but which may possibly secure for them a certain 
amount of the tonnage now being diverted through the canal, and 
enable them to fill out, to the hauling capacity of their engines, the 
trains which they are now handling from the east to the west, a 
considerable amount of said trains consisting of empty box-cars 
which might as well be hauled loaded, but which, in any event, have 
to be taken to the west coast as the eastbound tonnage is largely in 
excess of the westbound tonnage over practically all of these roads 
serving the north Pacific coast terminals. 

Much has been said regarding the attempt being made by the 
carriers to wipe out competition of ships operating through the canal, 
but to anyone ‘who knows anything about ships and shipping, and 
the movement of what is known as tramp steamers, it is ridiculous 
to even assume that anything that the transcontinental carriers can 
do, under the present law, could, by any stretch of imagination, elim- 
inate the ships which now ply through the Panama Canal under no 
restrictions from the Interstate Commerce Commission. 

The Interstate Commerce Commission under section 500 of the 
transportation act, which it is charged with the duty of enforcing, 
is directed “to promote, encourage and develop water transportation 
service and facilities in connection with the commerce of the United 
States, and to foster and preserve in full vigor both rail and water 
transportation.’’ 

Yet you gentlemen are being asked to vote a lack of confidence 
in the fairness of the Interstate Commerce Commission in its efforts 
to carry out the provisions of this act, and to enact a law which in 
lieu of preserving rail and water transportation, will serve to build 
up the water routes and cripple the rail routes to the distinct detri- 
ment of the middle west, which cannot make use of the Panama 


Canal. 
F. H. Plaisted Heard 


“It would hardly be possible,” said Mr. Plaisted, in open- 
ing his presentation against the bill, “to point to an industry 
capable of employing greater flexibility in its price-making 
than that of a railroad company. The original cost of the plant, 
as well as its upkeep, is enormous, and the resulting burden of 
the fixed charges, and those which are almost fixed, correspond- 
ingly heavy; but, given the plant and the equipment, maintained 
as it must be maintained if any business is to be done, and 
it follows from those very conditions that extension of business 
may be undertaken when necessary on an additional cost basis 
more disproportionate as compared with entire cost than would 
be possible for most any other industry. It is for this reason 
that transportation ‘sold close’ in order to move tonnage of low 
value, or in meeting the competition of cheaper forms of trans- 
portation, on the subnormal or additional cost basis, has fixed 
the attention of observers, and by its sometimes startling devia- 
tion from the normal rate has aroused in the minds of those un- 
familiar with these things, first, the suspicion and then the 
conviction that the higher normal reasonable rate is wrong. 

“Only about one-third of the total expenses of a railroad 
enterprise are directly affected by the taking of additional traffic. 
he remaining two-thirds are fixed expenses which remain 
— regardless of whether additional traffic is taken or 


“Yet of all the country’s industries the railroads, capable 
4s they are of employing great flexibility in price-making, are 
singled out for the most unyielding and rigid regulation of the 
right and privilege to sell their product in accordance with its 
Value to the purchaser. 

‘Railroad men have viewed this tendency of regulation 
with increasing apprehension, and those carriers which connect 
the Pacific coast with the populous centers of the middle west 
across long stretches of territory, much of which is incapable 
ot developing or sustaining any large volume of local traffic, 
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have special reason for concern. The rigid ideas of rate-making, 
already forced upon many sections of the country, if extended 
to the transcontinental field would strike a death blow to a 
great deal of the production upon which these lines must always 
depend for business, and a very large proportion of which must 
move under conditions where rates based largely on distance 
would be absolutely fatal.” 

Mr. Plaisted said it had been a source of surprise to the 
traffic officers of the transcontinental carriers that some of the 
very people whose products were dependent in their marketing 
upon’ the freedom of the railroads to make rates, which min- 
imized the distance factor in order to permit the movement of 
those products, had nevertheless sympathized with that tendency 
“which constitutes the greatest possible threat to the pros- 
perity of the west.” 

“The demand for a rigid fourth section of the interstate 
commerce act is of a piece with the demands of other misled 
critics of the railroads for distance tariffs and other rigid forms 
of railroad regulation,” said he. 

Referring to the fact that transcontinental fourth section 
relief had been denied for the last twelve years, Mr. Plaisted said 
the transcontinental carriers nevertheless had never abandoned 
the hope that they would not be permanently excluded from the 
traffic which their lines were built to carry, and that the middle 
west producers had never abandoned the hope that they would 
not be permanently excluded from markets on the Pacific slope 
which their plants were built to serve. 

Mr. Plaisted traced the fight that had been carried on for 
amendment of the fourth section, starting with the demand for 
an absolute section, and reaching the present point of being 
restricted to competition via the Panama Canal. 

“The fourth section controversy thus settles down to a 
sectional fight between the jobbers in Spokane, Salt Lake City, 
Reno and Phoenix, allied with the intercoastal lines on the one 
hand, and the transcontinental lines and their employes and 
the producers in the middle west states on the other hand,” 
said he. “These jobbers and the intercoastal steamships are 
contending for the abrogation of the power of the Commission 
to grant the rail carriers a right, which has long been recognized 
everywhere in the world and which is still to be recognized 
everywhere in the United States, except with respect to this 
particular form of competition between intercoastal steamships 
and the transcontinental railroads.” 


Mr. Plaisted said Congress should view askance any rate- 
making proposal labeled “rigid,” and added that the industry 
and commerce of the United States had reached the present 
stage of tremendous development and expansion under a policy 
exactly opposite. 


“Flexibility and elasticity has been the watchword in trans- 
portation price-making as in other price-making,” said he. 


“The proposal of this bill for a rigid fourth section, as 
affecting transcontinental traffic, is of a piece with many other 
proposals to freeze the rate structure of this country into some 
form of rigid tariff. It should be rejected, and Congress should 
adhere to its previous wise policy under which it has been 
declared that, while a higher charge for a shorter than a 
longer haul is prima facie unreasonable, this prima facie view 
may be overthrown by the facts in special cases, and that the 
Interstate Commerce Commission, the governmental body set 
up by Congress for that purpose, shall retain the power to 
decide when the circumstances of the case make it proper and 
fair and in the public and the carriers’ interest to relieve the 
railroads from the prima facie rule of the long-and-short-haul 
clause.” 

Mr. Plaisted then dealt with the history of the boat service 
in competition with the transcontinental railroads, and the 
withdrawal by the Commission ‘of transcontinental fourth section 
relief as the result of intercoastal vessels abandoning that trade 
for overseas service on account of the world war. He pointed 
out that in the nine years 1921 to 1929, the movement of inter- 
coastal tonnage between the eastern and western coasts of the 
United States, excluding eastbound oil in tank ships, increased 
from 1,961,874 tons of 2,000 pounds in 1921 to 8,230,679 tons in 
1929. 

“This shows the rapid strides made by the canal steamship 
lines and the rapid development of traffic via the Panama Canal 
route,” said he. 

Traffic League Testimony 


J. P. Haynes, chairman of the special fourth section com- 
mittee of the National Industrial Traffic League, was on the 
stand in opposition to the Pittman bill May 20. He appeared 
for the committee, consisting of Dr. Wilson Compton, secretary- 
manager, National Lumber Manufacturers’ Association, Wash- 
ington, D. C.; A. H. Ferguson, manager, Bureau of Transporta- 
tion and public work, New Bedford Board of Commerce, New 
Bedford, Mass.; Carl Giessow, executive general agent, Board 
of Commissioners of the Port of New Orleans, New Orleans, La.; 
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Herman Mueller, traffic director, St. Paul Association of Com- 
merce, St. Paul, Minn., and himself. He said: 


The National Industrial Traffic League is, as its name implies, a 
national organization; it is composed of individual shippers, firms, 
corporations and commercial organizations representative of shippers. 
Directly, through its own membership, and indirectly, through the 
membership of the various commercial, trade and traffic associations 
throughout the country, the League represents several hundred thou- 
sand shippers, although it does not assume to speak for each of 
these shippers individually. 

The application of the Fourth Section of the Act and its influ- 
ence on the rate structure and commerce of the country has been 
before the League since its organization in 1907. Throughout this 
period of 23 years the League has combatted every effort to enact a 
rigid long-and-short-haul rule and has adhered to the principle that 
the exercise of discretion by the Interstate Commerce Commission, 
after investigation, in granting or declining Fourth Section relief, is 
in the public interest. 

The League, a national organization, representing, as stated, ship- 
pers in substantially every state of the Union, must view this as well 
as all other subjects coming before it from the standpoint of the 
general public interest. The term ‘‘public interest’’ comprises the 
interest of all, including laborers, farmers, manufacturers, distribu- 
tors, consumers and the transportation agencies of whatever char- 
acter, as contrasted with the term ‘private interest’’ which may 
subordinate all other considerations to the advantage of a few and 
the corresponding disadvantage of the great majority. It is unques- 
tionably true that the public interest is best served when commerce 
is permitted to move freely over all reasonably direct available 
routes. Competition in general has been a powerful influence in the 
development of the trade and commerce of the country, and the com- 
petition between transportation agencies has without doubt repre- 
sented as great an influence in this respect as has the competition be- 
tween manufacturers and distributors; yet the country as a whole 
has prospered under the application of the flexible provisions of the 
Fourth Section, which have ofttimes been availed of without affecting 
discrimination against or injury to anyone. 

It is upon the experience of the past, a careful study and analysis 
of the rate structure of the country with the effect upon all parties 
concerned of the application or non-application of the Fourth Section 
principle in the many cases where relief has been granted or denied, 
that the position of the League is grounded. 

The Fourth Section as it now reads contains three distinct provi- 
sions designed to protect the water carriers, namely: 

. “** * * But in exercising the authority conferred upon it in 
this proviso the Commission shall not permit the establishment of 
any charge to or from the more distant point that is not reasonably 
compensatory for the service performed.”’ 

2, “* * * No such authorization (Fourth Section relief) shall 
be granted on account of merely potential water competition not 
actually in existence.’’ 

3. Wherever a carrier by railroad shall in competition with a 
water route or routes reduce the rates on the carriage of any species 
of freight to or from competitive points it shall not be permitted 
to increase such rates unless after hearing by the Commission 
it shall be found that such proposed increase rests upon changed 
conditions other than the elimination of water competition.’’ 

A further protection to the water carrier is contained in Section 
500 of the Transportation Act, wherein it is declared to be the policy 
of Congress ‘‘to promote, encourage, and develop water transporta- 
tion, service, and facilities in connection with the commerce of the 
United States, and to foster and preserve in full vigor both rail and 
water transportation.” 

In addition to these protective measures, which refer specifically 
to water transportation, may we respectfully remind you that all 
rates are subject to the general provisions of Section 1 of the act, 
which requires each and every rate to be reasonable, relatively and 
per se, and Section 3 of the Act, which requires that each and 
every rate shall be void of undue preference, undue prejudice and 
unjust discrimination. 

To this protective legislation, the proponents of S. 563 would 
add the further restriction very definitely prohibiting the Interstate 
Commerce Commission from granting Fourth Section relief on account 
of water competition through the Panama Canal regardless of the 
conditions which may now or at any future time exist. 

There was submitted to and considered by the 69th Congress, 
S. 575, a bill to amend Section 4 of the Interstate Commerce Act, 
which provided that: 

“No common carrier shall be authorized to charge less for a 
longer than for a shorter distance for the transportation of passen- 
gers or of a like kind of property, over the same line or route in the 
same direction, the shorter being included within the longer distance, 
on account of water competition with either actual or potential or 
direct or indirect.”’ 

The opposition to that measure and which resulted in its defeat, 
applies with equal force to the present bill; in addition, the present 
bill is subject to the further objection that it contravenes the very 
underlying principle of the original Interstate Commerce Act in that 
it would single out one particular situation of the many of its kind 
and accord it treatment differing from that accorded to the others. 

The question naturally arises as to the differences, inherently or 
otherwise, existing between water competition via the Panama Canal, 
on the one hand, and water competition along the Atlantic coast, the 
Gulf coast, the Pacific coast, on the Great Lakes, or elsewhere, on 
the other hand. We submit that there are none; but should such 
differences exist, is this Committee or the Congress of the United 
States prepared to enter into the investigation necessary to determine 
the facts and the extent to which they may or may not justify a 
difference in treatment? We dare say that neither this Committee 
nor Congress is prepared to conduct such an investigation, and it 
follows, therefore, that the determination of such issues, if handled 
in an orderly, non-discriminatory way, must be left for adjudication 
by the administrative agency of Congress, namely, the Interstate 
Commerce Commission. 

The Congress in its wisdom has seen fit to delegate to the Com- 
mission exceedingly broad powers in transportation matters, including 
the power to prescribe maximum rates, the powers to prescribe min- 
imum rates via all-rail routes, the power to prescribe the line of 
demarcation beyond which rates will become unduly preferential, 
unduly prejudicial, or unjustly discriminatory, the power to permit 
or prohibit the building of new or extension of existing lines of rail- 
way, the power to permit or prohibit the abandonment of existing 
lines of railway, the power to regulate the issuance of railway secur- 
ities, and the power to fix the fair rate of return on the value of 
railway property devoted to transportation. The Commission is also 
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charged with the duty of so adjusting the rate structure th 
rail carriers may earn a fair return. The responsibilities ane the 
to the exercise of such powers are very great, but Congr ching 
oy gir E : 8ress doubtles 
felt, and it is generally conceded, that the exercise of such “ 
is necessary to the end that our transportation system as ge os 
may be maintained and operated in the public interest. May we tole 
stress the fact that in the exercise of these powers by the Commi here 
competition is a very important element for consideration 'ssion 
would appear grossly inconsistent for Congress to say to the Come tt 
sion “here are the duties which we impose upon you; in ee 
formance of these duties it will be necessary for you to pod 
your own judgment to a very considerable extent; in the indiviqn 
cases that come before you for adjudication, we expect you to ual 
fully weigh each element of evidence adduced or record, including the 
element of competition between rail carriers themselves, the cies 
of competition between rail carriers and water carriers, the element 
of competition between producers, and the element of competitin 
between distributors, except that you may not, under any condition. 
exercise your judgment on, or even consider the element of competi’ 
tion between the transcontinental rail carriers, on the one iene 
and the intercoastal water carriers, on the other, or the competition 
between producers or distributors of commodities moving via these 
respective routes. 

Certainly, neither this Committee nor Congress could or would 
view with favor a proposition which would leave the manufacturin 
and wholesale industries of the country free to meet the competition 
of each other at any point by making such reductions in their 
prices as may prove necessary, save and except that no competing 
manufacturer or wholesaler may meet the competition of the manu. 
facturers and wholesalers located in the city of Chicago; yet in 
effect, the principle is no different from the principle involved in 
S. 563 which would leave all transportation agencies free, subject to 
such limitations as are now provided by the Interstate Commerce 
Act, to meet the competition of other transportation agencies, saye 
and except that the trans-continental rail lines may not, under any 
conditions, meet the competition of the intercoastal steamship lines 
operating through the Panama Canal. 

We are here in the capacity of traffic men, addressing you on 
this subject from the viewpoint of the traffic man, but it is difficult 
for us to refrain from expressing the opinion that the proposed 
legislation contravenes the very basic principle of our constitution 
which contemplates uniform and fair treatment. F 

The need for this additional legislation is by no means apparent, 
Under the Commission’s administration of the protective and restric. 
tive provisions of the present law, few, if any, departures from the 
Fourth Section exist today which are in any way attributable to the 
competition through the Panama Canal. 

The conservative attitude of the Commission in the administra- 
tion of the Fourth Section is a matter of common knowledge, but js 
well illustrated by the interpretation placed upon the above quoted 
compensatory clause as embodied in its report in Transcontinental 
Cases of 1922, 74 I. C. C. 48, 71. It was there held that in the 
administration of the Fourth Section the words ‘reasonably com- 
pensatory” imply that a rate properly so described must: 

*(1) cover and more than cover the extra or additional 
expense incurred in handling the traffic to which it applies; 

(2) be no lower than necessary to meet existing com- 
petition; 

(3) not be so low as to threaten the extinction of legiti- 
mate competition by water carriers; and 

(4) not impose an undue burden on other traffic or jeop- 
ardize an appropriate return on the value of the carrier 
property generally as contemplated in Section 15a of the Act.” 

And it was also held that where carriers apply for relief from 
the long-and-short-haul clause of the Fourth Section and propose 
the application of rates which they designate as “reasonably com- 
pensatory,’’ they should affirmatively show that the rates proposed 
conform to this criteria; further stating that the carriers should not 
propose rates or rate structures for approval in a Fourth Section 
application which create infractions of other provisions of the Inter- 
state Commerce Act. Subsequently on March 4, 1924, the Commis- 
sion issued Fourth Section Order No. 8900, General No. 21, outlining 
the information required to be furnished in support of applications 
for relief from the provisions of the Fourth Section. We would like to 
submit for the record in this hearing a copy of that document, con- 
sisting of seven pages, and Supplement No. 1 thereto, consisting of 
one page. We sincerely trust that each member of the Committee 
will carefully review this document, which clearly indicates the vast 
amount of data required by the Commission before a Fourth Section 
application will, under the present law, be considered and, of even 
greater importance, it clearly evidences the many controlling influ- 
ences which your administrative agency, based on years of experi- 
ence, feels necessary for the proper determination of a Fourth Sec- 
tion question. ‘ 

We submit that it is the plain duty of common carriers to 80 
adjust their rate structures as to enable the shippers which they 
serve to meet the competition encountered in the markets of the 
country to the extent that this may be accomplished within the pro- 
visions of Sections 1 and 3 of the Act; that is, so long as the rates 
fall within the realm of reasonableness and are not unduly preferen- 
tial or prejudicial, and it is our further view that the right of com- 
mon carriers to perform this duty should not be denied them, either 
by Congress or by the Commission. 


In this connection, and in fairness to the transcontinental rail 
carriers, we express the view that they have undertaken to perform 
this duty in a commendable way and that the producers in the inter- 
mountain territory, who are advocates of this restrictive and what 
may properly be termed ‘‘class’” legislation, have been the recipients 
of the most favorable consideration at the hands of these rail car- 
riers in the matter of rates on their products to the consuming 
markets. ; 

Try as we may, our Committee is unable to conceive of the 
slightest benefit which may possibly accrue to this intermountaln 
territory by depriving the transcontinental rail carriers of the _Priv- 
ilege of meeting competition where it exists at points on the Pacific 
Coast, provided always that the rates made for this purpose conform 
to the criteria laid down by the Commission in the Transcontinenta 
Cases of 1922. On the contrary, to permit these rail carriers a 
augment their total revenues by such amounts as may be obtain 
from the handling of competitive traffic involved, over and above 4 
expense of transporting such traffic, would serve to reduce the unl 
cost of all transportation and to that extent alleviate the burden 
which would otherwise rest wholly upon the smaller volume of nage 
competitive traffic, including that destined to and originating 4 
points in the intermountain territory. ed 

The commerce through the Panama Canal is by no means confin 
to that moving between the Atlantic and Gulf coast ports, on the one 
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Pacific Coast ports, on the other, but includes a ver 
a export and import traffic. Iron and steel, of ‘whieh 
ig a very large consumption on the Pacific Coast, are manu- 
there nd in Europe as well as in this country and the competition 
facture the domestic and foreign product is very keen, the ocean 
Te an foreign producing points being extremely low. The same 
rates Ir obtains with respect to many other commodities, and the 
situation) would definitely prohibit the American transcontinental 
pending ors from competing with foreign owned steamships for this 
rail aga the points where the competition exists without applying 
traffic O or lower rates to all intermediate points where similar com- 
er is not present. We submit that the only benefits flowing 
perye uch a restrictive Measure_accrue to the foreign producer and 
—_ cela? steamship owners. Can it be that this committee or the 
the -oy will seriously consider such protective legislation for foreign 
Cong? s and foreign transportation agencies to the disadvantage 


inde jury of American industries and American transportation 
P j 


agencles? he Fourth Section Amendment of 1910, the Commis- 
: ee es ruling to the effect that in determining whether 
- , a rate contravenes the Fourth Section, comparisons should be 
pede d to rates of the same character; that is to say, domestic 
rege He be compared with domestic rates, export rates with 
ae rates, import rates with import rates, transshipment rates 
« "transshipment rates, etc. The logic and propriety of such a 
with is obvious but, aS_Wwe read it, no such distinction would be 
rae te under the pending bill, and the present practice of the 
we ican rail carriers of applying export rates, lower than domestic 
= to Pacific Coast ports on traffic destined to the Orient and 
yoy trans-Pacific countries, in competition with foreign-made goods 
moving in foreign vessels through the Panama Canal, would be pro- 
hibited unless Such rates were applied as maxima at all inter- 
mediate points. A similar situation would exist with respect to 
import traffic from the far East through the_ Pacific Coast ports in 
competition with routes through the Panama Canal. We can scarcely 
conceive of even the proponents of this bill, or the author thereof, 
knowingly advocating such a rule of rate-making in this country, 
and the fact that such a proposal is before you clearly evidences the 
danger attaching to any attempt to enter upon a program of con- 
sressional rate-making or any attempt upon the part of Congress to 
lay down hard, fast, and inflexible rules to govern the construction 
of freight rates where so many, diversified and ever changing in- 
resent. , 
iiethe Board of Railway Commissioners for Canada has wide lati- 
tude in the granting of relief from the long-and-short-haul rule to 
meet any character of competition. Where such relief is granted to 
Canadian railways on export traffic to Pacific Coast ports, because 
of competition through the Panama Canal, the American rail car- 
riers and American shippers would, under the pending bill, be placed 
in the position of having competition via routes both north and south 
of them which they could meet only at a great sacrifice of railway 
revenue on domestic traffic to the ports and intermediate points where 
the competition does not exist. Here again the proposed legislation 
contemplates protection for foreign industries and foreign railways 
tothe disadvantage and injury of American industries and American 
railways. : : 
The proposed amendment cannot truthfully be said to be in con- 
formity with Section 500 of the Transportation Act. There are routes 
today, partly by water and partly by rail, that are in competition with 
routes through the Panama Canal. Such joint water-and-rail routes 
operate via the Atlantic Ocean and Gulf of Mexico, thence by rail 
to the Pacific Coast, and via the Great Lakes, thence by rail to the 
Pacific Coast. Moreover, through routes and joint rates via the 
Mississippi and Missouri Rivers, thence by rail, are in contemplation. 
The pending bill would, therefore, legislate in favor of the water 
carriers operating through the Panama Canal to the disadvantage of 
competing water carriers operating via other routes. : 
A very large proportion of the membership of the League is 
representative of industry in the Central-West, where the develop- 
ment of inland waterways is in progress. They have a very vital 
interest in that development, but they also realize that the waterways 
of the country can never displace our railway system. Our railways 
must be maintained and, as Congress has decreed, they, together with 
our waterways, should be ‘“‘fostered and preserved in full vigor. 
This mandate cannot be carried out with such restrictive legislation 
as is here proposed; on the contrary, the observance of the letter and 
spirit of the Declaration requires that Congress leave to the adminis- 
tration of the Commission all of the details _of the railway rate 
structure, including the administration of the Fourth Section, with- 
out further legislative restriction. : ’ 7 
In conclusion, we have no hesitancy in expressing the view that 
the pending bill, S. 563, is the most objectionable of its kind that 
has ever been introduced. It ignores every principle that has here- 
tofore been recognized, not only in the regulation of our transporta- 
tion agencies but in all other business transactions, and seeks to ex- 
tend favor, amounting to an undue preference of a most Startling 
degree, to the ships, whether they be under foreign or American 
flags, operating via a particular route, namely, via the Panama 
Canal, and to the traffic, whether it: be of foreign or domestic pro- 
duction, that can be transported in such ships, without the least 
regard for the disadvantage, the undue prejudice, and the irrepa- 
rable injury to other American water carriers, American rail carriers, 
and American industries that cannot avail themselves of the service 
of the preferred ships. Even the Gooding Bill, S. 575, which met 
With defeat in the 69th Congress, did not contemplate the digress 
of class legislation that is now proposed, and it is inconceivable that 
Congress should seriously consider the enactment of such a law. 
The National Industrial Traffic League, a nationwide organization, 
created to study and deal with transportation problems from a na- 
onal point of view, urges that if the public interest is to be served, 


8. 563 must be defeated. 


State Commissions 


_ J. Paul Kuhn, member of the Illinois Commerce Commis- 
sion, stated at the hearing that, on May 14, by reason of in- 
formation given to the commission members by the chambers 
of commerce of Springfield and Moline and the Chicago Asso- 
clation of Commerce and one railroad and also by reason of 
the fact that several state commissions were required by law 
‘0 look after the interests of shippers in their states, the chair- 
man of the Illinois commission, Charles W. Hadley, wired four 
or five middle western commissions to meet with the Illinois 
Commission May 17 on the Pittman bill. Wires were sent to 
isconsin, Michigan, Indiana, Minnesota, Iowa and Kansas. By 
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representatives or by wire these states, through their commis- 
sions, went on record against the Pittman bill. Messages from 
the Indiana and Kansas commissions stated that shippers in 
those states were opposed to the bill, those commissions having 
consulted shippers about the matter. 

At the conference May 17, said Commissioner Kuhn, the 
commissioners and rate experts there were fearful of the effect 
on the central part of the United States if the Pittman bill 
were passed. 

“I agree with you,” interjected Senator Pittman. “It will 
prevent them getting some of the discriminations they had be- 
fore the war.” 

Mr. Kuhn also said the commissioners were unable to see 
how the intermountain country would benefit by the legislation 
and Senator Pittman said he appreciated the concern evinced 
for his section of the country. 

Mr. Haynes’ testimony, said Mr. Kuhn, covered substantially 
the position taken at the conference. Mr. Haynes said he had 
been invited to attend the conference after it had been in 
session for some time. 

When Mr. Kuhn left the witness chair, Senator Pittman 
said Congress was going to help Chicago by building the St. 
Lawrence and lakes-to-gulf waterways. ; 

Christian J. Laurisch, member of the Minnesota commis- 
sion, had appeared before the committee with Mr. Flinn in 
opposition to the bill. 

Robert N. Collyer, chairman of the Traffic Executives’ Asso- 
ciation, eastern territory, speaking for Class I railroads in 
eastern territory, opposed the bill. He said the eastern carriers 
felt that the administration of the fourth section should be left 
as it was now with the Commission. He said they feared if 
the law was amended to deal with a particular phase of the 
matter, as proposed in the Pittman bill, such action might lead 
to similar prohibitions elsewhere. 

Fred Farrar, general counsel of the Colorado Fuel and Iron 
Company, Pueblo, Colo., opposed the bill. He said the rates 
on the products of his company should be lower to the Pacific 
coast than to intermediate points to meet the competition via 
thet Panama Canal. He pointed out that San Francisco had 
fourth section relief up and down the Pacific coast and that that 
would not be affected by the bill, thus making the pending 
measure one that could be justly characterized as class legis- 
lation. 

Senator Pittman was the “whole” subcommittee at the 
session held on the morning of May 21, the other two members 
of the committee being absent. 

Mr. Plaisted, whose testimony had been interrupted by that 
of other witnesses, resumed his testimony on the afternoon of 
May 20 and continued on May 21. 

In the course of the testimony, Senator Pittman suggested that 
a compromise might be effected so that the advocates of enact- 
ment of the Pittman bill would drop their fight. He asked Mr. 
Plaisted what he would think of an amendment that would require 
the Commission in granting relief from the fourth section to re- 
quire the railroad to put into effect the competitive rates from 
the points of origin along the line of the railroad to the port, 
the relief to be given in such instances to permit the continua- 
tion of higher reasonable rates to intermediate points of des- 
tination. The senator said such an adjustment would benefit 
the producers of the intermountain country. Mr. Plaisted said 
consideration would be given to the suggestion. 

Senator Pittman interrogated Mr. Plaisted at length with 
respect to the Southern Pacific’s pending fourth section appli- 
cations for relief as to its Sunset water-rail route and referred 
to testimony in that proceeding before the Commission. 

In continuing his testimony, Mr. Plaisted emphasized the 
importance of the rail lines having an opportunity to compete 
on a fair basis with the intercoastal boat lines. The compe- 
tition the Southern Pacific was proposing, said he, would not 
endanger the water service of intercoastal lines. 


Plaisted and Bell 


At the afternoon session of May 21, Senators Hastings and 
Pittman heard testimony by J. R. Bell, counsel for the Southern 
Pacific, in opposition to the bill, relating chiefly to the inroads 
the Panama Canal boat lines had made in the traffic of the 
Southern Pacific’s boat lines operating in the Sunset-Gulf route. 
In 1929 the Morgan line suffered a deficit of $471,247 and in 
the first two months of this year, said he, a deficit of $148,943. 
For the government to prevent the owners of the line to com- 
pete for business that the line was established to serve, as 
it would be doing if the Pittman bill were passed, would be 
to deprive the owners of the right to use their property, said he. 

Reference to the interest of the employes of the Southern 
Pacific in its being permitted to compete for business brought 
up a discussion, initiated by Senator Pittman, as to the pro- 
priety of the Southern Pacific employes having appeared in 
opposition to the bill. Senator Hastings said it appeared that 
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BUFFALO 


AT BUFFALO, N. ¥Y.— 


KEYSTONE WAREHOUSE COMPANY 


W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 


Strictly modern warehouses located at the hub of the wholesale and 
retail districts. They are served by all railroads, the Great Lake steamers, 
New York Barge Canal lines and aii suburban trucking companies. 
General warehousing with pool-car distribution and cartage facilities. 
Fifty cars per day capacity insures rapid handling. All freight is loaded 
and delivered under cover, which guarantees against damage from the 
elements. 


IZ 


AT PHILADELPHIA— 
MERCHANTS’ WAREHOUSE COMPANY 


Snowden Henry, Superintendent 
10 Chestnut Street ate t 


Eleven mammoth warehouses strategically located in the principal ght 
tributing sections throughout the city, with a floor space of 1,300 2 
square feet. All are served by Pennsylvania Railroad sidings. We 
foremost operators of public warehouses and are equipped to fut 

any kind of service incident to the handling of package freight. 
insurance rates—liberal allowances on stored goods. 


_,and ALLIED INLAND WAREHOUSES _ 


HARVEY C. MILLER President 


1 W.B.MCKINNEY Secretary &Treasurer {oy \\ 
rom err COMMERCIAL TRUST BLDG. PHILA. PA. BEN (eaecne 


eile “of - 
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Thousands of barrels of apples await export shipment at the Norfolk Tidewater Terminals 


1-sforing-shipping — 


NORFOLK, VA.— AT PHILADELPHIA—- 


NORFOLK TIDEWATER TERMINALS PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, General Manager and Treasurer, 10 Chestnut St. 


J. A. Moore, Manager 
ie three piers, each 1,300 feet long, four open bulkhead berths The largest terminal on the Atlantic seaboard. Here fifteen of the 
tit Warehouses served by depressed tracks and concrete drives largest ge ng — carriers you be ee ~¥ ao simul- © 
’ sw svert taneously. Two reinforced concrete and steel fireproof warehouses pro- 

220,000 square feet of floor space. The receiving, delivering vide over 1,000,000 square feet of excellent storage space with the 


ren yards have a capacity of over 4,000 cars. The se lowest possible insurance rates. Exceptional facilities for the handling 
ed with every modern device for the rapid and a of both general and bulk cargoes. The railroad storage yard adjacent to 
ws of all classes of cargoes. There is no lighterage—property is the pier has capacity for 500 cars. There is also a 25-acre lot joining 
by Norfolk’s eight trunk-line railroads. the pier for the storage and distribution of lumber. 
Yi 
(TID YANG) 
EWATER TERMINALS SY y & 
y; : O BUFFALO hin 
ke-President and General Manager po © )) Loe. ( 
17 State Street = 
“ iobledeck ed piers located within the free lighter- PHILADELPHIA a R— 
nit Va all railroads. Slips 250 feet wide afford »)) 
t M2, faster arrival and departure. There is 
o feration—no piling—maximum dispatch—fire- 
be ‘hip. There is no trucking or transfer cost 


ling charges are exceedingly low. 


d Uatiem Trafic Manager, 1646 Transportation Bldg. 
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the men had been brought before the committee to strengthen 
the case against the bill because Congress was always willing 
to protect the laboring man. He thought the contest raised 
by the bill was one between shippers and railroads. He said 
the interest of the railroad employes was merely incidental. 

Mr. Bell insisted, however, that the Southern Pacific pri- 
marily was seeking an opportunity to make more net revenue 
by better utilization of existing facilities; that any well-managed 
railroad had an interest in the welfare of its employes and 
that the interest of the employes such as had been displayed 
in the case was an element respecting the public interest. 

Senator Pittman asked what the employes knew about the 
issues. Mr. Bell admitted they were not informed as to tech- 
nical rate details involved, but said the employes desired the 
company to obtain any additional business it could. 

Senator Hastings said it was entirely proper for the com- 
pany to have brought the men before the committee. Senator 
Pittman said he resented the action and did not like it for 
several reasons. 

Mr. Bell, referring to comparisons of tonnage of the South- 
ern Pacific and Panama Canal tonnage put in the record by 
Mr. McCarthy, for 1917 to 1928, said that consideration was 
not given to the fact that the Southern Pacific system was 
much larger in 1928 than in 1917 and included the El Paso & 
Southwestern and the Arizona Eastern in 1928, but not in 1917, 
and that the increase in tonnage of the Southern Pacific lines 
as they were in 1917 was only about 15 per cent as against 
an increase of 60 per cent pointed to by Mr. McCarthy. He also 
said that comparison on a ton-mile basis would be much more 
significant than on a tonnage basis. 

Mr. Bell completed his testimony at a session Thursday 
afternoon, at the conclusion of which an adjournment was taken 
until next Tuesday at ten o’clock. The railroads are to resume 
their testimony at that time. 

In concluding, Mr. Bell asserted that, if the Southern Pacific 
was not permitted to compete at Pacific coast points with the 
boat lines using the canal under the fourth section, it could 
not compete at all, because other sections of the interstate 
commerce act would be invoked to prevent rate adjustments 
that would result if the company attempted to meet the com- 
petition without fourth section relief. 

He argued that it was not fair that the intercoastal boat 
lines should have a monopoly of the intercoastal traffic. 

He said the Southern Pacific was not trying to take traffic 
away from the canal lines, but that it was trying to get back 
part of the traffic the boat lines had taken away from it. 


OBSTRUCTIONS TO AIR NAVIGATION 


In an effort to minimize the hazard to flying that results 
from obstructions to air navigation, such as radio towers, smoke- 
stacks, transmission lines and telephone poles in the vicinity 
of an airport, intermediate field or along a civil highway, the 
aeronautics branch of the Department of Commerce has pre- 
pared and issued a set of “Instructions for Marking Obstructions 
to Air Navigation,” according to Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics. 

“The ‘Instructions for Marking Obstructions to Air Naviga- 
tion,’” Mr. Young explained, “provide for suitable air marking 
for both day and night operation of aircraft. The constant in- 
crease in flying makes it necessary to the public safety as well 
as to the safety of aircraft and the advanacement of aeronautics 
that these obstructions be clearly and, as far as possible, uni- 
formly identified for the guidance of airmen engaged in day or 
night flying.” 


FRANCE SUBSIDIZES PRIVATE AVIATION 


Conditions of subsidies to private planes in France were 
announced recently by the French air ministry, according to a 
report received in the Department of Commerce from Assistant 
Automotive Trade Commissioner H. C. Schuette, in charge, 
Paris, France. Subsidies will be given to French citizens or 
flying clubs who buy planes built in France of a type in exist- 
ence for less than six years. The recipient of the subsidy binds 
himself not to use the plane for profit except to engage in com- 
petition for sport purposes; he may lend his plane, but exclu- 
sively to French people. Subsidies can be given for aircraft 
completed by the factory after January 1, 1930, while those for 
upkeep will be granted for planes released from the factory 
after June 30, 1930. 

A fixed premium of 8,000 francs (about $315) is allowed for 
an airplane, regardless of type. In the case of seaplanes 10,000 
francs are allowed if a single place plane, 22,000 francs for a 
double place and 34,000 for a three place seaplane. A premium 
on engines of 110 francs per horsepower between 40 and 60 and 
200 francs per horsepower between 60 and 100 is granted under 
the condition that the engine is of French manufacture. The 
horsepower unit of engines less than 40 or more than 100 horse- 
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power are not subsidized. Additional subsidies available , 
65 to 160 francs per hour of flight, with a maximum of 250 
hours, a maximum of 6,000 francs for all metal planes jen 
7,000 for special security apparatus, including parachutes. 


AIR ACCIDENTS 


By a vote of 42 to 23 the Senate has agreed to a resolution 
offered by Senator Bratton, of New Mexico (S. Res. 206), ro. 
questing the Secretary of Commerce to furnish the Senate full 
information respecting each aircraft accident that has occurred 
since May 20, 1926, of which he has a record. The air commerce 
act, which the Secretary of Commerce administers, was ap- 
proved May 20, 1926. 

The resolution was introduced some time ago as the result 
of the position taken by the Department of Commerce that it 
could not make public the causes of particular accidents jp 
civil air navigation. 

Senator Bingham, of Connecticut, opposed the resolution 
He said the air commerce act did not clothe the Secretary of 
Commerce with the necessary power to get the information on 
which to make findings and that the great part of the informa. 
tion concerning the most important accidents had been received 
by the department in a confidential manner; and that to require 
the Secretary to give the Senate that information for publica. 
tion would be to ask a breach of faith on his part with 
those who gave him the _ information. He also said 
that had it been possible for the Secretary to obtain the in. 
formation through subpoena and to have been protected against 
any possible suits that might be brought or claims that might 
be made with regard to damage done to business on account of 
the giving out of the information, the situation would be en- 
tirely different. 

Senator Reed, of Pennsylvania, entered a motion, May 19, for 
reconsideration of the vote by which the Bratton resolution was 
agreed to. It was stated that the motion would be called up 
within a reasonable time so that the resolution would not be 
defeated by delay. The effect of this action was to hold up 
the resolution. 


AIRPORTS AND LANDING FIELDS 


The aeronautics branch of the Department of Commerce has 
just published a revision of its standard Aeronautics Bulletin 
No. 5, entitled ‘Airports and Landing Fields,” which lists nearly 
1,600 municipal, commercial, and private airports; army and 
navy airdromes and air stations; Department of Commerce 
intermediate landing fields, and also marked auxiliary fields, 
according to Clarence M. Young, Assistant Secretary of Com- 
merce for Aeronautics. 

“The airports and landing fields listed in this bulletin,” Mr. 
Young said, “do not represent all available landing places for 
aircraft in the United States, as only those sites which are 
marked and have some facilities or which have been marked 
and reserved as landing fields without facilities, are given. 

“There are of record more than 4,000 other fields in the 
United States on which landings may be made and which are 
owned by states, municipalities, corporations, clubs, commissions 
and individuals. Many of these are constantly changing in 
character due to the alternation of crops and for other reasons, 
which make a permanent record of variable value. The bulletin 
also includes a list of municipalities in which airports are pro- 
posed. 

“Airports having any night lightirg equipment are so indi- 
cated in the bulletin. 

“The airports and landing fields listed in the bulletin show 
that California stands first with 163; Texas second with 106 
and Pennsylvania third, with 87.” 


TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 

A woodworking firm in the middle west reports that before 
it had a traffic manager its shipping department was giving 
no attention to segregating commodities that took the same 
rate or the same minimum, with a consequent loss of thousands 
of dollars annually on account of this one item. This has been 
corrected by properly consolidating shipments. This illustrates 
a situation reported to the transportation divisicn by many firms. 


CIVIL SERVICE EXAMINATIONS 


The United States Civil Service Commission announces opeD 
competitive examinations for senior attorney, $4,600 a year, 
attorney, $3,800 a year, associate attorney, $3,200 a year, a2 
assistant attorney, $2,600 a year. Applications must be on file 
with the Civil Service Commission at Washington, D. C., not 
later than June 25. ’ 

The examinations are to fill vacancies in positions with the 
Interstate Commerce Commission and in positions requiring 
similar qualifications. 
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Speed and Luxury in Passenger Service 


That follows close on a 
reduction of an hour and fifteen minutes that took effect March 


F there ever was a time when the passenger departments 

of the railroads might be justly accused of lack of enter- 

prise, that time is not now. Speed and more speed is the 
order of the day in rail passenger schedules, and added to that 
js a great plossoming forth in comforts and conveniences, frills, 
and furbelows, that give to the crack passenger trains all the 
appointments of a bachelor’s Park Avenue club. 
That, according to some commentators, is the answer of 
the railroads to the threat of air transport service and the in- 
creasing menace of many-wheeled busses. Between the lower 
and upper millstones of those two competitive forms of pas- 
senger transport, the passenger revenues of the steam rail- 
rads have been worn increasingly thin, and that with no 
certainty that the process is more than well under way. The 
enthusiasts of aviation and the pessimists among railroaders 
see huge comfortable air liners of the future taking the cream 
of the long-distance passenger business from the railroads— 
those passengers will- 
ing to pay the price of 
the maximum in speed 
and luxury—while the 
bus or automobile has 
been making and, they 
say, will continue to 
make greater inroads 
at the bottom of the 
collective source’ of 
passenger revenue. 
Those willing to travel 
a little slower, so long 
as they get where they 
started for, and with a 
little less leg room, can 
use the bus or private 
automobile at rates 
ranging down to a 
third of that charged 


by the railroads for 
coach service. 
There is a _ good 


deal of imagination in- 
volved in all this, but 
just how much no one 
is quite ready to Say. 
The threat of the com- 
mercial air lines, at 
least, is still only a 
threat. It is potential 
rather than actual, 
even though increase 
in travel over the es- 
tablished routes has 
been rather startling. 
But there can be no 
question but that air transportation still is faced with substantial 
disabilities that give no prospect of an easy solution. Few 
tiders of the air lanes contend that there are any inherent ad- 
vantages in that method of travel other than speed. And there 
Seems to be some question as to whether any major portion of 
the population will ever be in such dire need of conserving even 
80 notoriously precious a thing as time, as a routine matter, for 
some while to come. Once the novelty has worn off the ad- 
venture of the “I came by plane,’ discomforts such as the 
insistent roar of powerful motors and, at times, excessively 
“bumpy’ roadbed of the air liners will come to count for more, 
it is believed by many. And the fog obstacle to regularity and 
dependability is far from overcome. “It has them whipped,” 
was the comment of one closely associated with the industry 
in its commercial aspects, when questioned not long ago on 
“what is being done by air transport operators to overcome the 
fog obstacle.” 
Faster Service and More of It 


But, whatever may be the reason, passenger schedules of 
the rail lines are being shortened in a wholesale way. On June 
first, two hours will be cut from the running time of the extra 
fare trains between Chicago and the California terminals. On 
that day, the running time of the “Chief,” of the Santa Fe, and 
the “Overland Limited,” of the C. & N. W.-Union Pacific, will 
be reduced to 56 hours. Eastbound schedules from the Cal- 
ifornia terminals to Chicago will be reduced 50 minutes, giving 
4 Minimum time of 57 hours in that direction, and one hour 
will be cut from the elapsed time between departure of crack 
(rains leaving Chicago for the Pacific northwest and their 








One end of the radio-equipped observation car on the new “North Coast Limited’”’ 
of the Northern Pacific. 


arrival at the north coast terminals. 


30 in the schedules of the northern lines. The new time be- 
tween Chicago and northwestern points will be down to a min- 
imum of 60 hours and 45 minutes, and the time between Chicago 
and the Twin Cities will have been cut to 9 hours and 50 
minutes. 

These changes represent, in culmination, reductions of as 
much as 12 hours and 20 minutes in less than six years in the 
schedules of the fast trains operating between the west coast 
and Chicago. Reductions of five hours were made in the 
Chicago-Pacific coast schedules only about a year ago, Jure 
9, 1929. And, in 1924, the minimum schedule between Chicago 
and the California terminals was 68 hours and fifteen minutes, 
which applied between Chicago and Los Angeles. The best time 
between Chicago and San Francisco was five minutes longer. 
At that time, the tightest schedule between Chicago and the 
north coast points, Port- 
land and Seattle, was 
70 hours. The reduc- 
tion in the interven- 
ing period,’ effective 
with the coming June 1 
schedules, will amount 
to 9 hours and 15 min- 
utes to the north 
coast and 12 hours and 
20 minutes to San 
Francisco. 

To mention only a 
few of the other recent 
improvements in point 
of time made available 
to the traveling public 
by the railroads, sub- 
stantial revisions were 
made in the time tables 
of the New York Cen- 
tral and Pennsylvania 
between midwest 
points and the _ east 
coast, effective April 
27, this year. On that 
day, both of those lines 
started 23-hour sched- 
ules between New 
York and St. Louis for 
the first time, and the 
Pennsylvania made an 
addition to its fleet 
of 20-hour trains be- 
tween Chicago and 
New York, as well as 
numerous other 
changes “stepping up” the speed of trains between intermediate 
points. The “American” and the “Spirit of St. Louis,” of the 
Pennsylvania, were put on the 23-hour basis in both directions to 
and from St. Louis. The New York Central trains, the “South- 
western Limited,” and the “Knickerbocker,” were spéeded up to 
make the new 23-hour schedule eastbound, and the westbound 
running time was cut to 24 hours. The fleet of 20-hour trains of 
the Pennsylvania was increased from four to six, April 27, with 
the addition of the “Manhattan Limited” to its group of flyers 
of that class, and a new train, the “New Yorker,” with a schedule 
of 21 hours and 25 minutes, was added. That followed less 
than seven months after the addition of the “Golden Arrow” as 
a 20-hour train the end of last September. On the latter date 
the New York Central increased its fleet of 20-hour trains from 
two to nine, five eastbound and four west. 

Also effective April 27, this year, schedules of the blue- 
ribbon trains of the Canadian National between Montreal and 
Chicago and Chicago and New York were stepped up by sub- 
stantial amounts, giving the “International Limited” the right 
to claim title as the “fastest train in the world,” for its dis- 
tance of 848 miles between Montreal and Chicago. Its time is 
18 hours and 15 minutes at an average rates of 46.4 miles an 
hour. It makes the run between Montreal and Toronto, 334 
miles, in 6 hours flat, at an average rate of 55.6 miles an hour. 


More Luxury 


Though no attempt can be made at anything like a com- 
plete catalogue of changes in interior accommodations that 
have been made, two of the most recent may as well be men- 
tioned for purposes of illustration. 


On May 15, the Northern 
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Pacific introduced a “new edition” of its “North Coast Limited” 
fleet that cost, according to announcements, approximately 
$4,000,000. The luxury of roller bearings, radio, card rooms, 
library, and such relatively standard, but, in this case, believed 
to be more ornate, accommodations as lounge-observation cars, 


valets, harbors, 
showers, and _. others 
were included. 

“The “Columbine” 
of the Chicago and 
North Western be- 
tween Chicago and 


Denver appeared in a 
brand new dress May 
22. <A quotation from 
its publicity giving the 
feel of its plush-lined 
interior is as follows: 
The observation and 
club car is known as the 
‘Colorado Club’ and is 
painted on the exterior in 
the blue, silver and gold 
of Colorado’s state flag. 
The 83-foot car is of deep 
blue, and running the 
length of the car at the 
height of the windows, 
which are unusually wide, 
is a broad band of silver. 
The window frames are 
in gold leaf. The Colo- 
rado coat of arms is 
painted on the outside of 
the club car and on the 
drum sign. In the club 
and dining cars- are 
oil paintings and large, 
framed photographs of 
Colorado scenery. A radio 
is installed in the lounge 
and a large mounted 
Colorado rainbow trout 
rides in the barber shop. , 
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are on a faster basis in average miles an hour than anything; 
the west. With an elapsed time of 20 hours, the distance of 


908 miles separating the two greatest metropolises of 4 
country is coYered at a rate of 45.4 miles an hour, While the 
the west, . 


best time in even under the new Schedules 

announced, wil] be 
at ai rate of 403 
miles an hour, for the 
2,261 miles between 
Chicago and San Fran- 
cisco. The new sched- 
ules to the Pacific 
coast will give ap 
average speed a ’ 
imating 35.5 ole on 
hour, for the 2,188 
miles between Chicago 
and Seattle, according 
to his figures. 


But, against this, 
the Chicago advocates 
of more speed point to 
the fact that regular 
20-hour schedules have 
been in_ since 1902, 
and that 18-hour sched. 
ules were maintained 
between June 11, 1905, 
and November 24, 1912, 
since when the 20-hour 
schedule has been 
maintained as a min. 
imum without inter. 
ruption. 


300 Per Cent Increase 
in Air Fravel 


But, in the face of A corner in one of the 32-passenger Fokker planes now used in commercial air Though railroad 
all this, comes a pro- transport. representatives are dis- 
test from Chicago that inclined to credit 
‘it is curious that these improvements have not been’ fear of commercial air transport for recent activity in improv- 


paralleled in the time tables of the railroads connecting the 
nation’s two most important cities.” From time to time Chicago 
newspapers and individuals complain that 20-hour service be- 
tween there and New York is an extravagant waste of the time 
of business men of the two cities. A 16-hour or 18-hour sched- 
ule, it is pointed out, would make it possible to complete a day’s 
work in Chicago and arrive in New York before the next day 
was well begun. ; 

“Twenty hours is still the best time between Chicago and 
New York despite improvements in roadbed, locomotives, cars, 
and safety appliances,” objects an editorial in the Chicago 
Tribune of May 3. “There are more 20-hour trains than formerly, 
a plain indication that the public will pay for speed and 
luxury, but no faster trains,” it continues. Other railroads can 
cut their schedules despite steeper grades, longer runs and 
smaller traveling public to cater to. The New York-Chicago 
roads apparently do not intend to speed up until aviation has 
taken the cream of the business from them.” 

The reply of the railroads is that sufficient demand for 
faster schedules has not been demonstrated. 

Cc. E. McCullough, passenger traffic manager of the Penn- 
sylvania, at Chicago, was asked if there was a possibility of a 
reduction in the fast train service between the two cities. 

“We are ready to cut our schedules to New York at any 
time that it is shown the public really wants it,” he replied. 
“But we feel that dependability, comfort, and safety at twenty 
hours means a lot more than eighteen hours with possible 
discomfort.” 

At present, he pointed out, the New York-Chicago schedules 


ing rail passenger service, they do say, in explanation, that 
“speed is the demand of the times. People want to get places 
quickly, whether they have anything to do when they get there 
or not.” That the stimulus for that has, in part, at least, come 
out of aviation is hardly to be doubted. And there seems to be 
fitness in adding the commentary that, though the air lines are 
not actually transporting a large number of passengers at 
present, in point of percentages, there has been an increase in 
air travel of more than 300 per cent since the first of the year, 
according to figures compiled by the American Air Transport 
Association. One individual of importance in that field has 
been quoted to the effect that the commercial air lines will 
carry more passengers this year than in all of the preceding 
five years. Some of the air lines show increases in the num- 
ber of passengers carried running as high as 600 per cent, since 
rates were reduced the first of the year. 

In the meantime, passenger revenues of the railroads have 
fallen off more than $450,000,000 annually in the last ten years. 
If a similar reduction takes place in the next ten years, present 
revenues will be cut approximately in half. But the railroads 
—at least, some of their spokesmen—believe they have found 
their stride. Passenger revenues of the 20-hour trains between 
New York and Chicago last year were greater than in any pre 
vious year. The railroads, they say, still have a good hold on 
the long-distance traveler who asks comfort, and to be able to 
calculate his arrival. The experience of the last few years has 
shown there is still money to be made in long-distance passenger 
carrying over lines of the steam railroads, and for that reason, 
no effort is being spared to realize on that class of travel. 
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HIGHWAY TRAFFIC COMMISSION 


A joint resolution (H. J. Res. 335) to create a federal high- 
way traffic commission has been introduced in the House by 
Representative Dowell, of Iowa, chairman of the committee on 
roads. The commission would be composed of five individuals 
to be appointed by the President, each member, other than mem- 
bers holding office under the federal government, to receive 
compensation at the rate of $20 a day when actually employed 
on the business of the commission. 

“The commission,” provides the resolution, “is authorized 
and directed to conduct an investigation and study, throughout 
the United States, of problems arising in connection with the 
movement, regulation and control of motor-vehicle traffic on 
gtreets, roads and highways, with particular reference to the 





use of traffic control and safety devices, the causes and pre 
vention of accidents at railroad crossings and elsewhere, and 
the licensing of operators of motor vehicles, all with a view to 
determining possible means by which nation-wide uniform 
methods may be put into effect for the handling of such prob- 
lems. The commission shall report its findings to the Congress 
on or before January 1, 1932, together with such recommenda 
tions as it may deem advisable.” 





MAIL BY MOTOR TRANSPORT 

Representative Sproul, of Illinois, has introduced @ bill 
(H. R. 12412) authorizing the Postmaster General to permit 
railroad and electric car companies to provide mail transporta- 
tion by motor vehicle in lieu of service by train. 
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¢ The Truck in Terminal Service 
€ the 
d ; . ° ; , 
¥« 3, Louis Plan of Handling Less-Carload Traffic in Terminal Interchange Highly Efficient—Off- 
_. Track Stations Operated by Columbia Terminals Company as Agent of Carriers Result of 
“a Late Date at Which Mississippi River Was Bridged —7,000,000 Pounds of 
oe Merchandise Freight Handled Daily by Tractor-Trailer Equipment 
Cc 
an 
ro By HOMER H. SHANNON 
an 
) 
ne OORDINATION of different types of transporta- mately the same time is required to deliver passengers 
ding tion service has been receiving much attention in from Lambert Field at St. Louis to a central point in 
recent months and consideration of the com- the St. Louis business district. The economy in time 
= jlexities involved is almost a certainty for the future. realized by the line haul service is largely dissipated by 
t to the comparatively antiquated method of 
ular handling the terminal problem. 
lave But to get back to the story, “a fortu- 
itous concatenation of circumstances,” in 
ed- ° 
ned the language of the old-time orator, has 
905, resulted in the development at St. Louis 
12, of a plan for handling less-carload freight 
our that illustrates the virtues of coordinated 
“4 rail and motor service to nice advantage. 
er. As agent of the railroads reaching 
St. Louis and East St. Louis, the Columbia 
“ Terminals Company handles approximately 
7,000,000 pounds of merchandise or less- 
carload freight daily, and does it with 
E oda ; speed and efficiency. Approximately forty 
ic Tl ir attaestiog dink, between, Gast, st. boule nnd st. Louie, Eads weidoe cer per cent of that is freight interchanged 
NV fleet of Columbia Terminals Company can be seen on the bridge. among the railroads, through the inter- 
at mediary service of the industrious trucks 
- In view of that fact and the announcement by the of this carrier servant; forty per cent is represented by 
. (Commission last week that it had instituted an investi- outbound shipments received at the universal off-track 
be 460 «gation, under Docket 23400, of coordination of motor stations of the trucking company, and the remaining 
re transportation with that of other common carriers, the twenty per cent is made up of shipments inbound to 
at «6 operation of the Columbia Terminals Com- 


pany at St. Louis is of particular interest 
rt just now. 


\S It has frequently been said _ that 
l freight-handling in large railroad terminals 
; is the principal limiting factor in efficient 
e operation of transportation facilities. No- 


where else in the world is line-haul of 
freight performed with such speed and 
economy as on the railroads of this coun- 
try, it is said, and nowhere is the terminal 
situation so accute. Terminal costs are 
generally supposed to represent about a 
third of the total expense of transporting 
freight over the steam railroads and, in 
point of time consumed, terminal services 
represent an even more disproportionate 
element of the whole. The success with 
which American genius has dealt with line 
haul movement, as contrasted with its 
lore fumbling disposition of terminal 
problems, is thrown into high relief by 
developments in aviation in the last three 
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- 
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years, 

: Illustrative of that, Universal Air Trailers lined up at one of the merchandise depots of an east-side carrier in 
hl ; - ast St. Louis. As soon as trailers are loaded, motor tractor itch on for e 
— operating a regular scheduled serv- haul to another railroad depot or one of the off-track stations. 


ce for passengers between Chicago and 


St. Louis, requires only two hours and twenty-five min- St. Louis for delivery to consignees there, principally 
utes to cover the 265 air-miles between the respective received from the freight stations of east side lines across 







airports, but the schedule provides for an hour for the Mississippi River. 
'ransferring the passengers between the central ticket Handling, as it does, every day, under all weather 
office at Chicago and Municipal Airport, and approxi- conditions, the major portion of all less-carload freight 
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that must cross the river separating East St. Louis from St. 
Louis, either as an interchange movement between east side 
and west side lines or as a part of the origination or delivery 
of shipments, the Columbia Terminals Company is, without 
doubt, the largest local trucking company in the country, and, 
with the possible exception of the Railway Express Agency, it 
probably handles more merchandise in truck equipment day in 
and day out than any other organization in the country. It 
not only is the chief instrument for handling less-carload freight 
over the river, but makes interchange on that class of traffic 
between stations on the east side and between stations on the 
west side, so that the rail facilities of the carriers are not 
called into play on that class of service at all. 


Origin of the System 


The explanation of the system of handling merchandise 
freight at St. Louis is found in the fact that the Mississippi 
River was not bridged until 1876. In that year Eads Bridge 
was completed and the first physical facilities for interchange 
of traffic between east side and west side lines by rail move- 
ment was created. Prior to that all shipments were handled 
by river ferries. Before construction of the bridge, it was, of 
course, impossible for the lines approaching St. Louis from 
the east to extend their rails into St. Louis. As a result, they 
had constructed terminals along the east bank of the river, 
which marked the termination of their services as carriers 
of freight. 

In the meantime, the west side lines had appropriated all 
the desirable terminal area along the west bank of the river 
adjacent to and in the industrial and business districts of the 
city, so that, so far as direct access to the city was concerned, 
east side lines were little better off than before completion 
of the bridge. Land for construction of their own terminals 
in St. Louis was either not available or the cost was prohibi- 
tive. 

The large amount of freight originating in St. Louis for 
delivery to east side carriers and to be handled across the river 
from east side lines to consignees in St. Louis early resulted in 
development of a thriving drayage business. 

One of the earliest of these transfer companies, using horse- 
drawn equipment, was Valentine’s Express Company, which 
began business under that name in 1857. In 1860 it was re- 
named the St. Louis Transfer Company, which was the pioneer 
company in establishment of off-track stations in St. Louis for 
receipt and delivery of shipments going to and coming from 
east side lines. The Columbia Transfer Company was organized 
in 1902 as a competitor of the St. Louis Transfer Company and 
other minor hauling companies then engaged in cartage of 
shipments across the river. In 1907 the Fidelity Transfer Com- 
pany was organized and in 1910 another comparatively large 
organization was brought into existence as the Central Transfer 
Company. Those four companies had what amounted to a 
practical monopoly on the railroad interchange and receipt 
and delivery of less-carload freight between 1902 and 1910. 

It was not until 1910 that East St. Louis rates, on traffic 
from the east, were applied to deliveries in St. Louis and the 
same rates, eastbound, applied from the two Cities. 

The next step in the evolution of Columbia Terminals 
Company was the absorption of the St. Louis Transfer Com- 
pany by the Columbia Transfer Company in 1918. At that 
time, the business of the St. Louis Transfer Company was 
much larger than that of the Columbia. The latter changed 
from Columbia Transfer Company to Columbia Terminals Com- 
pany in 1920, and it took over the business and equipment of 
the Fidelity Transfer Company in 1926, leaving only two com- 
panies, the Columbia and Central Transfer Company, in the 
field. 

By a decision of the Commission in June, last year, the 
railroads got authority to do business with a single transfer 
company and to simplify their operations in handling merchan- 
dise freight in other ways, which, it is assumed, will mean 
elimination of the Central Transfer Company in the near future. 
The Commission case, in which authority for abandonment of 
certain of the off-track stations, to the end of more economical 
operation, and the right to deal with only one company was 
sought by the railroads, is still pending, a cost study having 
been ordered so that the relative charges on different types of 
service might be based thereon. 

At present, approximately 90 per cent of the transfer busi- 
ness is performed by the Columbia Terminals Company. It 
operates six outbound off-track stations and four inbound sta- 
tions in St. Louis, while the Central Transfer Company operates 
one of each. 

How It Operates 


For operating reasons, the company has divided the terri- 
tory into three districts. Freight depots of the thirteen east 
side lines that have no facilities on the west bank of the river 
comprise one district. On the west, or St. Louis side of the 
river, a “north end” district is made up of one inbound and 
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one outbound off-track station and ten railroad depots T 
“south end” district has five outbound and three inboung > 
tions, a storage warehouse, and three railroad depots = 
trucking company itself mans and operates the off-track - 
tions and has its representatives at the railroad jam. 
assist in handling the freight over the platforms between c . 
and truck trailers and to take care of checking the freight poe 
perform other services involved. nd 

Equipment employed in the transfer between frejgh 
houses and railroad depots includes 97 7-ton motor teeta 
429 12-ton semi-trailers, and 10 6-ton semi-trailers. One specjaj 
30-foot trailer: is also used to handle shipments of excessin 
length. , 

By an adaptation of approved railroad dispatching methods 
this equipment is kept in constant circulation between the truck 
and railroad terminals with a minimum of lost motion. The 
volume of the movement and careful planning on the part of 
the company make possible almost complete elimination of 
empty movement of trailers and the making of complete loads 
for given destinations. Those dreaded enemies of efficiens 
operation, either in truck or rail transportation—the return load 
problem and cross haul—are kept at a level of life that Virtually 
amounts to nonexistence. 

Briefly sketched, the machinery for accomplishing this 
rests on the shoulders, or the private telephone communication 
system, of three dispatchers, one for each district. These mep 
are in constant communication with each other, relaying reports 
as to the location of equipment, its proper disposition, and other 
information. At the beginning of operations each day, the chief 
dispatcher determines from each district superintendent the 
number of loads ready to move and distributes the equipment on 
that basis. Throughout the working day he has a constant pic. 
ture before him of the distribution of the equipment, made pos. 
sible by hourly reports from the freight depots on the nun- 
ber of units on hand, the number of loads departed, and the 
number of remaining on hand. In addition, the chief dispatcher 
maintains a file of cards, each one of which represents a tractor. 
Blue cards represent crews working out of the east side garage 
and white ones those working out of the west side garage. 
Every move made by the tractor crews are reported to him as 
they are made, giving him direct control of the fleet throughout 
the day. 

The routine plan of operations requires that a fixed quota of 
trailers be held at each depot. Unless there is some good 
reason for deviation from these quotas, the station foremen 
jealously insist on their maintenance. A _ unique feature of 
operation that serves as a further safeguard against congestion 
at one point and idle equipment at another has grown up out of 
experience. Some years ago it was found that “tight” situa- 
tions could be avoided if advance knowledge was had of the 
approximate number of loads to be moved from the principal 
stations. As a result, the company’s own plan of shippers’ 
regional advisory boards was set in operation. 

At the close of each day, outbound depot foremen call their 
principal shippers and get an estimate of the business to be 
moved the following day and each . district superintendent 
makes a survey of his railroad depots for the same purpose. 
The information so obtained serves the same purpose in dis- 
tribution of the company’s equipment that the advisory board 
reports do in enabling the car service division of the American 
Railway Association to keep the army of freight cars of the 
country distributed so as to do the maximum amount of work. 


Thirty-Seven Freight Houses Served 


In all, there are thirty-seven freight houses served by the 
company’s equipment, so that distribution of the equipment 
and its economical use represents an accomplishment compal- 
able with some of the more intricate problems of railroad opera 
tion. The central item in that efficient use of equipment inheres 
in the tractor-trailer “setup.’”’ Under it, the detachable power 
units are kept busy as the proverbial ant, moving one loaded 
unit after another between loading and unloading points. The 
carefulness with which the operations problems have bee 
worked out is illustrated in a number of ways. Trailers spotted 
at the railroad depots are so placed that space is left beside 
each for another. In that way, when a tractor with an empty 
trailer pulls up, it can back in the empty and pull out the loaded 
trailer in minimum time. The simple device of leaving a 
opening between each two trailers was found to give an average 
saving of seven minutes for every empty dropped and every 
load picked up. 

Employe moral is maintained at a high level. Tractor 
crews get additional compensation for moving tonnage in excess 
of a fixed minimum, with the result that it is to the advantage 
of each individual to keep the equipment moving, and it is said 
that the language of the crews is not good to hear when they 
draw a shipment of straw hats. In 1926 a campaign against 
accidents was begun. Rewards are given drivers who complete 
the calendar year with a perfect record on that score. As 4 
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ult, the number of accidents dropped from 818, in 1926, to pool cars for shippers without making a trucking charge for 
mt in 1929. The figures include every kind of mishap, big carting the shipments to the different railroads. There is only 


or ittle, ‘ » 
of mployes is obtained. 
. Complementary Services 


4 lesson for trucking companies may be 
ead iD the experience of this agent of the rail- 
ads at St. Louis. In 1919, when motor trucks 
sere installed experimentally, it was found that 
sts were higher on the motor units than on 
te horse drawn equipment. The motor units 
wuld not handle enough additional tonnage to 
ofset the greater investment. The trailer prin- 
ile of operation was not introduced at that 
me and drivers and crews accumulated a great 
«al of idle time waiting for loading and unload- 
we That was in contrast to the method of 
stilizing the horse-drawn equipment. When an 
empty dray arrived at a station, the horses were 
mhitched and the driver transferred his 
shion, Whip, and other paraphernalia to a 
yaiting loaded dray. But, with the installation 
of trailer equipment and motor tractors, the sit- 
ytion was suddenly reversed. Less loss of 
ime was involved in dropping a loaded trailer, 
jetaching the tractor, and attaching it to an- 
other trailer than was required for the cor- 
responding exchange with horse-drawn equip- 
ment. 

The trailer equipment in use now loads, on 
the average, more heavily than does the average 
box car employed in less-carload movement. To 
sme extent, that loading is limited by the vol- 
ume of freight handled at the stations, as freight 


and show what can be accomplished when cooperation the customary handling charge for breaking up the car. 


Storage space in excess of 100,000 square feet is main- 
tained in the building where the general offices of the company 
are, giving it complete facilities as a warehousing and trucking 
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Interior of the universal off-track station of Columbia Terminals Company 
at Eleventh and Spruce Streets, St. Louis, for receipt of outbound shipments. 








for only one destination is placed on a single trailer, as a rule. agency. Store-door delivery is performed, at the expense of 
But the average loading out of the company’s outbound off- shipper or consignee, on about 5 per cent of the inbound 
track station at Seventh and Cerre Streets is approximately business. 
17,000 pounds, as compared to about 12,000 pounds loaded into Other ramifications include a canvas department, where the 
ihe average freight car used in less-carload movement. company makes its own tarpaulins and truck covers, an excep- 
Although the principal business of Columbia Terminals’ tionally modern paint shop, and two garages, one in St. Louis 
Company is handling of less-carload freight as agent of the and one in East St. Louis, for servicing the tractors and trailers. 
railroads, it has 102 motor units, including 6 semi-trailers, 3 Routine greasing and minor repairs to the trailers are per- 
tractors, and 93 trucks in what is called a leased motor truck formed by traveling crews, so that they are not brought into 
service. This equipment is leased on a contract basis to private the garages except at long intervals. 


a Columbia furnishing the drivers and servicing the A Natural Monopoly 
equipment. . : 
Other features of the operations of the company include a The question of why interchange of less-carload shipments 





A loaded trailer starting on its 20-minute run between depots. 





between railroads and maintenance of 
off-track stations should be almost en- 
tirely in the hands of one company, 
rather than a number of competing 
companies, seems to be answered by the 
nature of the business itself. It is a 
natural monopoly, in that effective utili- 
zation of equipment depends on suffi- 
cient tonnage at each station in the 
hands of a single agent, so that loads 
can be made solid for a single destina- 
tion. If, for instance, it were necessary 
to load shipments for several of the 
east side railroads on a single trailer 
at one of the off-track stations in St. 
Louis, the tractor pulling that trailer 
would have to remain hitched to the 
trailer, while the partial load was re- 
moved at the first of the east side stops, 
and so on down the line, with the re- 
sult that there would be a number of 
moves with something less than a com- 
plete load and the tractor crews would 
be tied up in wasteful delays. 

At present, five of the outbound 
houses in the “south end” district in 
St. Louis are within an area approx- 
imately a mile and a half square. The 
outbound house on the north side of 
the city is only about a mile and a half 
from the Eleventh Street station on the 
south side. It is believed by officials of 
the company that considerable duplica- 
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substantial pool car business handled from its Second and _ tion can be avoided if this number is reduced and that economies 
Salle streets station. Between 100 and 110 pool cars are would result. If there were a half dozen or more companies en- 

tandled out of that station each month, in addition to its serving gaged in the interchange, economies of that sort would not 

48 an off-track outbound station. It is the only one of the be as easily realized. ; ; 

‘ompany’s stations at which two types of operations are carried The cost of the service to the railroads is on the basis of 

*2. Since the station serves as an off-track station, it handles a fixed charge a ton. Formerly rates were made in terms of 
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commodities and minimum loads. But, because of the large 
amount of paper work involved, that plan was abandoned, fol- 
lowing a cost study designed to spread the charges equitably 
over the entire movement. On interchange shipments between 
railroad depots, the charges are as follows: west to west, 
$1.64 a ton; east to east, $1.64, and trans-Mississippi, $1.92. On 
the movement from outbound off-track stations in St. Louis to 
depots of west side lines, the charge is $2.00 a ton; for move- 
ment across the river to east side lines it is $2.41 a ton, and 
on shipments received from east side lines for hauling to the 
inbound off-track stations in St. Louis it is $2.71 a ton. A val- 
uable feature to the railroads is that use of the motor equip- 
ment releases railroad equipment for more profitable line-haul 
movement and reduces track congestion within the terminal 
area. 
Natural Development in Transportation 

That, perhaps, would be sufficient justification for the arrange- 
ment if there were not other good reasons, such as the fact 
that the historical development of the rail transportation facili- 
ties was such as practically to preclude the possibility of a 
normal arrangement for handling the merchandise traffic. 

At any event, here, in the services of the Columbia Termi- 
nals Company, is one of the most highly developed examples of 
what is meant by coordination of motor and rail transportation 
in one of the most fruitful fields for it, according to a number 
of authorities. The report made in 1923 of the special committee 
appointed by the Chamber of Commerce of the United States, 
on “Relation of Highways and Motor Transport to Other Trans- 
portation Agencies,” said that “the greatest opportunity for 
cooperation among carriers is at points where the capacity of 
the railroads is most limited and expansion most difficult and 
costly—that is, in terminal areas of the large cities.’ 

That situation is presented in extreme form at St. Louis, 
and the resultant problem has been solved in about the only 
way it could have been solved. The motor truck came to the 
rescue of the railroads at a time when it was doubtful if horse- 
drawn equipment could continue to meet the demands for speed 
and efficiency placed on modern transportation. The situation 
was such that it was doubtful if the necessary rail facilities 
could be created to handle the interchange and assembly and 
of the merchandise freight. The flexibility of motor transporta- 
tion provided a solution. Just how the existing system would 
compare with an all-rail system in point of total cost can not 
be known, as the all-rail system has never been in effect there. 

G. Lloyd Wilson, in his recent book, ‘Coordinated Motor- 
Rail-Steamship Transportation,” apparently takes it as an estab- 
lished fact that motor equipment is more efficient and economical 
in terminal service than is rail equipment. As to the speed 
with which Columbia performs its services, there can be no 
doubt of its superiority to the rail method of interchange. The 
maximum time between arrival of freight at one railroad depot 
and its delivery to another is said to be six hours—that as com- 
pared to about 48 hours, when the railroads attempted to do the 
job themselves. The actual time required to make the average 
run between depot and depot, or between depot and off-track 
station, is only about twenty minutes. 

Terminal handling of less-carload shipments is necessarily 
a kind of “retail” transportation as contrasted to moving 
hundred-car trains long distances at high speeds. It may be 
that something entirely new in the way of faci’ities will be 
evolved in the future to give the right of way on this class 
of business to that natural agency of “retail” transportation, 
the motor truck. 


BUS REGULATION BILL 


The Trafic World Washington Bureau 


The bus regulation bill received another setback May 20 
when, by unanimous consent in the Senate, it was recommitted 
to the interstate commerce committee. This action was taken 
after the committee had reached the conclusion that a severe 
fight would be made on the bill if it came up for consideration 
in its present form and that it might be possible to reach an 
agreement in the committee on a revised bill. 

The opposition to the bill has been led by Senator Dill, who 
is against the requirement for a certificate of public conven- 
ience and necessity. 

The majority of the Senate interstate commerce committee 
decided May 23 to stand by the bus regulation bill as it had 
previously been reported to the Senate. The bill now goes 
back to the Senate without change. 

The minority on the interstate commerce committee may so 
emasculate the bus regulation bill ‘as to defeat the prime pur- 
pose of limiting common carrier users of the highways to such 
operations only as are shown to be required by public con- 
venience and necessity,” according to John E. Benton, general 
solicitor of the National Association of Railroad and Utilities 
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Commissioners. The minority, he pointed out, was Oppo 
the requirement for a certificate of public convenien met 
necessity. ina 
Announcement by the Commission of investigation of 
ordination of motor transportation is being used as an argu ad 
against the enactment of bus legislation at this session — 
gress, according to John E. Benton, general solicitor of q. 
National Association of Railroad and Utilities Commissions” 
“One unhappy, and probably wholly unthought of result 
the investigation order,” said he, “is that it is being used . 
an argument against the enactment of bus legislation at 
session. In this respect history repeats itself. In 1996 A 
the Cummins bus bill seemed likely to be reported, the ¢ os 
mission began its first investigation (I. C. C. No. 18300) i 
Congress marked time for two years waiting for the Commi 
sion’s report. Of course, if legislation should await completi : 
of this second investigation, there would be no Parker bus bill 
passed at this session, and probably none at the next Session 
But this investigation is limited to the relations between motor 
vehicles and railroads. The necessity for regulation of ater 
busses generally was settled, so far as the Commission Was 
concerned, in the former investigation. The institution of ap. 
other investigation is no reason for more delay.” 


MOTOR VEHICLE TAXATION 


Determination of a uniform system for rating and taxing 
motor vehicles has been the subject of an investigation of the 
Bureau of Standards of the Department of Commerce in COop- 
eration with the state of Connecticut, according to George K 
Burgess, director of the bureau. 

“The investigation sought to find a simple method of dis. 
tributing a total tax levy, determined by the state, among the 
various classes of vehicles and the units within a class as 
nearly as possible according to the amount and character of 
each vehicle’s use of the streets and highways,” said he. 

“The major factors involved in a vehicle’s use of the roads 
were considered to be (1) the weight of the loaded vehicle, (2) 
its annual mileage and (3) the type of tires used. The bureau's 
report outlines a method for estimating the equitable relation 
between gross weight and total annual tax for vehicles travel- 
ing an average number of miles per year. By imposing a suf- 
ficiently high fuel tax so that it alone is nearly equal to the 
total tax desired for the lighter cars, a very nominal registra 
tion fee is made possible for this class, and the best practical 
distribution of tax according to miles traveled is insured for all 
vehicles. An increasing scale of registration fees for the heav- 
ier vehicles is generally necessary. A general formula involv- 
ing gross weight which, by a proper change of constants, may 
be used to express total annual tax, annual fuel tax, or registra 
tion fee for pneumatic or solid tired vehicles is used in com- 
puting the tax schedule which may then be printed in a table 
for convenient administration. 

“The widespread use of such a system would insure con- 
sistent taxes for all classes of vehicles, provide for uniform 
basic methods of rating vehicles and collecting fees throughout 
the country, and yet permit the several states to select tax 
schedules suited to their individual requirements. 





AUTOMOTIVE ENGINEERS 


Approximately 1,200 automotive engineers, executives of 
the automotive industry and others are expected to attend the 
summer meeting of the Society of Automotive Engineers al 
French Lick, Ind., May 25 to 29, inclusive. The twenty-fifth 
anniversary of the society is to be celebrated. A feature will 
be an elaborate historical and educational exhibit of old motor 
cars, accessories, displays of early newspaper and magazine 
advertising and editorial accounts of outstanding events and 
developments in the industry. Technical sessions of the various 
groups will be confined to the mornings, leaving the afternoons 
free for recreation and other program numbers. Thirty French 
engineers representing the Society des Ingenieurs will be 
present, as well as representatives of the Department of Com- 


merce, Bureau of Standards, Army and Navy. Papers to be pre § 


sented cover topics ranging from “The Psychology of Ridin 
Comfort” to “Power Plant Economies.” The twenty-fifth - 
versary dinner and dance will be held the evening of May 28. 


HIGHWAY TO ALASKA 
President Hoover has signed the bill providing for a study 
of a proposed highway from the northwest to Alaska through 
British Columbia. 


POSTAL DEMURRAGE CHARGES 
Congress has taken final action on H. R. 1234, which author: 
izes the Postmaster General to impose demurrage charges 
undelivered collect-on-delivery parcels. 
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Eighth of a Series of Articles on the Relations Between Transportation, Production ‘and 
Marketing, by Prof. L. C. Sorrell 


kets, seeking access to a common supply of raw 

materials, or a common market, with substantially 
equal distances, gradually shades off into a situation 
yhere the differences in distance become quite signifi- 
cant. The competitive market may be necessary to the 
competitors, either because it is the chief market, or 
because it is necessary to the rival producers in order 
io attain the volume of business needed to reduce pro- 
duction costs to some desired standard, or because ex- 
pansion is desired for its own sake. This struggle for 
markets in which to sell or for access to needed mate- 
rials, of course, calls in question the relative freight 
rates; the nearby producers emphasizing the desirability 
of giving full recognition to distance, and the more dis- 
tant ones attempting to minimize the importance of that 
factor. 

Several cases can be distinguished: First, one 
product only may be concerned; the competition of Cali- 
fornia and Florida fruits and vegetables for the con- 
wming markets of the northeast belongs to this class. 

Second, two or more inbound materials may be in- 
volved, with certain producers located nearer one of 
thm and other producers located nearer the other. 
Thus, blast furnaces located at the Lake Ports are 
nearer the ore than their competitors located in the 
interior ; the latter are nearer the supplies of coal. Both, 
of course, are important in the production of iron. 
Probably ore moves toward coal more frequently than 
the reverse tendency occurs; but, with an empty back 
haul of freight cars and ships, coal may be carried 
toward the ore. A similar situation exists where a 
given raw material breaks down into two or more 
products, each with a different market; wheat flour 
and by-products are an example of this. 

Third, the inbound rates on materials and the out- 
bound on the product may both be involved. Some pro- 
ducers may be located nearer the sources of material 
and others nearer the important competitive markets. 
Thus, livestock is slaughtered in the west near the stock 
producing areas, and the most important consuming 
area lies east of the Mississippi; but a considerable 
proportion of the total is slaughtered in the eastern 
portion of that territory. One group of meat packers 
thus enjoys a relatively short haul on the animal, but 
irelatively long one on the product, and for the other 
group of packers the condition is reversed. Wheat and 
its products experience similar conditions. 

Fourth, some producing areas may 
‘ance advantage over their competitors on both the 
outbound and the inbound movements. Thus, New 
England must draw a large part of its supplies past 
8 competitors and likewise must ship much of its 
product past the same competitors. The intermountain 
and Pacific coast districts obviously present a similar 
‘itwation, though in different degree. But in all of 
these cases the relation of the long haul to the short 
haul (or more accurately, the shorter haul) rates will be 
‘arefully watched. 


Long and Short Haul Rate Adjustments 


P It remains to consider how the various methods of 
‘‘justing the long haul rates to the short haul rates 


Te case of competing producing areas, or mar- 


enjoy a dis. 


fend to affect the markets enjoyed by competitors. The 





term “tend to affect” is used, because, as shown in the 
preceding article, the size and shape of market areas 
for various producers and products are not determined 
alone by differences in freight rates. 


A freight rate structure whose rates progress rather 
rapidly with distance tends to give the advantage to the 
nearby producer. In fact, common parlance often 
speaks of such a freight rate structure as affording 
“protection” to the short haul competitor. The com- 
parison with the protective aspect of customs tariffs is 
significant, for in this respect freight rates do resemble 
certain types of taxation. A customs duty increases 
the cost of foreign-produced goods to the domestic con- 
sumer? and thereby enables the domestic producer to 
hold that market even though his production cost may be 
higher than those of his competitor. 

Similarly, a decided difference in freight rates 
enables the local producer to sell in his own market, 
even though his productive costs may be somewhat in 
excess of his more distant competitor. 


As shown later, the cost of production cannot be 
very much larger, or the freight rate advantage may not 
be able to overcome it; but, within limits, the advantage 
is a real one. Furthermore, either the railroads in the 
pursuit of their own interests or at the behest of state 
regulatory commissions, seeking to protect the com- 
mercial interests of their own states, may accord their 
own shippers a considerably lower scale of rates, dis- 
tance for distance, than prevails on the longer, or inter- 
state traffic. Thus, in the Jones and Laughlin case, 96 
I. C. C. 682, the Commission, in speaking of the lower 
commodity rates on iron and steel from Illinois and 
Indiana rates to the same states than prevailed from 
the Pittsburgh district, said: 

These commodity rates from the Illinois and Indiana points are 
the result of a policy of certain carriers to foster the deevlopment 
of industries on their lines. - The commodity rates have as- 
sisted the Illinois and Indiana producers in building up their busi- 
ness. Substantial increases in such rates in all probability will cause 
some loss of business to these producers, while the Pittsburgh interests 
would probably regain some of the business they have lost.” 

Such a method of rate-making, of course, resembles 
the method of imperial preference in the customs admin- 
istration of the British dominions. 


But the advantage thus gained in rates, even though 
supplemented by faster service and product differences, 
is subject to limitations. Improvements in transporta- 
tion in the nineteenth century, doubtless, tended more 
to reduce the cost of long haul transport than it 
operated to improve short haul carriage; and, since com- 
petition in transportation forced the carriers to pass on 
to the user the benefits of such reduced costs, and since 
the carrier’s interests seemed generally to favor a pro- 
motion of long distance carriage, the more distant pro- 
ducers were enabled to reach markets at less disad- 
vantage in rates. The theory that, although freight 
costs might increase with distance, they did not grow 
proportionately with mileage, was reflected in freight 
rate structures with low rates of progression. This 
further reduced the disadvantage of the distant pro- 
ducer. 





1For present purposes it is assumed that the domestic price is 
the foreign cost plus the duty. It is not intended to argue that the 
foreign producer never bears any of the the tax himself. The shifting 
and incidence of taxation is an intricate matter; so, too, the shifting 
and incidence of freight rates. 
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And so, even where the rate structure is a mileage one, 
the disadvantage of the more distant producer in freight rates 
tends to diminish as the distance of both competitors from the 
competitive market increases. Rate differentials that may not 
be overcome immediately in the local market may be sur- 
mounted at no great distances therefrom. This may be shown 
by the application of the Central Freight Association rate scale 
to the situation shown in Figure 1. It is assumed that two 
competitors are located at P’ and MP, and that the competitive 
markets are MP, M?, M?, M*, and M*. The figures in the dia- 
gram are the assumed distances between the respective markets. 
Taking the fifth class rate under the C. F. A. scale, the situa- 
tion is as follows: 
5TH CLASS RATE TO FIGURE 1 


APPLICATION OF C. F. A. 
Rate 


Mar- Distance Distance 5th Class 5th Class Disadvan- 
ket from P’ from MP rate from P’ rate from MP tage of P’ 
M’ 100 100 10.0¢ 19.0¢ none 
MP 200 wees 25.5¢ toaes 25.5¢ 
M2 225 100 26.5¢ 19.0¢ 7.5¢ 
M? 400 200 32.0c 25.5¢ 6.5¢ 
M* 600 400 38.0¢c 32.0¢c 6.0¢ 


At all these markets MP has the advantage in distance, 
except at the one intermediate one. Directly at MP, that pro- 


Figure l. 
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No. 1. Carriers’ proposed maximum scale. 
No. 2. Scale proposed by the Southern Traffic League 
No. 3. Memphis-Southwestern scale. 


ducer has a freight rate advantage of 25.5 cents a hundred 
pounds, less cartage or switching charges varying perhaps from 
3 cents to 10 cents a hundred pounds. But at M‘, from which the 
competitors are 400 and 600 miles distant, MP has an advantage 
of only 6.0 cents a hundred pounds. In an actual case, doubt- 
less, both would encounter other local competition before reach- 
ing that point. 

It is to be observed also that the capacity of the more 
distant producer to compete with the nearer one, under distance 
seales, is affected by the rate of progression of the scale. If 
the scale rises rapidly in its earlier protions and then tends to 
flatten out, this will favor the long distance traffic as com- 
pared with the short haul business. Conversely, if the scale 
shows only moderate increases for the smaller mileages, but 
continues a steady advance when the longer distances are 
reached, the long haul business will be adversely affected. 

Figure 2 illustrates this principle by plotting for distances 
up to 400 miles the maximum first class rates proposed by the 
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carriers, by the Southern Traffic League, and the Memphi 
Southwestern scale, as given by the Interstate Commerce “A 
mission in the southern class rate investigation (100 | on 
513, 711). It is obvious that the carriers’ proposed maxin, C. 
scale rises rather rapidly for short distances and then orn 
flatten out, whereas, the Memphis-Southwestern scale is ~ 
unfriendly to the longer hauls. The proposals of the Souther: 
Traffic League were more favorable to the short hay] traghe 
but, after 150 miles, that scale has the same characteristics ‘ 
that of the carriers, except that it is pitched on a considerably 
lower level. In speaking of the carriers’ proposals, the “sed 
mission said: ” 


Within its restricted range, it applies generally for qj 
less than 200 miles; beyond that point it serves merely as pager “ 
limit of rates. It was constructed after the key rates were determined 
and its chief function appears to be to harmonize and increas +. 
short-haul distributive rates out of the jobbing centers, — 


Some important rate structures increase gradually with 
distance until a certain point is reached, and then sustain no 
further increases, regardless of distance. The old adjustmen; 
of rates within the state of Texas is easily remembered as one 
that had this characteristic. It was apparently designed to 
accord each distributing point a territory in which it wou 
have a freight rate advantage over competitors, and beyond the 
limit of progression, all competitors would be equal so far as 
freight rates could make them so. Extend this nonprogressiye 
scale of rates over a wide territory, and a blanket rate struc. 
ture appears. Fruits from the Pacific coast, perhaps, constitute 
one of the best examples of this type of long distance rate aq. 
justments today. Although the haul from California to jn. 
portant consuming centers in the northeast is approximately 
double that from Florida, the blanketing of rates on California 
citrus at a relatively low level enables the Pacific coast fruits 
to compete on practically even terms. The Commission said ip 
144 I. C. C. 621: 

! 


_ _ The history of the California rates as disclosed by our decisions 
indicates the strong impress of the desire of the transcontinental 
carriers to enable the California growers to market their crops in 
the large eastern seaboard cities in competition with’ fruit from 
Florida and from foreign countries, rather than attempt to hold the 
rates at a level of maximum reasonableness for the transportaiton 
service performed. 


It is hardly necessary to dwell on the fact that fourth sec- 
tion relief, granted to meet market competition, enables a firm 
to gain access to markets that otherwise it mighi lose, or 
could enter only at the sacrifice-of profits. 

In periods of rapidly changing general price levels, when 
the levels of freight rates themselves are changing, this issue 
of the long and short haul rate relationship again becomes 
prominent. Allegations that competitive relationships have 
been disrupted are numerous. Much concern will be manifested 
over the question, whether all rates shall be advanced or re 
duced together, or whether certain “‘basic’”’ ones shall be selected 
for speciai favors. The adjective, “basic,” then becomes a 
controversial issue. If all commodities must bear an increase, 
the question of straight percentage increases, versus flat or 
specific increases, or a combination of the two methods, is pren- 
inent. 

The clash of interest between long haul and short haul 
producers was well exemplified in the discussion preceding 
the decision in Ex Parte 74 in 1920. Producers of terra cotta 
products complained that the G. O. 28 increases of 1918 had 
imposed on them a percentage increase, whereas building 
stone, with which they compete, had been limited to specific 
sums. This disturbed the competitive relationship between the 
products and the producers insisted that the increases, if aly, 
be so applied as to restore the former relationship. Interior 
steel mills desired specific increases in rates that would it- 
crease the cost of iron ore by the same amount to all blast 
furnaces, while the lake furnaces insisted that specific increases 
on iron ore and percentage increases on coal would only benefit 
the same interior mills. Pacific coast lumbermen urged specific 
increases, whereas their shorter haul competitors in the south: 
east were certain that the straight percentage method of i 
crease was the only fair method. Oil refiners situated to ™ 
ceive their crude by pipe line and tank ship, with comparativels 
short hauls for their products, favored the percentage method, 
and mid-Continent refiners desired the flat sum increase 00 the 
products. Potato growers in Minnesota and Wisconsin, sell 
ing to markets in C. F. A. and Trunk Line territories, desire 
specific increases limited to small sums for the long lal 
traffic, and Pacific coast fruit producers also felt certain that 
this method should obtain. Interior Iowa meat packers declared 
that the specific increases on livestock under G. O. 28 together 
with percentages on the products thereof was inimical ( 
western slaughter. Chicago desired to preserve intact the dif 
ferential over St. Louis on western and southwestern om. 
while the river city was equally certain that any percentage ° 
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should be applied to the differential as well as to the 
The representative of the New England interests 

ed specific increases on fuel and raw materials, inasmuch 
we sat section must import those from the rest of the country 
e longer distances than their competitors. Generally speak- 
ooh long haul shippers desired specific increases, or limita- 
est on the percentage method of increasing rates, whereas 
os short haul producers favored the straight percentage method. 
Only brief mention need be made of the fact that full 
combination rates tend to favor the nearer producers and dis- 
tributors located at the rate breaking points, as compared with 
those situated at some distance away from those points. In 
the southern class rate investigation, Ohio River cities main- 
tained that rates from points north of the Ohio into the south 
should be made on the combination basis as theretofore, or, if 
through rates should be prescribed, they should be no lower 
than combinations obtained by applying existing factors north 
of the river to the scale prescribed for application south of 
that stream. : ; 

The issue that underlies such controversies, of course, is 
whether the policy should favor the widest possible extent of 
the market for all producers and distributors wherever located, 
or it should be the policy of the nation to accord to each pro- 
jucer a certain market distinctly his own and thus, in effect, 
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decentralize the country so far as freight rates can accomplish 
that. The issue was well stated by former Commissioner Lane 
in Arlington Heights Fruit Exchange versus the Southern Pacific 
Company, 22 I. C. C. 149, 157-8: 


This case, when broadly regarded, involves a question of the 
highest national importance. What is to be our policy with respect 
to the movement of traffic? Shall the country be treated as a whole 
for commercial purposes or shall it be infinitely divided? In our pos- 
tal service we deal with the country as a unit. As to our railroads 
there is no uniform policy, even upon the same lines or systems... . 
Perhaps the United States will one day declare a policy of its own 
in this regard. Primarily it is a matter of national concern and not 
of railroad policy as to what system of rate making shall obtain so 
long as the carriers receive a reasonalbe return upon the value of 
their property. The people may say (1) that railroad rates shall be 
made so as to carry all products into all markets within the four 
lines of the country; or (2) that after a certain narrow limit is passed 
the whole of the land shall be one zone; or (3) a system of rates 
that will keep producers and consumers as near together as possible 
and eliminate waste in transportation. These are national questions. 
They go to the very future of our industrial life. Upon their determina- 
tion depends the character of farm products and the nature of the 
industries in the various sections of the country. The railroad by its 
rates may make of the nation one economic and industrial unit, each 
portion thereof doing best what nature has fitted it to do best. 


It is a question whether the Commission, shippers, and car- 
riers, are not adopting a national policy in proposing and 
accepting mileage systems of rate making. 





Ocean Shipping News 





SHIPPING BOARD ACTION 


The Shipping Board, May 21, authorized construction loans 
to aid in building the two largest merchant ships yet contracted 
for in an American shipyard. The vessels will be built for the 
Trans-Atlantic Steamship Corporation and the North Atlantic 
Steamship Corporation, subsidiaries of the United States Lines, 
Inc, and will be built by the New York Shipbuilding Company, 
at its yard in Camden, New Jersey. Contracts covering the 
construction already have been agreed upon by the owner and 
builder, and the board has been advised that work will proceed 
forthwith. 

The amount of the loans will aggregate $15,750,000 for the 
two ships, the total cost of construction being $21,000,000. This 
latter figure was the offer of the builder as the result of com- 
petitive bidding on the part of the leading shipyards of the 
United States. 

These ships are designed for the North Atlantic-Continental 
European and Hamburg Bordeaux range service of the United 
States Lines, for which they will be completed in about two 
years’ time. Their construction will not, however, have any 
bearing on the agreement made by the U. S. Lines at the time 
the line was purchased to build two 45,000-ton express liners 
of 28-knot speed for the New York-Channel ports run. 


The ships for which the loans were granted will be 705 feet 
in length, 86 feet beam, propelled by twin screws, driven by 
geared turbines, or by turbo-electric combination. They will 
be of about 30,000 gross tons and will have sea speeds of 20 
knots, which compares very favorably with vessels of similar 
‘ype in the trade for which they are designed. Accommoda- 
tons will be provided for 600 first class, 490 tourist, and 200 
third class passengers. These loans will be repaid in 20 annual 
istallments with interest, payable semi-annually, at the mini- 
mum rates provided in the Jones-White act. 

Loans in aid of building six combination passenger cargo 
vessels for the United Mail Steamship Company, a subsidiary 
of the United Fruit Company, of Boston, were authorized by 
the board in the maximum aggregate amount of $15,412,500. 
These loans will represent three-fourths the cost of building the 
‘x ships, three of which will be built at the Newport News 
Shipbuilding and Dry Dock Company, Newport News, Virginia, 
and three at the Bethlehem Shipbuilding Corporation yard at 
Fore River, Massachusetts. 

_ Three of the new ships will be operated between San Fran- 
‘isco and Puerto Armuellas and the other three will be operated 
tetween New York and Port Limon. All of the ships will be of 
6 knots speed, 447 feet in length, 60 feet beam, by 24 feet draft 
and Will have deadweight tonnage of 4,000 tons each. They will 
equipped with turbo-electric machineries and will be pro- 
elled by twin screws. These loans will be repaid in 20 annual 
‘nstallments with interest, payable semi-annually, at the mini- 
mum rates provided in the Jones-White law. 
i The board authorized acceptance of an offer of the Amer- 
an Scantic Line, Inc., of New York, for purchase of the Scantic 


for the sum of $67,000. This vessel was severely damaged by 
fire at New Orleans in March and the offer of the American 
Scantic Line, which is owned by Moore & McCormack, Inc., is 
made on an “as is, where is basis.” 

The board authorized substitution of the Sahale for the 
Cardonia on the Gulf West Mediterranean Line, which was 
recently delivered to the Tampa Interocean Steamship Company 
of New Orleans. The substitution was made at the request of 
the purchaser because the type of machinery in the Sahale is 
adaptable to increased speed. 

In compliance with the requirements of section 403 of the 
merchant marine act, the Shipping Board certified to the Post- 
master General the following essentials for a proposed ocean 
mail route from San Francisco by Manila to Singapore: 


Not less than 10 sailings a year with combination cargo and 
passenger vessels of not less than 10,000 gross tons, capable of 
gael a speed of not less than 13 knots in ordinary weather 

The board authorized the Merchant Fleet Corporation to 
proceed with a plan.to equip the Lorain with pulverized coal 
burning equipment. The cost of this work will be approximately 
$61,600. ° 

Sale of the ocean-going tug Bayport to W. G. Coyle & Co., 
Inc., of New Orleans, for the sum of $56,398, was authorized 
by the board. The vessel has been operated by the purchaser 
under a bareboat charter from the board. The Bayport is a 150- 
foot steel, oil-burning ocean tug and is the last of her type in 
the possession of the board. 


OVERSEAS SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Trans-Pacific conference affairs are understood to have 
reached a vital point, both with regard to the Pacific Westbound 
Conference, outward, and the several homeward conferences in 
the Far East. Important developments are anticipated soon as 
the outcome of numerous discussions of many subjects at formal 
and informal meetings at Pacific coast ports and in the Orient. 
There seems to be sentiment in favor of a determination of 
these questions in such a manner as to greatly strengthen con- 
ference regulation of the trans-Pacific trades. 

The so-called “non-conference conference,” consisting of the 
Japanese semi-berth services, which are not members of the 
Pacific Westbound Conference, is one of the major issues under 
consideration. Extension and improvement of the contract rate 
system, the new Straits Settlement and Dutch East Indies tariffs, 
and the restoration of the old rate level in the homeward trade 
are among other matters being debated. 

The special meeting called for May 27 by contract rate com- 
mittees from the Atlantic far East and the Pacific Westbound 
Conference has been canceled. The special meeting was sug- 
gested by the Atlantic body to discuss extension of the contract 
rate system to cover all items in tariffs of the two organizations. 

The reason for the cancellation of the meeting was not dis- 
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closed here. A formal agreement has been signed by officials 
of the Dollar Steamship Lines and the Matson Navigation Com- 
pany, and the document has been filed with the United States 
Shipping Board, it is said. Representatives of the interested 
companies declined to make public details of the pact on the 
ground that such information should be made public at the 
election of the Shipping Board, if at all. It is known, however, 
that the agreement is concerned with traffic in Oriental and 
Hawaiian trades and is an outcome of the “Manila-direct” situa- 
tion. The Matson Line recently withdrew from the Manila trade 
after announcing that the company would not make a bid for 
the Manila mail contract. It was known at that time that the 
two companies had reached some sort of understanding, but the 
existence of a formal statement of this accord was not known 
outside of the interested parties. 

Circulation of reports that a consolidation of the Matson and 
Dollar Lines was in the making might be attributed to this 
agreement. It is understood that otherwise the merger report 
has no foundation in fact. 


Freight Rates Rally 

Less than 1 per cent though it was, the April rally up of 
Lloyd’s List tramp freight index to 71.36 was a welcome relief 
from the continuous down drift of the market price of ocean 
freight since August, 1929. Comparison further back than March 
shows an April, 1929, of 91, an April, 1928, figure of 85.80 and 
an April, 1927, figure of 101.29. 

Lloyd’s says it is impossible to say the world volume showed 
substantial expansion. The North American cereal markets had 
little to offer, and after the Easter holidays renewed signs of 
instability in wheat prices had a restrictive effect on homeward 
chartering from all directions. There were also disquieting 
signs of diminution of foreign demand for British coal, resulting 
from German and other over-production. 
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In view of the “enormous concentration in the European 
area of unemployed vessels it is not surprising” that it was 
hard to maintain rates there. For this reason the quantity of 
Plate chartering was meager to an extreme, and the extent of 
the tonnage glut was illustrated by the fact that as soon as 
homeward quotations rose momentarily by a shilling or so there 
was a compensatory decline in outward values, making the round 
voyage position almost as bad as ever. 


APRIL INDEX 
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Some signs of betterment are reported by lines engaged in 
the Far East trade, and a definite increase of business activity 
in the next few months is looked for by them. Others, how- 
ever, are of the opinion that the recovery will be a bit slower 
than this. The new internal troubles in China and the dis- 
turbed economic conditions in Japan are restricting buying by 
these countries. Unrest in India, it also is feared, may be far- 
reaching in its effects. 

The Gulf-Far East Conference lines have pegged cotton rates 
at 50c and 65c for the remainder of the year, and several of 
the outside lines have agreed to adhere to these rates. The 
Straits Settlements group of lines also is working out of its 
difficulties. Rates in the Far East trade are generally well 
maintained, and there has not been the same degree of softening 
in this as in the other trades. 


Mediterranean lines have experienced the same slump as 
others and the effects are felt in both outward and homeward 
business. 

Dullness in the Australian trade is so pronounced that one 
ship recently sailed with only 900 tons of cargo instead of her 
usual 4,000 or 5,000 tons. Similar conditions exist in the South 
African trade. 

Intercoastal steamship lines see some signs of improvement 
in westbound business apart from season features, but eastbound 
business is still unsatisfactory. Demand for lumber in the East- 
ern market remains below normal and little hope is held out for 
early improvement. 

Depression throughout the cargo trades is reported by 
steamship companies, and traffic men see little or no prospect 
of early improvement. They also are at a loss to account for 
the widespread slump. Unfavorable rates of exchange is men- 
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tioned as one outstanding factor. Uncertainty in regard 
tariff legislation at Washington is another, but in most » 
the principal factor appears to be disturbed economic conditi 
abroad, especially in Japan, China and India. Tendency — 
expansion of domestic production also has operated as a — 
on overseas trade in various directions. eck 

In the transatlantic trade conditions are described as wor 
than they were during the depression of 1920-21. The Some, 
sion here is ascribed by some to the operations of the Canadiar 
and United States wheat pools, which have retarded European 
buying and opened the way for greater shipments of Argentine 
grain. Others, however, quote figures to show that the per: 
centage of grain moving in the north Atlantic trade has been 
well maintained. 

There has been a spasmodic movement of machinery ang 
general cargo, including materials for the erection of new 
plants on the other side of the Atlantic, which, when completed 
will be the medium of further reduction of shipments from the 
United States to Europe. The Ford Motor Co., Firestone Tire 
& Rubber Co. and other American manufacturers have already 
opened plants in Europe and others are making similar plans 
in anticipation of the erection of tariff barriers by European 
nations in retaliation against this country. 

At present the automobile export trade is described as sho 
to pieces. Apple shipments from the Atlantic and Pacific ports 
to Europe, which have been relied upon as a source of revenue 
in the slack season, have shown a 50 per cent decrease from 
last year’s figures. There has been a fair movement of provi. 
sions, but this has been affected by United Kingdom purchases 
of bacon and ham from the Baltic countries. 

Companies engaged in the South American trade report gen. 
eral lack of buying in those countries and no prospect is seep 
of early revival. Argentina, for instance, is reported consider. 
ing a tariff on United States imports regardless of whether 
the pending tariff bill is passed or not. 

A new intercoastal steamship line concentrating on the 
handling of refrigerated cargo is planned by a group of business 
men in the Puget Sound area, according to advices from Seattle. 
Organization plans are reported practicaily complete, and in. 
corporation papers have been drawn up, but have not yet been 
filed. Names of those interested in the project have not yet 
been announced. It is proposed to start business with three 
vessels of 8,000 to 9,000 tons to be purchased from the Shipping 
Board and to add new tonnage later as the trade develops. The 
organizers are said to be counting upon a substantial volume 
of trade in fresh fruits, eggs, poultry, fresh and frozen fish and 
other perishable commodities. 

Nicaraguan consular fees payable in New York hereafter 
are to be as follows: Visa of bill of lading, $3 plus manifest 
fee of 30 per cent of the consular fees, which are payable in 
Nicaragua, this amount to be rounded off on a basis of even 
half-dollars. Consular stamps will be placed on the consular 
invoices and canceled by the consulate, the smallest denomina- 
tion to be 50 cents. Therefore, hereafter the consular fees 
must be in multiples of fifty. For instance, if the fees payable 
in Nicaragua are $7, the manifest fee will be $2.50, instead of 
$2.10, which was formerly the case. 

The Chilean Consulate has changed the charge for letters 
of correction from $4.40 to $4.50. They have a new form of 
consular invoice blanks which are now.on sale at the consulate 
for the same price as formerly, namely, 60 cents per set. Those 
still having a supply of the old forms may continue to Use 
same until such supply is exhausted. 


OCEAN AGREEMENTS 


The following agreements filed in accordance with section 
15 of the shipping act of 1916 were approved by the Shippin 
Board May 21: 


American-Hawaiian Steamship Company with Compagnie Fran- 
caise de Navigation a Vapeur (Fabre Line): Arrangement 7 
through shipments of dried fruit, canned fish and canned goods = 
United States Pacific Coast ports to specified Mediterranean te 
ports, with transhipment at New York. Through rates are be 
based on direct line rates and apportioned equally between the lines 
each of which is to assume one-half the cost of transhipment. 

Redwood Line, Inc., with Clyde-Mallory Line: Through buune 


between Pacific Coast ports of ca 


arrangement covering shipments boot New Orleans. 


of Redwood and Tampa, Fla., with transhipmen 4 upot 
Through rates and apportionment thereof are to be as agree t line 
from time to time, the through rates to be no lower than ~_— New 
rates. Transfer and tollage charges of 4%c per 100 lbs. a Bm 
Orleans are to be deducted from the through rate before appo 


ment thereof. J 
American-Hawaiian Steamship Company with Compagnie Frat 


caise de Navigation a Vapeur (Fabre Line): Covers through sit, 
ments of dried fruit, canned fish and canned goods from The 


States Pacific Coast ports to designated Mediterranean ports. 
rates under the agreement are to be based on direct line rates a 
are to be apportioned 50% to each carrier; cost of transhipm 
New York to be assumed in like proportion. ‘ec Steamship 
Calmar Steamship Corporation with Trans-Atlantic i sets 
Company, Ltd.: Arrangement for through movement of ship 
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North Atlantic ports of call of Calmar to ports of call of Trans- 
— tic Steamship Company in Australasia. Through rates are to 
Ng oe on direct line rates and are to be apportioned equally 
~ een the, lines, subject to minimum proportion of $8 per ton 
detw “asurement to the Trans-Pacific carrier. Cost of tranship- 


ele Los Angeles or San Francisco is to be assumed in equal 


by the lines. 
proportiovvan- Hawaiian Steamship Company with Cosulich Societa 


, i Navigazione (Cosulich Line): Through billing arrange- 
riseae Cine shipments from United States Pacific Coast ports to 
mefiterranean, Adriatic, Levant and Black Sea ports, with tranship- 
= at New York. Through rates are to be based on direct line 
rates and are to be apportioned equally between the lines except 
‘hipments to ports or places not specifically named, in respect to 
which the difference between the through rate to destination and the 
through rate to Trieste is to accrue to the Cosulich Line to cover 
ost of transhipment from Trieste to destination, the remainder of 
a through rate to be apportioned equally. Each of the carriers is 
to assume its pro rata share of the cost of transferring shipments 
at New York in accordance with the percentage division of the 


rate. 
tnrovelted Fruit Company with Gulf Pacific Line: Provides for sub- 


stitution of name of United Fruit Company for that of Cuyamel Fruit 
Company in agreement covering through shipments of coffee from 
Vera Cruz, Mexico, to Pacific Coast ports, with transhipment at New 
Orleans, which was approved by the Board April 24, 1928. The pur- 
pose of the proposed modification is to record the United Fruit Com- 

y as successors of the Cuyamel Fruit Company as a participant 


in this agreement. 
United Fruit Company with Luckenbach Gulf Steamship Com- 


pany, Inc.: Proposes modification of agreement between Luckenbach 
Guf Steamship Company, Inc., and Cuyamel Fruit Company, 
approved by the Board November 13, 1929, covering through ship- 
ments from Pacific Coast ports to designated ports in Mexico. 
Approval of the proposed modification is requested to record the 
United Fruit Company as the successor of the Cuyamel Fruit Com- 
pany in this agreement. 


OCEAN MAIL CONTRACTS 


Bids for ocean mail service on the proposed route from 
Portland, Oregon, via Yokohama and Kobe, Japan, Shanghai, 
China, to Manila, Philippine Islands, will be opened in the office 
of Assistant Postmaster General W. Irving Glover, at noon 
June 26. 

The contractor will be required to operate in the per- 
formance of service on this route new combination passenger 
and cargo vessels of Class 4, capable of maintaining a speed of 
16 knots and of a gross registered tonnage of not less than 
10,000 tons. Three of such new vessels must be built and put 
into operation within 25 months from the date of the award of 
the contract, while two additional vessels must be in operation 
within 31 months from the date of such award. 

The contractor and the Postmaster General may agree on 
the operation of additional vessels of Class 4 or other classes. 

Ten trips must be made in the first year of the contract and 
not less than twelve nor more than eighteen trips must be made in 
the remainder of the contract. The contract is to run for a 
period of 10 years. 

Postmaster-General Brown signed a contract with the Tampa 
Interocean Steamship Company, of New Orleans, La., for carry- 
ing the United States mails by water from New Orleans to ports 
in Spain and Portugal, May 19. The contractor will be required 
to operate cargo vessels of class 6, capable of maintaining a 
speed of 10 knots and of a gross tonnage of not less than 5,000 
tons, After the expiration of three years of the contract term 
the contractor must substitute two new cargo vessels with lim- 
ited passenger accommodations of class 5, with a speed of 13 
knots, which may be raised to 14 knots, in the discretion of the 
Postmaster-General, and of a gross tonnage of not less than 5,000 
me The contract runs for ten years and provides for 32 trips 

ar. 


GERMAN VESSELS LAID UP 


Owing to the unfavorable conditions in the freight market, 
there is for the first time since the war a surplus of tonnage 
in the German merchant service, according to a report from 
Trade Commissioner James T. Scott, at Hamburg, to the De- 
partment of Commerce. 

The general shortage of cargo, which has led to the collapse 
of freight rates on home-bound traffic from several of the im- 
~ markets of the world, as well as the inadequate export 
. ¢ on several of the outward routes, has prompted owners 
r b wm their services and lay up vessels. At the end of 
there were 35 vessels, aggregating 135,000 gross tons, laid 
My at the port of Hamburg, of which 32 were of German and 
of foreign nationality. 





INTRACOASTAL WATERWAY 


e description of the status of the intracoastal waterway, 
ey to the Rio Grande, has been issued by the War Depart- 
Man = a statement in which the waterway is dubbed “Young 

iver, Excerpts from the statement follow: 


OP Man River ha 
" 8 rolled along on his majestic way for so_many 
i yoy enriching his favorite children of the Mississippi Valley 
taken itt that his stepchildren of the east and southwest have long 
benevolence sranted that they could have no share in his bountiful 
ce. But the present is a generation of icanoclasts.. e 
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eastern and southwestern stepchildren are impatient at their Cin- 
derella role, so Uncle Sam is helping them create a Young Man 
River of their own. 

With the vigor of youth and with an utter disregard of esatb- 
lished precedent, these impatient stepchildren are going a step farther. 
Ol’ Man River is a landlubber. His rival is to be a young Jack Tar, 
a lusty young grandchild of the sea. 

This salt water Young Man River is already well along in the 
process of development. His godfather, the federal government, has 
sponsored him well. When he is full grown he will present to the 
Atlantic seaboard and Gulf states a service of cheap and dependable 
transportation comparable to that which has meant and will continue 
to mean so much to the development of the entire country. 

Just what is this young rival? 

His husky body consists of an intracoastal chain of salt water 
canals and waterways extending along the major portion of the 
Atlantic and Gulf coasts from Boston to the Rio Grande. 

The federal godfather has placed the development of such a 
rapidly growing youngster in capable hands, the army engineers. 
The funds for it come from the appropriations made by Congress for 
the maintenance and improvement of existing river an harbor 
works, and constitute a substantial, though not a large part of these 
appropriations annually. 

Just as Ol’ Man River enriches the millions in the 9,000 miles 
and twenty states he serves, so his brawny progeny of the sea will 
add another 3,000 miles or more, all merged into one vast system, 
and carry on well the family tradition of service. The eastern and 
southwestern stepchildren are to be congratulated that the youngster 
is already far beyond the adolescent stage of development. 


RIVER AND HARBOR BILL REPORTED 


The river and harbor bill was reported to the Senate May 
22. Chairman Johnson, of the commerce committee, estimated 
the total authorized appropriation at about $122,000,000, but other 
estimates were higher. 

In an effort to get the river and harbor authorization bill 
ready for reporting to the Senate for consideration before ad- 
journment of Congress, the Senate commerce committee took ac- 
tion on some of the highly controversial sections of the Dill. 

A compromise was effected with respect to the provision 
that the government should take over the Erie and Oswego 
canals in the state of New York, designed to make it clear that 
the federalization of these canals would not be permitted to 
interfere with the St. Lawrence waterway project. 

The provision in the bill providing for federalization of the 
Illinois waterway was approved. Senator Vandenberg, of Michi- 
gan, who has made a fight on this provision in connection with 
diversion of water from Lake Michigan, said he would oppose 
the bill. 

The committee also approved authorizations for additional 
work on the Missouri River and for a nine-foot channel in the 
upper Mississippi River. 


RIVER AND HARBOR ALLOTMENTS 


Acting Secretary of War F. Trubee Davison has approved 
an allotment of $350,000 for the work in progress on the 
Missouri River, Kansas City to the mouth; of $100,000 for the 
inland waterway, Delaware River to Chesapeake Bay, and of 
$30,000 for maintenance dredging in the Ohio River in the Pitts- 
burgh district to maintain a minimum channel depth of 9 feet. 





IC. C. AND HAWAII TRANSPORT 


A bill (H. R. 12403) to exclude intraterritorial transporta- 
tion, traffic and service in the Territory of Hawaii from the 
operation of the interstate commerce act has been introduced 
in the House by Delegate Houston, of Hawaii. 


BARGE AND RAIL RATES 


The Inland Waterways Corporation, in reply to the petition 
of western trunk lines, in Ex Parte 96, through routes and joint 
rates between the Inland Waterways Corporation and other com- 
mon carriers, for modification of the Commission’s order in 
Ex Parte 96 (see Traffic World, May 10, p. 1264) asks that it be 
denied. 

Existing rail rates are not jeopardized by the order in its 
present form and uncalled for reductions in all-rail rates be- 
tween ports of interchange and inland points will not result 
from the order, it is contended by the government barge line. 

The effect of the suggested modification, the barge line 
contends, would be to set a false standard for determining where 
joint rail-barge rates are desirable in the public interest in that 
it would measure the economies of the joint rate by all-rail rates 
paid to and from intermediate points. 


GOVERNMENT IN BUSINESS 


Railroad Data, under the heading, “Deplores Government 
Entry into Business,” publishes the following, which it, describes 
as a “timely discussion of government competition with the 
tax-paying industries, which originally appeared in the Cairo, 
lil., Evening Bulletin, having been written by Ira Hastings, presi- 
dent of Hastings-Stout Company, Cairo: 

“Our national government has been gradually slipping from 
its general purpose set qut in the Congtitution and encroaching 
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on the individuals or corpo-ations that pay taxes to make our 
government possible. 

“If we should look at our own hobby from the viewpoint 
of the citizens of California or Maine, we might find that they 
would look upon our own beloved barge line [Mississippi-War- 
rior River Barge Line] with an entirely different viewpoint from 
that of residents in the Mississippi Valley who are being served 
by this government’s war baby. 

“In the first place, do you think this project was necessary? 
It was conceived as a war measure to facilitate prompt move- 
ment of freight, but really our railroads could and would have 
moved all the commerce more promptly than via the barge 
line, and after the war there was no excuse whatever for the 
government to continue this project in competition with the 
heaviest tax-paying institutions that support the government. 

“For example, our railroads pay each year approximately 
$420,000,000 in taxes, and from 1913 to 1929 their taxes have 
been increased from $118,000,000 to $420,000,000. 

“It requires the entire net revenue derived from all rail 
mileage in the United States eighty-five days of the year to 
pay their taxes. It requires one dollar for every $7.25 paid 
for labor on all railroads to pay taxes. 

“Now the point I want to bring out is that the government 
is taxing the railroads to furnish money for the government to 
operate in competition to them a transportation line which pays 
no taxes whatever and on which the government spends 
large sums of money to keep up the track, which is the river. 

“Reader, do you think this is fair to the railroads? Please 
do not misunderstand this article, as I am not a railway em- 
ploye, never was and have never received a favor from a 
railroad in my life. Moreover, no railway man asked me to 
write this article, or knew I thought of doing so. It is just 
one of the many adventures of the government going into busi- 
ness against those who are paying taxes to support the govern- 
ment. 

“Take the taxes of the railroads from the United States 
and we would be in a bad fix. I doubt that this country could 
exist at all were it not for the large amount of taxes the rail- 
roads pay annually. 

“For the sake of industry and individuals it is to be hoped 
that a movement may be brought about to interest the public 
to register its influence against the waste of public funds and 
in favor of a retrenchment of public expenditures to bring about 
reduced taxation for all.” 


STEAMBOAT INSPECTION SERVICE 


With a view toward tightening up inspection of steam 
vessels on all United States waters, 45 additional assistant in- 
spectors and 16 clerks will be added to the force of the Com- 
merce Department’s steamboat inspection service July 1, 
bringing the total number of the inspection force now in the 
field to 306, Secretary of Commerce R. P. Lamont announced 
in approving the plan submitted by Dickerson N. Hoover, super- 
vising inspector general. The increased force was recently 
authorized by Congress. 


NEW HAVEN SOUND LINES 


The Traffic World New York Burcau 


The Merchants’ Association of New York has instituted 
an inquiry among shippers and receivers of freight to and 
from New England points to determine whether or not their 
interests require continuation of the operation of the Sound 
steamship lines by the New Haven Railroad or the separation 
of the lines, which might be the result of a proceeding in- 
stituted by the Interstate Commerce Commission. The Mer- 
chants’ Association has sent letters to over 1,500 shippers asking 
them for their views. 

Under the interstate commerce act, railroads are barred 
from owning steamship lines with which they may or do com- 
pete, unless the Commission finds that the operation of such 
lines is in the public interest. 

Sound lines owned by the New Haven Railroad include the 
Fall River Line, New Bedford Line, Providence Line, New Lon- 
don Line, New Haven Line, Bridgeport Line, Connecticut River 
Line, Bay State Line, and the New Bedford, Martha’s Vineyard, 
and Nantucket Steamboat Line. 

The present proceeding before the Commission was initiated 
by the Commission. If, as a result of its investigation, the 
Commission should conclude that the operation of these steam- 
ship lines by the railroads is not in the public interest, the 
New Haven Railroad would have to dispose of the boat lines 
or discontinue their operation. 

The same question was previously considered by the Com- 
mission in 1916. At that time the Merchants’ Association, after 
consulting a large number of its members, advocated the con- 
tinued ownership and operation by the New Haven Railroad 
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of its Sound lines on the ground that these lines were merely 
extension of the New Haven rails and were necessary to aft we 
deliveries, and to relieve congestion, which had ogeurred _ 
which it was said might again occur, especially ‘if any cm 
stantial volume of the business handled by the boat lines os 
diverted to the New Haven all-rail route which has its terminals 
on the East River. At that time the Commission authorized 
the railroad to continue to operate the boat lines. 

The hearing on the present investigation wil] begin in 
Boston on June 16. The Merchants’ Association will be repre. 
sented and expects to be in position correctly to present the 
views of the shipping and receiving interests of New York, 


HIGHWAY CONGESTION 


Economic and financial toss to the American people from 
traffic congestion on the streets and highways is involving the 
tremendous sum of more than $2,000,000,000 a year, apart from 
costs and waste from traffic accidents and mishaps, according 
to the findings of the committee on measures for the relief of 
traffic congestion of the nation; conference on street and high- 
way safety. The report of the committee, signed by E, J 
Mehren, of Chicago, as chairman, with its recommendations for 
remedy and solution, will be submitted to the third nationa| 
conference on street and highway safety, which has been calleq 
by Secretary of Commerce Robert P. Lamont, as chairman, to 
convene in Washington on May 27, 28 and 29. 

At the outset of the report, the committee says that traffic 
congestion is not a necessary evil. It urges the federal goy. 
ernment, and the towns and cities, to take a forward step to 
relieve tongestion by giving consideration to the need of ade. 
quate street service adjacent when planning and constructing 
public buildings. 

Outstanding among the findings and remedies proposed by 
the committee are the following: 


1. In view of the improvement in traffic conditions that can 
often be effected by relatively small cost in comparison with the 
benefits, there should be increased expenditures in most commun- 
ities for the relief of congestion. 

2. Such expenditures can be made most effectively in accord- 
ones with a comprehensive plan developed by competent technical 
study. 

3. Each municipality with a traffic problem should have a traffic 
commission of citizens and official members. 

Except on a few major thoroughfares connecting large cen- 
ters, and at a few major intersections, there is normally no serious 
congestion on rural highways outside of metropolitan areas. 

4. Immediate relief measures to be effective must cover ade- 
quate control of traffic at important intersections, standard rules 
governing turns, marking of traffic lanes, parking regultaions, re- 
strictions on the loading and unloading of fuel, building materials, 
and similar supplies, separation of traffic by allocation, protection 
and expedition of pedestrian movement, and vigorous enforcement of 
regulations. 

6. Permanent relief measures must include creation of major 
thoroughfares in accordance with traffic flow needs, improvement 
of intersections, elimination of grade crossings with high frequency 
of vehicle or train movement, widening of roadways, street extensions 
and connections, parallel routes, new arterial highways, development 
of by-pass routes, construction of parkways, development of off- 
— parking and loading, and provision for playgrounds for chil- 
dren. 


ROLLING STOCK ADDITIONS 

The railroads on May 1 had 33,723 freight cars on order, ac: 
cording to the car service division of the American Railway 
Association. 

On the same day last year, there were 44,429 cars on order 
and 22,242 on order on May 1, 1928. 

Despite the fact the number of freight cars on order o 
May 1 this year was 10,706 below the number one year ago, the 
number of new freight cars installed in service the first four 
months this year totaled 34,725, compared with 15,927 for the 
same period in 1929, or an increase of 18,798 cars. 

Installations for the first four months this year were also 
an increase of 19,090 cars above those for the same period in 
1928. 

The railroads also had more locomotives on order on May 
1, 1930, than on any similar date since 1926, the number 
that day this year having been 362. On May 1, last year, there 
were 346 locomotives on order. Locomotives placed in service 
in the first four months this year totaled 283, compared with 
166 in the same period in 1929 and 531 in 1928. 

Of the freight cars on order on May 1, 1930, reports showed 
18,434 were box cars, a decrease of 1,145, compared with the 
same date last year. Coal cars for which orders have beet 
placed numbered 11,838, a reduction of 8,202 compared with the 
number of such cars on order on May 1, 1929. Refrigerait 
cars on order totaled 1,886; flat cars, 1,225; stock cars, 240, 4? 
other miscellaneous freight cars, 100. 

Freight cars or locomotives leased or otherwise ac 
are not included in the above figures. 
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Pn tai ta la i ail a ae aaa itil 
Questions and Answers 


column will be answered questions of both legal and practical 


N = that confront persons dealing with traffic. A specialist on inter- 
_— commerce law, who is a member of our legal department, will give 


_ ee. in answer to any simple question relating to the law of interstate 
a aration of freight. A trafic man of long experience and wide knowl- 
“ae will answer questions ange: Sag practical traffic problems. We do not 
‘e to take the place of the traffic man but to help him in his work. _ 
ene right is reserved to refuse to answer in this column any question, 
| or trafic, that it may appear to us unwise to answer or that involves a 
, tion too complex for the kind of investigation herein contemplated. If a 
oe comprehensive answer to a question is desired than is thought proper for 
ois column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 


aan 


tariff Interpretation—Routing Restrictions Relate to Line-Haul 
Rather than Terminal Switching Service 


North Carolina.—Question: Agent Galligan’s Tariff No. 15, 
.¢. C. No. 110, shows the fourth class rate from Chicago, IIl., 
to Charlotte, N. C., under section one of the tariff, to be $1.12 
pr ewt. Under section three, it is $1.09 per cwt. 


Circle Reference No. 24, appearing in connection with Char- 
lotte, in section three, provides the following restriction: 


When for Piedmont and Northern Railway delivery not applicable 
in connection with the Southern Railway. 


It will be appreciated if you will cite a decision of the 
Commission which interprets the meaning of the word delivery 
when used in the above connection. 


It is apparent to us that a shipper’s routing by the Southern 
Railway to Gastonia, N. C., thence Piedmont & Northern to 
Charlotte for delivery to a private or an assigned siding on 
the Southern Railway would be entitled to the section three rate 
when so routed, and if the shipments were to be routed by 
the shipper Southern Railway into Charlotte for switch move- 
ment to the Piedmont & Northern Railway, the section three 
rate, in strict application of the restriction, would not be ap- 
plicable. 

Answer: The Southern Railway Company does not concur 
in this tariff as a switching line only. It is not a party to any 
joint rates therein under which it would receive only a switch- 
ing haul, that is, as a mere switching line. Therefore, if a 
shipment from Chicago to Charlotte were routed via certain 
carriers other than the Southern Railway, thence via P. & N. 
to Charlotte and switched by the P. & N. to the Southern Rail- 
way for delivery at an industry on the Southern Railway tracks, 
it would be merely a matter of applying the through rate to 
Charlotte via the P. & N., the P. & N. absorbing the Southern’s 
switching charge, or the shipper paying the switching charge 
in addition to the line-haul rate. No routing restrictions in the 
tariff affect this situation. Similarly, if a shipment moves via 
the Southern, as a road-haul carrier to Gastonia, thence P. & N. 
to Charlotte, their terminal situation will not overcome the 
line-haul rate situation, nor affect it in any manner. The rout- 
ing restriction, however, prevents the through rate from being 
applied to Charlotte when the P. & N. is . .ast line-haul 
‘arrier, regardless of whether delivery is on P. & N. or South- 
ém Railway tracks. We construe “delivery” in this sense to 
mean “line-haul” delivery. Whether the P. & N. absorbs the 
Southern’s switching charge at Charlotte or whether this charge 
is added to the through rate, the P. & N. would be effecting 
the delivery. If the P. & N. absorbs the Southern’s switching 
charge at Charlotte, this would be a P. & N. delivery in Char- 
tte. See Peoria & Pekin Union Ry. Co., Case 93, I. C. C. 16; 
Missouri Pacific R. R. vs. Reynolds-Davis Gro. Co., 268 U. S. 366. 
Ifthe N. & P. does not absorb this charge, delivery would be 
made at the regular switching rate and would not be accom- 
lished by the Southern Railway under the through rate of $1.09. 
_ Inasmuch as this tariff does not undertake to name rates 
va certain carriers, as switching carriers only, but the switch- 
ig is subject to the local switching and absorption rules and 
charges instead, we must conclude that “delivery,” in the sense 
Wed in this restriction, means “line-haul” delivery, i. e., when 
ihe P. & N. is the last line-haul carrier and the carrier which, 
mder the local terminal tariffs, must arrange for delivery. 
Likewise, our view is that if the shipment moved into Charlotte 


Wer the Southern Railway direct for placement on P. & N. 
Tacks, if the Southern absorbs the switching charges of the 
P, & N. at Charlotte, it would be a Southern Railway delivery, 
and if this charge is not absorbed by the Southern, the through 
fate Would be charged fo Charlotte, and the P. & N. switching 
charge added. 
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Reconsignment by Consignee of Shipment Sold F. O. B. Original 
Billed Destination 


Pennsylvania.—Question: A carload shipment was forwarded 
from a point in New York state, destined to St. Louis, Mo., with 
the route indicated in the space provided for spotting at Chami- 
nade team track. 

We, as shippers, sold this material f. o. b. St. Louis, at the 
St. Louis rate of freight. The consignee, in giving his delivery 
instructions, simply mentioned Chaminade team track, we not 
knowing, of course, whether this delivery was within or without 
the St. Louis switching district. The originating carrier ac- 
cepted the shipment as it was tendered on the bill of lading, 
but, after it was en route, the waybill evidently was changed, 
eliminating St. Louis as the destination and inserting Chaminade, 
which point takes a 6%c arbitrary over St. Louis. When the 
car arrived it was delivered at Chaminade and accepted by the 
consignee. 

On our entering a claim, the delivering carrier, the Missouri 
Pacific Railroad, eontended that inasmuch as the shipment was 
accepted without protest at Chaminade, the carrier’s obligation 
had been completed. We, however, contended that inasmuch 
as the shipment was sold f. o. b. destination and we were owners 
of the consignment, the originating carrier should have con- 
sulted us before making any change whatsoever in the routing 
instructions, because if they had, we would have had an op- 
portunity to obtain the additional charge from our customer. 
Consequently, we were injured to the extent of this differential 
through the carrier’s negligence. Will you kindly advise your 
opinion? 

Answer: The shipment having been delivered at Chami- 
nade station, and the benefit of the total transportation service 
rendered by the carrier having been accepted, either the con- 
signee or the consignor is liable for the total transportation 
charge. The true owner of the goods has the right to have 
them reconsigned while in transit, and under the carrier’s tariffs 
the party requesting a reconsignment must satisfy the carrier 
with proper proof of ownership. Little question can arise as 
to ownership when the consignee requested the diversion if the 
shipment is moving on an open bill of lading and a change in 
destination but not of consignee is requested. In the absence 
of anything to show the contrary, the consignee in such cases 
is presumed to be the owner of the shipment. The shipment 
being originally billed to St. Louis was diverted on instructions 
of the consignee, or because the carrier noting “Chaminade 
Team Tracks” in the bill of lading, assumed that Chaminade 
station delivery was desired and tendered delivery at that point. 
By tendering delivery at that point and the consignee accept- 
ing delivery thereat, the consignee who had the right to divert 
the shipment upon his presumptive ownership, could divert it 
by ratification of the carrier’s tender of delivery at Chaminade 
as well as by previous diversion order. Unless the shipment 
was moving under an order notify bill of lading, the carrier may 
presume that the ownership is in the consignee. 


Under the contract of sale, however, St. Louis was the 
point of delivery, and the fact that the buyer had delivery made 
to him at Chaminade station does not alter the contract. The 
seller was to bear the freight charges to St. Louis; if the buyer 
wanted additional transportation, under the contract of sale he 
should pay for it. He has no lawful right to deduct the extra 
freight charges from the invoice, nor in other manner compel 
the consignor to bear them. The carrier was permitted to 
recover the extra freight charges in such a case from the con- 
signee who caused the extra transportation, in N. Y. C. R. R. 
vs. Warren-Ross Lumber Co., 137 N. E. 324; New Jersey Central 
Ry. vs. McCartney, 52 Atl. 575; C. B. & Q. R. R. vs. Evans, 228 
S. W. 853, and Ry. Co. vs. Townsend, 100 Atl. 355. 

In our opinion, the carrier has violated no duty to consignor 
or consignee, unless the shipment was moving under an order 
notify bill of lading, which does not appear to be the case. 
Unless the sales contract provided that delivery should be at 
the vendor’s expense upon “Chaminade Team Tracks,” irrespec- 
tive of the station in which those tracks are located, the vendor 
still has, according to our view, his action against the buyer. 


Routing and Misrouting—Switching vs. Line Haul for Terminal 
Carrier 


Illinois—Question: Respecting the answer in The Traffic 
World of April 19, on page 1070, under the caption “Routing 
and Misrouting—Switching vs. Line Haul for Terminal Carrier,” 
we are taking exception. 

A certain car is destined to an industry on the G. M. & 
N. at Meridian, Miss. This line not being a party to the joint 
through rates delivery is effected by switch movement. It is 
contended, and for argument sake we assume no _ reciprocal 
switching arrangement is in effect and that to effect delivery 
without extra charges, the originating carrier must give the 
G. M. & N. the line-haul movement. The originating carrier 
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must allow the terminal carrier at all competitive destinations, 
where a certain delivery cannot be effected, a line-haul move- 
ment, unless there are switching facilities; or there is discrimi- 
nation against the shipper located on that other line, in this 
case the G. M. & N. It is not essential to show the word “de- 
livery,” if the shipper elects to show routing. To protect his 
own interests we contend it is better to omit the word entirely, 
unless he is quite familiar with switching facilities at destination 
and desires that the originating carrier receive the entire haul. 
Where there is reciprocal switching and the word “delivery” is 
omitted by the shipper, it is a principle of routing, as shown, 
to give the terminal carrier a line-haul movement, but not com- 
pulsory for the originating carrier to do so. The shipper’s 
interests are not involved. On the other hand, when there is 
no reciprocal switching arrangement, should the shipper show 
“delivery” alongside the terminal carrier, the originating car- 
rier is guilty of misroute if it elects to take the entire haul, the 
same as carriers would be guilty of misroute, should the shipper 
omit “delivery” and the originating carrier elect to take the 
entire haul where there was no reciprocal switching arrange- 
ment at destination. 

We have had several cases applying both ways, therefore, 
your opinion might have the effect of answering two questions 
at the same time. 

Answer: The presence or lack of reciprocal switching at 
destination has no bearing upon the duty of the initial carrier 
under a bill of lading which shows the name of the terminal 
carrier without qualification, it being the duty of the initial 
carrier in either event to give the terminal carrier a line-haul 
movement, under the decision in Fechheimer Steel & Iron Co. 
ve, P. R. B.. Oo., 61 ©. CC. C. 266. 

The decision in the Fechheimer case involved a shipment 
which, had the shipper used the term “delivery” in connection 
with the terminal carrier, would have moved via a route via 
which the initial carrier would have absorbed the switching 
charges of the terminal carrier, but which, under the shipper’s 
specification of the terminal carrier without the qualifying word 
“delivery” imposed the duty upon the initial carrier to forward 
the shipment via a route which would give the terminal carrier 
a line haul, but via which route a higher rate applied than via 
the other route. 

If the terminal carrier is not a party to the joint through 
rate, the shipment must be forwarded via a route over which 
the lowest combination rate applies and which affords the ter- 
minal carrier a line-haul movement. 

When the term “delivery” is shown in connection with the 
terminal carrier, the duty of the initial carrier is to forward 
the shipment via the cheapest route via which that delivery 
may be effected, whether by switch movement or line-haul 
movement on the part of the terminal carrier specified by the 
shipper in the bill of lading. See our answer to “New York,” 
on page 254 of the Jan. 25, 1930, Traffic World, under the cap- 
tion, “Routing and Misrouting—Switching Delivery vs. Line Haul 
for Terminal Carrier.” 


Damages—Deduction of Cash Discount 


West Virginia.—Question: A shipment which arrives in a 
damaged condition is sold by the shipper to the consignee on 
the basis of a 4 per cent discount if paid within seventy days. 
In making claim for the damage, are the carriers entitled to 
this discount if the claim is paid to the claimant within seventy 
days from the date of invoice or seventy days from the date of 
presentation of the claim or are they entitled to it at all? 

Answer: We are not aware of any decision of the Supreme 
Court, nor, in fact, of any other court decision which passes 
directly upon the question as to whether or not it is proper 
for the carriers to deduct a cash discount. A cash discount is 
an allowance made for the payment of a bill of goods within 
a stated period of time. 

If there is a market value at destination, this value is the 
one to be used in arriving at the liability of the carrier for 
loss or damage to shipments, this being what is known as the 
common-law rule, as referred to in the decision of the Supreme 
Court of the United States in the McCaull-Dinsmore case. Where 
there is no established market at destination, in the event suit 
is filed, the burden is upon the claimant to prove the actual 
value of the goods. In the voluntary settlement of claims cov- 
ering loss of or injury to goods, which have no established 
market price, the invoice price of the goods is necessarily used, 
and, where used, the invoice price without deduction of the 
cash discount is what the shipper is entitled to, unless the 
condition under which it is made, namely, payment within the 
stipulated period of time, has been fulfilled by the purchaser. 
This for the reason that an invoice price based upon a cash 
payment, or a payment within thirty days or less, is a price 
separate and distinct from one which contemplates the extension 
of credit for a longer period of time, and the carriers should 
recognize this fact in settling claims for loss or damage. 
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Routing and Misrouting—Duty of Carrier to Forward via Che 
est Available Route in Absence of Routing Instructions 
Class vs. Commodity Rates ~ 


Florida.—Question: Carload shipments of Flori 
tables can be moved on fourth class rates, which 
than the commodity rate as published in Glenn’s Easthoy 
Vegetable Tariff I. C. C. 683 to eastern destinations. However 
in order to get the benefit of the class rates, it is necessary . 
use a mixed routing on bill of lading, as the commodity tong 
applies according to certain routing instructions. The point > 
which we would appreciate your opinion is whether or Not the 
class rate can be protected by carriers on carload vegetable 
shipments on which the routing has been omitted, no instruc. 
tions whatever being shown as to line over which the cars gre 
to be handled. 


Answer: A shipper may offer his freight without any routing 
instructions, in which event it is the duty of the carrier to route 
it via the cheapest reasonable available route. In re Investiga. 
tion of Changes in Rates on Grain, 21 I. C. C. 28; Goodking 
Brothers vs. C. I. & L. Ry. Co., 21 I. C. C. 17; Willman & ¢p, 
vs. St. L. I. M. & S. Ry., 22 I. C. C. 405; Lord & Bushnell (o, 
vs. M. C. R. Co., 22 I. C. C. 463. 


In Cressey & Co. vs. C. M. & St. P. Ry. Co., 18 I. C. ©, 132 
cited in Whaley-Warren Lumber Co. vs. C. C. & O. Ry, 21 
I. C. C. 530, the Commission describes as misrouting a move. 
ment which fails to take a route over which the shipment prop. 
erly should have moved, as well as one which was in Violation 
of specific instructions by the shipper. 


In Spreckles Bros. Commercial Co. vs. Monongahela R, R. 
Co., 18 I. C. C. 190, the Commission stated that if the shipper 
is in doubt about the rate he can tender the traffic to the carrier 
without routing instructions and thus be entitled to the lowest 
rate. 

While it is true that the establishment of a commodity rate 
removes the application of a class rate between the same points, 
this rule is subject to the qualification that the commodity rate 
must apply via the same routes over which the class rate ap. 
plies. If the class rate applies via one or more routes over 
which the commodity rate is not applicable, the class rate must 
be applied via such routes, and, in our opinion, it is the duty 
of the carrier to forward the shipment via a route over which 
the lower class rate applies. 


The duty of the carrier to forward via the cheapest route 
is subject to the qualification that, if all things considered, it 
would be unreasonable to ship by a cheaper route, the carrier 
is not compelled to do so. The duty is upon the carrier to select 
the cheaper route only “if other conditions are reasonably 
equal.” Resort to the more expensive route may be justified, 
and the justification may rest either upon a peculiar circum: 
stance of a general case, or upon a general practice. No. Pac. 
Co. vs. Solum, 247 U. S. 477; McCaull-Dinsmore Co. vs. G. N. 
Ry. Co., 47 I. C. C. 581. In the latter case, the Commission 
held that the shipment was not misrouted, because it was shown 
that the claimed intrastate route was neither reasonable nor 
practicable. 


da Vege. 
are lower 


Reparation—Minimum Weights 


South Dakota.—Question: Referring to my inquiry under 
the above caption, which was answered in part in your March 
15 issue, page 728, evidently my original communication was 
not clear. 

The reduction in the rate was agreed to by the carriers as 
a result of a particular complaint filed by South Dakota re 
ceivers, I. C. C. Docket 19718, and was not, in any manner, 
contingent upon a simultaneous increase in the minimum weight. 
The increased minimum weight was made as a result of al 
entirely different proceeding, involving salt rates throughout 
the central west, I. and S. 1849, and the 1923 Salt Cases, 92 
I. C. C. 388, effective May 23, 1925, in Boyd’s 17-H, I. ©. ©. 
A-1565. 


In the South Dakota complaint, the carriers simply agreed 
to reduce the rates that had been attacked, and to apply for 
authority to reparate, the arrangements being in no manner 
contingent upon an increased minimum. The minimum weight 
in effect at the time of the movement of the particular shipments 
referred to, was 37,500 pounds. One of the defendants, in the 
South Dakota case has taken the position that simply because 
the Commission, in a subsequent unrelated case, permitted the 
establishment, at a later period, of a 45,000-pound minimum, that 
it is justified in making that minimum weight applicable ia 
connection with certain shipments moving a year or 80 before 
the increased minimum weight was published. We do not ques 
tion the legality of the 45,000-pound minimum after it actually 
became effective. We do claim that the lawful minimum 
effect, prior to the time the 45-000-pound minimum actually “A 
came effective, was 37,500 pounds, and that the defendants ha 
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“FLYING CLO 


100% on time 


for twelve successive weeks 


(UP TO DATE OF GOING TO PRESS) 


AY after day for 12 successive weeks the Flying Cloud 
has borne its cargo of merchandise from Buffalo to 


Pittsburgh . . . 100% on time. 


And this is but one of the Pennsylvania’s famous fleet—the 
“Limiteds of the Freight Service” —but one of many amazing 
“on time” records turned in by these “named” freight trains. 


Their importance to the industrial and commercial life of 
America can hardly be exaggerated. Their definite schedules, 
their dependable on time arrival, offer an important weapon 
in the battle to do a larger volume of business with a smaller 
capital investment. 


Consult your local Pennsylvania freight agent for complete 
information about the “Limiteds of the Freight Service.” 
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Six more ‘‘Limiteds’’ that offer an 
answer to the important problem: 


‘‘When will the goods arrive?’’ 


THE MERCURY 
Merchandise 
Chicago to Seaboard Cities 


THE DIXIE 


Merchandise 
Toledo to Columbus and Cincinnati 


THE CODORUS 


All Freight 
York, Pa., to Jersey City and New York 


THE GREYHOUND 
Live Stock 
St. Louis to Seaboard Cities 


THE RENOWN 
Perishable— Merchandise 
Louisville to Chicago 


THE TRAILBLAZER 
Merchandise 
St. Louis to Pittsburgh 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 





PAGE 1406 





no authority whatever to apply the higher minimum on any 
shipments before the date it actually became effective. 

I would appreciate your further consideration and advice. 

Answer: Ordinarily, the basis for reparation is the rate 
and minimum weight established immediately subsequent to 
the movement. There are exceptions, however. See Fisher 
Supply Company vs. A. & V., 155 I. C. C. 711. 

In the instant case, if nothing to the contrary was said at 
the time the carriers agreed to present to the Commission 
claims for reparation, it may properly be assumed that the sub- 
sequently established rate and minimum weight would be the 
basis for the reparation claims, and not the reduced rate and 
a minimum weight established a considerable length of time 
after the reduced rates, subject to the lower minimum weights, 
were established. 

However, the question of what minimum weight should be 
used is, in the final analysis, one for determination by the Com- 
mission, in connection with the question of whether the shippers 
are entitled to reparation in accordance with the carriers’ agree- 
ment, the approval of the Commission being essential to the 
refunding of any portion of the rate lawfully in effect at the 
time the shipments moved, the carriers’ agreement not being 
enforceable prior to a determination by the Commission that 
refunds may be made by the carriers, there being no presump- 
tion that the Commission will find the rates unreasonable and 
award reparation. 

The terms of any agreement between a carrier and ship- 
per as to the basis of reparation are, in our opinion, unenforce- 
able for the reason that there is no certainty, prior to a de- 
termination by the Commission that reparation will be awarded, 
which would support such an agreement. 


Reparation—Overcharge—Party Entitled to, Where Goods Sold 
Delivered 


Maine.—Question: A dealer buys a car of grain on a de- 
livered basis. The freight charges are “to collect,’ but are de- 
ducted from the invoice, terms arrival draft, bill of lading at- 
tached. 

It develops that an overcharge was collected and railroad 
sends consignee refund voucher to sign in order that they may 
refund to shipper. This the consignee refuses to do, claiming 
that refund is to him if anybody. Is he correct in his con- 
tention? 


Answer: If, in the instant case, a stated amount was 
named in the contract of sale, it makes no difference to the 
consignee what the amount of the freight charges are, as he 
remitted only the difference between the amount stated in the 
invoice and the freight charges paid to the carrier, and had 
he paid charges in a lesser amount (i. e., the amount of the 
overcharge) his remittance would have been correspondingly 
greater. See, in this connection, the decision of the Supreme 
Court of the United States in Louisville & Nashville R. Co. 
vs. Sloss-Sheffield Steel & Iron Co., 269 U. S. 217, in which case 
the court said: 


The Louisville & Nashville argues now that a sale at the de- 
livered price of $14.85 is, by reason of this provision, the legal 
equivalent of a sale at $10.50 plus freight; that under a contract of 
sale at a fixed price plus freight purchaser would be entitled ‘‘in 
case the tariff rate declines’? to the benefit of ‘‘the decline;’’ that 
a decision that a published rate exacted was excessive is the legal 
equivalent of a decline in rates; that under the provision quoted the 
purchaser would be entitled, as against the seller, to any damages 
payable by the carrier for having established and collected the higher 
tariff rate thereafter found to be unlawful because excessive; and 
that, since the refund to be made by the carrier would ultimately 
enure to the purchaser’s benefit, no damage was suffered by the seller 
by reason of the excessive freight charge. 

The construction urged ignores the commercial significance of 
selling at a delivered price. When a seller enters a competitive 
market with a standard article he must meet offerings from other 
sources. On goods sold f. o. b. destination, the published freight 
charge from the point of origin becomes, in essence, a part of the 
seller's cost of production. An excessive freight charge for delivery 
of the finished article affects him as direct] yas does a like charge 
upon his raw materials. Moreover, the burden of the published 
freight rate rested upon the consignor under the bill of lading, 
Louisville & Nashville R. R. Co. vs. Central Iron & Coal Co., 265 
U. S. 59, 67, as well as under the contract of sale. The purchaser 
who paid the freight did so solely as agent for the seller. The car- 
rier did not know of the provision in the sales contracts. With the 
rights or equities as between the seller and purchaser it had and 
has no concern, nor need we concern ourselves with them. 


See, also, the Commission’s decision in Missouri Portland 
Cement Co. vs. Director-General, 88 I. C. C. 492, on page 496 
of which the Commission said that where goods are sold f. o. b. 
point of origin, the reverse of the instant case, the consignee, 
if he exercises his right, is entitled to the reparation. 

If, however, which is not probable, there was no delivered 
price stated in the contract of sale and the buyer merely de- 
ducted from the amount for which he was invoiced by the seller 
(the contract of sale stipulating that he was to pay freight 
charges and deduct the amount from the invoice, the amount 
of which was the standard price f. o. b. origin plus the correct 
freight charges), he is entitled to the overcharge because he 
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has paid more than the delivered basis, i. e., the price ¢ y b 
origin, plus freight charges. ass 


Proof of Loss or Damage 


Michigan.—Question: A carload shipment was made to on 
consignee, on one bill of lading, and car was unloaded at destina, 
tion before the consignee received the bill of lading. After tp, 
goods were unloaded and a small part unpacked the bill of lading 
arrived, and upon chec kthe shipment was found to be short 

The shipper’s recheck of his records and warehouse show; 
that nothing had been left out of the car at the time the ship. 
ment was made. 

The consignee tendered a sworn affidavit in support of the 
alleged shortage and the shipper executed a similar document 
and filed claim for concealed loss. 

The shipper completed loading the car at 10 o'clock a. m. 
but the car was not sealed until some time later and did not 
move until evening. 

The consignee issued an itemized statement of just what 
goods they received, which, of course, did not correspond with 
the bill of lading or the invoice. 

The carrier not being notified of the shortage by the cop. 
signee, had declined the claim. Please analyze this case. 

Answer: Since the facts of how loss of or damage to goods 
occurred are generally within the exclusive knowledge of the 
carrier, the courts are liberal in permitting the claimant, by 
showing certain essential facts within his knowledge, to raise 
presumptions which complete his case. 

A shipper showing a delivery of goods to a carrier and 
that they were not delivered, makes out a prima facie cage 
against the carrier, entitling him to damages for loss, and to 
avoid such damages the burden is upon the carrier to prove 
its freedom from liability. C. R. I. & P. Ry.. Co. vs. Stouffer, 
111 N. E. 809; Nustrot-Calahan Co. vs. M. K. & T. of Tex., 209 
S. W. 775. 

It is a question of fact as to whether the amount stated in 
the bill of lading was delivered to the carrier, which fact must 
be established by the shipper. 

The statement in a bill of lading or shipping receipt of the 
amount received for transportation is not conclusive and the 
carrier may submit evidence to prove that the entire amount 
was not received for transportation. 

The shipper must necessarily overcome by a preponderance 
of evidence, that which the carrier may introduce to show that 
either the amount stated in the bill of lading was not in fact 
received by it for transportation, or that the full amount re 
ceived by it for transportation was delivered at destination. 


Where a shipper’s load-and-count notation is placed on a 
bill of lading by the carrier, the receipt given by the carrier, as 
evidenced by the issuance of a bill of lading, is a qualified one. 
When it has been shown that a lesser amount was delivered at 
destination than that stated in the bill of lading, the fact that 
the loading and counting was done by the shipper, without 
supervision or check by the carrier, places upon the shipper the 
burden of showing that the amount stated in the bill of lading 
was in fact loaded into the car. See Lewis Poultry Co, vs. 
N. Y.C. R.R., 105 Atl. 109; Brewster vs. N. Y. C. & H. R. R. Co, 
129 N. Y. S. 368; Palmetto Fertilizer Co. vs. C. N. & L. Ry, 
83 S. E. 36. 

While the affidavits of the shipper and consignee may sup 
port a claim filed with a carrier, they are not competent ev 
dence in an action at law if objected to by the destination 
carrier. The testimony of the party who loaded and unloaded 
the car, either in court or by deposition, would be required if 
suit were brought. 


With respect to notice of claim, see our answer to “North 
Carolina,” on page 1330 of the May 26, 1928, Traffic World, under 
the caption, ‘Notice of Claim—Necessity for Filing.” 


COMMISSION PRACTITIONERS 

The following have been admitted to practice before the 
Commission: F. W. Adams, Chicago, Ill.; J. W. Day, Denver, 
Colo.; John J. Driscoll, Philadelphia, Pa.; Finnel F. Hates, 
Washington, D. C.; Hyman W. Gamso, New York, N. ¥.; 
William Ward Garwood, Denver, Colo.; William H. Herril, 
Atlanta, Ga.; Sylvester P. Kelly, St. Louis, Mo.; D. Fo re 3 
New York, N. Y.; Francis C. Maher, Albany, N. Y.; P. * 
Peich, Aurora, Ill.; Alfred D. Phillips, Chicopee Falls, Mass., 
R. Contee Rose, Baltimore, Md.; Henry Clifford Turner, New 


York, N. Y.; Joseph Bowen Welborn, Dallas, Tex.; A. C. Wiprud, 


Minneapolis, Minn.; Clarence E. Becker, New Orleans, a 
T. Noel Butler, Philadelphia, Pa.; Clarence E. Conner, St. Louls, 
Mo.; Robert B. Fox, Chicago, Ill.; Hutson E. Howell, New 


phis, Tenn.; Edward K. Laux, New York, N. Y.; John 
P. G 


Raasch, Chicago, Ill.; Robert A. Trovillion, Chicago, IIL; 
Whitmore, Akron, O.; Albert-L. Wilson, Chicago, Ill. 


York, 


. } _: H. D. Kapell, Mem: 
N. Y.; Chester N. Jones, New York, N. Y.; H ‘A. Mant, 


Boston, Mass.; Roy W. Martin, Hammond, Ind.; Rudolph 4 
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Between the East and West— 
along water link 


By way of a fleet of fast, ocean-type freighters,—the 
M-A-T Poker Fleet—this link is a popular one. 


Low lake-and-rail rates apply and your shipments 
at both Buffalo and Duluth get only one handling: 
With our one terminal operation at both ports we 
are able to render your shipments careful handling 
and fast dependable service. 


There is a good reason for using a transportation 
service based on a fleet of ships named Ace, King, 
Queen, Jack and Ten Spot—you can’t beat it. 


Specify M-A-T Line routing 


MINNESOTA-ATLANTIC 
TRANSIT COMPANY 


Detroit & Security Trust Company and 
A. Miller McDougall, Receivers 


Minneapolis, 

Minn. Pa, 
St. Paul, Minn, cs 
Duluth, Minn. Buffalo, N.Y. 
Chicago, 111. eeaelinciaa 
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New York, N. Y. 





HOUSTON 


the Port of Destiny 





The phenomenal growth of Houston 
as a city and a port has astounded 
statisticians. Astute industrial heads 
have read the handwriting on the 
wall and millions are being invested 
in major industries in this city des- 
tined to be the South’s Largest. 


Conditions are unrivalled here for 
the development of new or branch in- 
dustries. Fifty miles of choice water- 
front sites are served by 19 railroad 
lines from every part of the country 
and 63 steamship lines covering the 
globe. Ideal climate, unlimited cheap 
fuel and electricity, and abundant 
skilled and unskilled labor combine 
with Houston’s logical situation as a 
distribution center to make it the 


perfect industrial city. 


DIRECTOR of the PORT 


5th Floor, Courthouse 
HOUSTON 


Write the DIRECTOR of 
the PORT for more in- 
formation concerning 
the vast opportunities 
for industry in this fast- 
est growing City in the 
South. 


TEXAS 
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Doings of the Traffic Clubs 





In line with a decision to hold “special luncheons” from 
time to time “for the purpose of introductions and closer con- 
tacts between members,” a luncheon will be given by the Traffic 
Club of New York May 26 at the Park Central Hotel. New York 
Central representatives have accepted an invitation to attend, 
extended in view of recent changes in the traffic department of 
that line. At the regular monthly meeting May 27, A. A. Gardiner, 
assistant general passenger traffic manager, Canadian National, 
Montreal, will speak on “The Contribution of Transportation 
to Civilization.” Dinner will be served. The club rooms will be 
closed Decoration Day, May 30, and Saturday, May 31. 





More than 200 members and visiors attended a mock Com- 
mission trial presented by the Traffic Study Club of the Traffic 
Club of Atlanta at the Chamber of Commerce May 14. “Un- 
reasonable rates” on cottonseed between certain Georgia points 
and Chattanooga, Tenn., was the cause of the litigation. Charles 
E. Cotterill, commerce attorney, was in the role of presiding 
examiner; F. P. Porter, Southern Agricultural Chemical Cor- 
poration, acted as counsel for the complainant, and Roy Pope, 
of the Atlanta, Birmingham and Coast, was the principal defense 
attorney. 

The Traffic Club of Fort Worth, Tex., has chosen for its 
new president W. B. Kellett, freight claim agent, F. W. & D. C. 
Railway Company, and his picture is 
herewith presented. The other offi- 
cers of the club are: Vice-president, 
R. L. Carnrike, commercial agent, 
Mallory Steamship Company; secre- 
tary-treasurer, D. H. B. Todd, chief 
claim clerk, F. W. & D. C. Railway 
Company. Board of governors: G. L. 
Oliver, traffic manager, Frisco Rail- 
way Company; J. P. Gudger, traffic 
manager, Gulf Production Company; 
D. P. Harris, traffic manager, Acme 
Brick Company; I. S. McConnell, traf- 
fic manager, Armour & Company; J. 
F. Lehane, Jr., general agent, F. W. 
& D. C. Railway Company. The club 
holds luncheons the first and third Thursdays of each month 
at the Blackstone Hotel. It was organized March 26, this year, 
with 55 members, and had a membership of 116 May 1. It is 
composed of traffic representatives of industrial concerns and 
rail, water, motor and air lines. This is a reorganization of 
the club which several years ago was reckoned as a strong 
traffic organization and indications point toward a progressive 
development. 








The “Past Presidents’ Night” of the Traffic Club of Denver, 
held at the Daniels and Fisher Tea Room the evening of May 
9, was regarded as “one of the most successful meetings for 
some time.” Past presidents of the club were in charge of the 
program, a feature of which was a mock eulogy of their in- 
dividual achievements. There was a large attendance, in- 
cluding many visitors. 





Representatives of Tacoma, Wash., touring the country on a 
“good will trip’ under the auspices of the Tacoma Chamber of 
Commerce, were guests at the weekly luncheon of the Houston 
Traffic Club at the Rice Hotel May 13. At the luncheon, the 
visitors were welcomed to Houston by Mayor Walter E. Mon- 
teith, Col. R. C. Kuldell, president of the Houston Chamber of 
Commerce, and Jj... W. Evans, president, Evans and Company. 
Short talks were made by Scott Henderson, attorney, and major 
E. G. Griggs, lumberman, for the Tacoma delegation. They 
praised the growth of Houston as a port and its increase of 110 
per cent in population in the last ten years. 





The Transportation Club of St. Paul held its weekly luncheon 
at the Union Depot dining room May 20. Moving pictures of a 
“Canadian Hunting Scene” and of “Assembling a Large Loco- 
motive” were shown, through the courtesy of the Canadian 
National. 





The board of directors of the Associated Traffic Clubs of 
America has approved the application of the Winston-Salem 
Traffic Club for membership in the national association. <A 
meeting of the club will be held at the Robert E. Lee Hoiel 
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May 31, at which addresses will be made by T. T. Harkraq 

president of the Associated Traffic Clubs of America, and other 
prominent in transportation. It will be the first dinner bite 
of the new club. i“ 





J. F. Griffitts was in charge of the program at the week] 
luncheon of the Oklahoma City Traffic Club at the Hote] Skirvin 
May 19. 





Eighty-five members and guests participated in the golf 
tournament of the Omaha Traffic Club at the Lakewood Country 
Club May 15. Warren Brown, president of the club, and w J 
Foye, tied for low score, both having covered the difficult cours. 
in 84 strokes. A dinner and smoker followed the tournament 
The tournaments are becoming so popular, it is stated, that j 
has been decided to hold one each month for the rest of the 
summer. 





“Traffic Problems of the Highway and What Is Being Done 
to Solve Them” was the subject of the speaker, Judge Dudley 
S. Valentine, at a luncheon of the Transportation Club of Log 
Angeles at the Alexandria Hotel May 19. Robert Dollar was 
a guest and made a short talk. Entertainment was provided 
The Los Angeles Club will play the Oakland Traffic Club , 
game of baseball the afternoon of June 27. The Pacific Cogs; 
Shippers’ Advisory Board will meet in Oakland that day, and 
all delegates will be invited to attend the game in the after. 
noon. 





The Toledo Transportation Club elected the following 
officers May 5: President, Dan Desmond; first vice-president, 
G. B. Peterson; second vice-president, J. A. Forshey; treasurer, 
J. E. Rheiner; secretary, W. J. Chrisholm; executive committee. 
F, X. Stukenborg, G. M. Campbell, J. F. Ryan, W. R. Prickman, 
C. R. Hartshorn and C. D. Allen. 





On May 20, the Chattanooga Traffic and Transportation 
Club held a joint meeting with the Chattanooga Automobile Club 
in honor of James A. Perry, chairman of the Georgia Public 
Utilities Commission and candidate for governor. Mr. Perry 
spoke, and a musical program was presented. The next meeting 
will be held at the Hotel Patten June 17, at which time R. L. 
Gardner, production and traffic manager, Hedges-Walsh-Weidner 
Company, will have charge of the program. 





The Birmingham Traffic and Transportation Club has issued 
the “last call’ for reservations for its annual golf outing at 
the Woodward Country Club May 28. There will be bridge for 
the ladies and those who do not wish to play golf, and luncheon 
will be served. 





Pi Alpha Epsilon Fraternity will hold its annual initiation 
of new members at the Hotel Walton, Philadelphia, May 27. 
About thirty candidates are to be “put through.” In the last 
year, it is announced, the fraternity has been undergoing a 
program of reorganization. All members not interested, either 
as active or associate, were dropped. There are now thirty-five 
active and a number of associate members. 





The Traveling Traffic Agents’ Association will hold its an 
nual outing and election at Green Bay, Wis., June 18 and 1), 
and members of the Milwaukee Traffic Club have been invited 
to attend. There will be golf both days, with prizes. 





The monthly meeting of the Richmond Traffic Club, ordi- 
narily held at the Hotel Richmond, was held May 12 at Chaffin'’s 
Bluff, a historical point on the James River, nine miles east 
of Richmond. The members were treated to an old “Virginia 
shad fry,’ prepared by Sergeant J. G. Saunders. The meeting 
was well attended and was presided over by J. Fulmer Bright, 
mayor of Richmond, who was elected a life honorary member 
of the club. Announcement was made of plans for the annual 
outing at Virginia Beach, Va., June 21-22, and reports were 
made by delegates to the April meeting of the Associated Traffic 
Clubs of America in Cincinnati. 





The Cooperative Traffic Association of New York held 4 
meeting May 22. A hearing before the “Bunk Line Association 
was on the program. The annual beefsteak dinner will be held 
the evening of June 3. 





The Traffic Club of the Brooklyn Chamber of Commerce 
held its monthly meeting at the Elks’ Club May 15. The meet 
ing was called to order by the president, Louis Harber, traffic 
manager, U. S. Printing and Lithographing Company. The 
speaker was Merrill Hitchcock, executive secretary, A. 8. P.C.A. 
He spoke on the handling of freight traffic to and from steam- 
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Is Santa Fe Man.. 





Your shipments—for two thousand 
three hundred miles and more= 
‘ 7 travel under Santa Fe’s care, on 


Santa Fe’s own rails 


ation 





)-A Fitzgerald, General Agent 
601-602 Whitney Building 
New Orleans, La 


Pt N.M. Clinton, Okla. 
Atchison, Kom eg Springs, Col. 
Alon allas, Tex. 
“we Des Moines, la. 
arce boston, Mass. Denver, Col. 
ect- Wifalo, N. Y. Detroit, Mich. 
affic Chicago, tI), El Paso, Tex. 


The Cincinnati, ©, 


‘A. 
Ceveland, O. Fort Worth, Tex. 


Fort Madison, la. 


between Chicago and the Pacific Coast, the Far West 
and Southwest—if you route “via Santa Fe.” 


One Line—On Time 


Time elapsing between shipper and consignee is important. 
Under such conditions service such as Santa Fe is famous 
for—passenger and freight—is definitely of value. 


To maintain such service Santa Fe has spent so far in 1930 
$18,700,000 for new equipment (including 5,854 freight 
cars). For additions and betterments, for new lines and lines 
now under construction, $39,500,000 have been set aside. 


Somewhere near you—see list below—there is a Santa Fe 
man who knows thoroughly the subject of transportation 
through the territory shown on the map. Ask him for the 
quickest, easiest, most economical method of shipping to 
destinations in this territory. 





Peoria, Ill. 
Philadelphia, Pa. 
Phoenix, Ariz. 
Pittsburgh, Pa. 
Pomona, Cal. 
Portland, Ore. 


Lubbock, Tex. 
Mexico City, Mex. 
Milwaukee, Wis. 
Minneapolis, Minn. 
New Orleans, La. 
New York, N. Y. 


Fresno, Cal. 
Galveston, Tex. 
Houston, Tex. 
Hutchinson, Kan. 
Indianapolis, Ind. 
Joplin, Mo. 


Kansas City, Mo. Oakland, Cal. Pueblo, Colo. 
Leavenworth, Kans. Oklahoma City, Okla. St. Joseph, Mo. 
Los Angeles, Cal. Paris, Tex. St. Louis, Mo. 


In Every City Listed at 
Bottom of Page There 
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More of the 


Santa Fe 
Contact Men 





Jj. C. Batham, General Agent 
601 Equitable Building 
Des Moines, lowa 


E. M. Troxell, General Agent 
602 Finance Building 
Philadel phia, Pa. 





H. H. Francisco, General Agent 
508 Spaulding 
Portland, Ore. 


Santa Rosa, Cal. 
Seattle, Wash. 
Stockton, Cal. 

Temple, Tex. 
Topeka, Kan. 
Trinidad, Colo. 
Tulsa, Okla. 
Waco, Tex. 
Wichita, Kan. 
Wichita Falls, Tex. 


Sacramento, Cal. 
Salt Lake City, Utah 
San Angelo, Tex. 
San Antonio, Tex. 
San Bernardino, Cal. 
San Diego, Cal. 

San Francisco, Cal. 
San Jose, Cal. 
Santa Barbara, Cal. 


a, 
SSS 





















PAGE 1410 





ship and railroad piers in and around New York by motor 
trucks and horse-drawn trucks. After the meeting the enter- 
tainment committee furnished a program. The chairman of 
the committee announced that tickets for the annual “Ladies’ 
Night,” to be held on one of the Hudson River Day Line boats 
June 18, were going fast. 





A meeting of the Women’s Traffic Club of San Francisco 
was held May 22, at 6 p. m., at the Women’s City Club. It was 
a closed business meeting and the president, Carolyn Weber, gave 
a report on the Associated Traffic Clubs of America meeting 
at Cincinnati. Plans are under way for the card party and 
dance to be held on board the Lassco liner Harvard May 26. 





The annual summer outing of the Traffic Club of the Roch- 
ester Chamber of Commerce will be held at Manitou Beach, on 
Lake Ontario, the afternoon of June 26. A full program of 
stunts and athletic events has been arranged. 


SOUTHEAST ADVISORY BOARD 


The Southeast Shippers’ Advisory Board will hold its thir- 
tieth regular meeting in the Andrew Johnson Hotel, Knoxville, 
Tenn., June 6. It will be the purpose of this meeting to fore- 
cast the volume of business anticipated by industries in the 
states of Alabama, Florida, Georgia, Louisiana, ‘Mississippi, 
North and South Carolina, Tennessee and Virginia, in the third 
quarter of the year, compared with the same period of 1929. 

In 1929 the shippers of all commodities in these states 
estimated they would require 3,855,474 cars for movement of 
their products. The subsequent actual loadings aggregated 
3,830,566, a variance of but six-tenths of one per cent. 

In inviting all those dependent, directly or indirectly, on 
efficient transportation to attend this meeting, the board calls 
attention to the fact that in 1922 there was a shortage totaling 
167,000 cars a day. Since the organization of the shippers’ ad- 
visory boards, in 1923, there has been no car shortage, but a 
healthy surplus of cars for loading, despite the fact that, in the 
years following 1922, there have been more freight cars loaded. 

Thomas J. Burke, commissioner, Charleston Traffic Bureau, 
Charleston, S. C., and general chairman of the board, will pre- 
side. He will be assisted by E. Del Wood, traffic manager, 
Chattanooga Manufacturers’ Association, Chattanooga, Tenn., 
vice-chairman, and A. J. Young, assistant traffic manager, In- 
ternational Agricultural Corporation, Atlarita, Ga., general sec- 
retary. 


SOUTHWEST ADVISORY BOARD 


Approximately 800 grain men and industrial and railroad 
representatives attended the twenty-fourth regular and seventh 
annual meeting of the Southwest Shippers’ Advisory Board at 
the Youngblood Hotel, Enid, Oklahoma, May 238. Frank A. 
Leffingwell, general chairman, presided. 

This being the annual meeting, officers were elected. Mr. 
Leffingwell, secretary, Texas Industrial Traffic League, Dallas, 
was reelected general chairman. Cecil E. Munn, president, 
Enid Terminal Elevator Company, Enid, was reelected alternate 
chairman. John W. Daniel, Jr., traffic manager, Peden Company, 
Houston, was elected general secretary, and Charles P. Wasson, 
of Dallas, was reelected secretary. The following were elected 
to complete the executive committee: W. M. Maddox, assistant 
traffic manager, Magnolia Petroleum Company, Dallas; J. H. 
Johnston, traffic manager, Oklahoma Cottonseed Crushers’ 
Association, Oklahoma City; A. P. Rudowsky, vice-president, 
McAlester Fuel Company, McAlester; W. T. Hancock, traffic 
manager, Kirby Lumber Company, Houston; Carl Giessow, 
executive general agent, Port of New Orleans, and B. F. Smith, 
secretary, Sulphate Paper Company, Elizabeth, La. Members of 
this committee ex-officio are Fred Capshaw, Corporation Com- 
mission, Oklahoma City; Francis Williams, Public Service Com- 
mission, New Orleans; Ed Harper, Arkansas Railroad Com- 
mission, Little Rock; Pat Neff, Texas Railroad Commission, 
Austin, and Hugh Williams, Corporation Commission, Santa Fe, 
N. M. General Chairman Leffingwell appointed chairmen and 
vice-chairman for the thirty-six commodity committees repre- 
sented on the board. 

The meeting was opened with an address of welcome by 
Judge C. F. Dyer, of Enid. The report of the executive com- 
mittee was made by Arthur J. Stone, of Dallas, and, in the ab- 
sence of H. R. Safford, executive vice-president, Missouri Pacific 
Lines, Houston, who is chairman of the railroad contact com- 
mittee, that report was presented by vice-chairman R. W. 
Edwards, district manager of the car service division, American 
Railway Association, Dallas. 

Traffic for the third quarter of the year was estimated by 
the commodity committees. Car loadings of all commodities in 
the southwest were estimated at 628,602, as compared with 
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620,526 cars for the third quarter of 1929, an iner 
per cent. 

Commodity committees estimating increases w 
lows: Flour, meal and other mill products; cotton; coal 
and lignite; gravel, sand and stone; salt; lumber and — 
products; cement and paper. Those estimating decreages < 
live stock; petroleum and petroleum products, ang brick we 
clay products. Loadings estimated the same as last - 
were: Grain; hay, straw and alfalfa; cottonseed and Droducis 
citrus fruits; other fresh fruits; potatoes; other fresh re, 
tables; poultry and dairy products; ore and concentrates; gy “4 
syrup, glucose and molasses; iron and steel; machinery a 
boilers; lime and plaster; agricultural implements; automobiles 
trucks and parts; fertilizer; chemicals and explosives, ang all 
canned food products. , . 

A general discussion of the coming winter wheat haryes 
having to do with production, acreage, movement, markets ete. 
was had, and carried over until the meeting of the Oklahoms 
grain dealers on Saturday. 

Fort Worth was selected as the place for the September 
meeting. 
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N. Y. UNION TERMINAL 
The Traffic World New York Bureay 


All railroads serving the port of New York have signified 
their final approval of contracts for the use of the propogeg 
$51,000,000 union freight terminal to be constructed on the lower 
west side of Manhattan, thus opening the way to consumms. 
tion of the project, it is announced by John F. Galvin, chairmap 
of the Port of New York Authority. 

Under the terms of the contract with each road, Mr. Galvin 
explained, the Port Authority, which is to construct and finance 
the building, will allot a certain space on the ground floor or 
the basement for the exclusive use of the railroad’s freight to 
and from the city. 

The terminal is to be in the block bounded by Eighth and 
Ninth avenues and West Fifteenth and West Sixteenth streets, 
It will be used exclusively by motor trucks, with inside road- 
Ways, so as to avoid traffic congestion in the surrounding streets 
from trucks against the curbs. 

Approximately 50 per cent of the land necesary for the 
structure has been obtained and definite plans for starting con 
struction are expected to be made before the end of this year. 
The Port Authority is required, under the provisions of its agree- 
ment with the states of New York and New Jersey, to complete 
the construction within fifteen months after the contract is 
executed. Two additional union freight stations are also called 
for “upon sites mutually satisfactory if and when desired by 
the railroads.” 

Expressing satisfaction at the acceptance by the railroads 
of the preliminary plans, Mr. Galvin asserted that use of the 
terminal would result in considerable saving to the roads and 
shippers. 

“The opportunity to deliver outbound freight for all rail 
roads at one station instead of going to several,” he said, “wil 
undoubtedly reduce the wheelage cost, save time and lessel 
the number of trucks moving through the streets. Similar re 
sults will follow from the handling of inbound freight through 
the inland station. Long and cross hauls of freight to and from 
pier stations on Manhattan necessitated by the present practice 
are uneconomical as trucking operations.” 

Use of the terminal, he added, would also release consider- 
able waterfront property for other shipping purposes. 


CONDITION OF EQUIPMENT 


Class I railroads on May 1 had 129,865 freight cars in nee 
of repair, or 5.9 per cent of the number on line, according to 
the car service division of the American Railway Association 
This was a decrease of 727 cars under the number in need 
repair on April 15, at which time there were 130,592 or 5.9 per 
cent. Freight cars in need of heavy repair on May 1 to th 
89,994 or 4.1 per cent, an increase of 1,591 compared with the ® 
number on April 15, while freight cars in need of light re ith 
totaled 39,871, or 1.8 per cent, a decrease of 2,318 compared WI 
April 15. sill 

Class I railroads of this country on May 1 had 8,222 ~ 
motives in need of repair or 14.7 per cent of the number on - 
This was a decrease of 746 cars compared with the ee 
need of repair on April 15, at which time there were pon 
16.0 per cent. Locomotives in need of classified repairs on May 
1 totaled 4,563 or 8.2 per cent, a decrease of 259 compared hes 
April 15, while 3,659 or 6.5 per cent were in need of oe 
repairs, a decrease of 487 below the number in need of : 294 
repairs on April 15. Class I railroads on May 1 ne > 
serviceable locomotives in storage compared with 7,3 
April 15. 
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Erie’s Webster Avenue Freight Station—Chicago 


ERIE’S North Side 
Freight Stations—CHICAGO 


The Erie Railroad maintains two completely equipped freight stations 
on the North Side of Chicago. 


WEBSTER AVENUE STATION ERIE STREET STATION 
Webster and Ashland Avenues. Erie and Kingsbury Streets. Conven- 
In the heart of the com- ient to both North and West Sides. 


mercial and industrial section. 


The handling of freight in cars between these stations and the Erie Railroad Yard 
by car floats on the Chicago River greatly expedites its movement. 


Freight reaching Chicago in early morning trains is immediately placed for delivery. 
Eastbound shipments loaded up to 4:00 p. m. go forward the same night. 


THE HEAVY DUTY RAILROAD IS EQUIPPED FOR HEAVY DUTY 

- °° The Erie is the only eastern SHIP ys 
road with freight stations and 
team tracks on the North Side 
of Chicago. 
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Erie’s Erie Street Freight Station—Chicago 


ERIE RAILROAD SYSTEM 


Route of The Erie Limited 
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Personal Notes 


H. B. Tooker has been elected vice-president, traffic, of the 
Nevada Northern Railway and the Ray and Gila Valley Rail- 
way. He has also been elected traffic director of the Birming- 
ham and Garfield Railway. He was formerly traffic manager of 
all three roads. 

Ralph Neuses, city freight agent of the Milwaukee at Chi- 
cago, has been transferred to traveling freight agent at Duluth. 
J. M. Cunningham, formerly general agent at Winnipeg, has 
been promoted to general agent at Duluth. Creston Harris, 
formerly traveling freight agent at Duluth, has been appointed 
general agent at Winnipeg. 

Hainer Winshaw, Washington, D. C., representative of the 
Aviation Corporation, has been appointed assistant to the 
president, Frederic G. Coburn. He will continue to make his 
headquarters at Washington. 


W. C. Rathgeber, formerly assistant traffic manager, Creo- 
Dipt Company, Inc., North Tonawanda, N. Y., has been ap- 
pointed traffic manager, with jurisdiction over all plants in the 
United States and Canada, succeeding R. W. Sayles, who is 
assistant sales manager. 


Owing to the death of Burton J. Rowe, the Illinois Central 
has made the following appointments: John F. McMahon, coal 
traffic manager; James L. Lumsden, assistant coal traffic man- 
ager; Bentley M. Hamilton, assistant coal traffic manager. 

Bruce D. Plummer has been appointed commercial agent, 
Chicago and Alton, at San Francisco. 

H. R. Whiting, of Shreveport, 
traffic manager, in charge of solicitation, Louisiana and Arkansas 
lines. He was general freight agent, and has been with the 
Louisiana and Arkansas for more than 20 years. His head- 
quarters will be at Shreveport. 

J. C. Michael has been elected treasurer of the Louisville 
and Nashville, succeeding E. S. Locke, who died. John M. 
Scott has been elected secretary, succeeding Mr. Michael. 

J. W. Flannery, for the last ten years general traffic man- 
ager of the Kroger Grocery and Bakery Company, with head- 
quarters at Cincinnati, has resigned to accept the position of 
assistant traffic manager, Frisco lines, with headquarters at 
St. Louis, effective June 1. He served as president of the 
Cincinnati Traffic Club in 1921 and again in 1927. 

Edward S. Evans, president of Detroit Aircraft, has an- 
nounced the election of A. D. Madge as secretary and treasurer 
of the company. Mr. Madge was formerly senior accountant of 
the Arthur Anderson Company, New York. 


La., has been appointed 


Digest of New Complaints 


No. 23347, Sub. 1. National Slate Association et al., 
va, &. CC. & Y. ot al. 

Rates in_violation Sections 1, 2, 3, 6 and 16 of act, slate slabs, 
points in Pennsylvania, New York, Maine and Vermont to points 
in C. F. A. territory and points south and west thereof, as com- 
pared with rates on natural building stone. Asks rates and repa- 


ration. 
Pittsburgh, Pa., vs. A. 


No. 23375. Sub. No. 1. 
& B. B. et al. 

Rates and charges in violation sections 1 and 3 of act, coke, 
Painesville, O., to C. F. A. points. Shippers from other points 
in central territory and from the Birmingham district and Chat- 
tanooga preferred. Asks rates. 

3 Sub. No. 8. S. L. Lafont et al., 
& E. I. et al. 

Unreasonable rates and charges, coal, points in Kentucky and 
Illinois to Portageville, Mo. Ask reparation. 

. 23432. The Barteldes Seed Co., Lawrence, Kan., vs. A. & S. et al. 

Rates in violation sections 1 and 3 of act, millet seed, points in 
Louisiana, Texas, Arkansas, Oklahoma, Colorado, Kansas and 
Nebraska to Lawrence, Kan., and Denver, Colo., and to points 
in New Mexico and other states. Asks reparation. 

Pe The Fisk Rubber Co., Chicopee Falls, Mass., vs. B. & M. 
et al. 

Charges in violation sections 1 and 3 of act, tires and related 
articles, Chicopee Falls, Mass., to points in Texas, California and 
Oregon. Asks rates and reparation. 

23434. The W. A. L. Thompson Hardware Co., 
Santa Fe et al. 

Unreasonable rates, wrought iron or steel, Chicago, IIl., 
City, Kan. Asks rates and reparation. 

. 23435. The Edgerton Manufacturing Co., Plymouth, Inc., 
tral of Georgia et al. 

Rates in violation sections 1 and 6 of act, wood, fruit and veg- 
etable shipping baskets in mixed carload with crate material, 
Paoli, Ind., to Albany, Ga. Asks reparation. 

. 23436. Railroad Commission of South Carolina, Columbia, S. C., 


Wilmington, Del., 


Diamond Alkali Co., 


Portageville, Mo., vs. C. 


Topeka, Kan., vs. 
to Dodge 


vs. Cen- 


PElPeeelllllllbllllllelldleellaeaulldudadaadaadedaal Fela a egal 


The Traffic World 


MMMM SMM M 


The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 


Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Western Railway 
































Route Train 99 Train 85 
Lv. Norfolk, Va. N &W Ry *11:00 AM Mon. 11:30 PM Mon. 
Lv. Petersburg, Va. N & W Ry * 2:30 PM Mon. 1:30 AM Tues. 
Ar. Cincinnati, Ohio N & W Ry 7:00 AM Wed. 8:00 PM Wed. 
Ar. Columbus, Ohio N & W Ry 7:00 AM Wed. 8:30 PM Wed. 
Ar. Chicago, Il. Big Four (1C) 2:30 AM Thars. 8:00 PM Thurs. 
Ar. Chicago, Il. PRR 2:45 AM Thurs. 11:59 PM Thurs. 
Ar. Toledo, Ohio PRR 8:30 PM Wed. 8:30 AM Thurs. 
Ar. Toledo, Ohio NYC 3:55 PM Wed. 7:00 AM Thurs. 
Ar. Toledo, Ohio HV Ry 1:00 PM Wed. 4:00 AM Thurs. 
Ar. Toledo, Ohio B&ORR 10:00 PM Wed. 3:30 PM Thurs. 
Ar. Detroit, Mich. PRR 1:00 AM Thurs. 9:00 PM Thurs. 
Ar. Detroit,. Mich. DT&I 10:30 PM Wed. 
Ar. Detroit, Mich. MCRR 12:01 AM Thurs. 12:01 AM Fri. 
Ar. Detroit, Mich. PM Ry 1:30 AM Thurs. 1:30 AM Fri. 
Ar. Cleveland, Ohio Big Four 6:00 PM Wed. 6:00 PM Thurs. 
Ar. Cleveland, Ohio Nickel Plate 10:00 PM Wed. 1:30 PM Thurs. 
Ar. Cleveland, Ohio PRR 3:15 AM Thurs. 3:15 AM Fri. . 








* Vill hold at Norfolk until 4:00 PM, and at Petersburg until 5:00 
PM, if necessary to protect late deliveries from connecting lines. 
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rn Raj Lv. Norfolk, Va. N & W Ry *11:00 AM Mon. 11:30 PM Mon. 
road ar Lv. Petersburg, Va. N & W Ry * 2:30 PM Mon. 1:30 AM Tues. 
and th Ar. Cincinnati, Ohio N & W Ry 7:00 AM Wed. 8:00 PM Wed. 
fid:We Ar. Columbus, Ohio N &W Ry 7:00 AM Wed. 8:30 PM Wed. 
Ar. Chicago, Ill. Big Four (IC) 2:30 AM Thars. 8:00 PM Thurs. 
endab Ar. Chicago, Ill. PRR 2:45 AM Thurs. 11:59 PM Thurs. 
) and th Ar. Toledo, Ohio PRR 8:30 PM Wed. 8:30 AM Thurs. 
convin Ar. Toledo, Ohio NYC 3:55 PM Wed. 7:00 AM Thurs. 
e freigh Ar. Toledo, Ohio HV Ry | 1:00 PM Wed. 4:00 AM Thurs. 
lean Ar. Toledo, Ohio B&ORR 10:00 PM Wed. 3:30 PM Thurs. 
Ar. Detroit, Mich. PRR 1:00 AM Thurs. 9:00 PM Thurs. 
Ar. Detroit, Mich. DT&lI 10:30 PM Wed. 
Ar. Detroit, Mich. MCRR 12:01 AM Thurs. 12:01 AM Fri. 
Ar. Detroit, Mich. PM Ry 1:30 AM Thurs. 1:30 AM Fri. 
Ar. Cleveland, Ohio Big Four 6:00 PM Wed. 6:00 PM Thurs. 
Ar. Cleveland, Ohio Nickel Plate 10:00 PM Wed. 1:30 PM Thurs. 
Ar. Cleveland, Ohio PRR 3:15 AM Thurs. 3:15 AM Fri. . 








* Vill hold at Norfolk until 4:00 PM, and at Petersburg until 5:00 
PM, if necessary to protect late deliveries from connecting lines. 
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A GOOD MEAL! 


“a lower on the 


BLACKHAWK” 


... @ significant phrase that is familiar nowadays 
alike to ticket agents in Boston, Miami, Detroit . . . 
Kalamazoo, Kokomo and Keokuk . .. Winnipeg, 
Wentachee and Walla Walla. 


By mail, by wire, by phone and messenger... from 
Wall Street, Main Street, and State Street, from 
every part of the country comes the same familiar 
demand upon Burlington reservation bureaus in 
Chicago—” A lower on the Blackhawk.” 


Thus in five short months and less, recognition, 
distinction, and nationwide fame have come to this 
splendid train—peerless leader of the Burlington's 
fleet of six fine trains over the water-level route 
between Chicago and the Twin Cities. 


THE BLACKHAWK 
Lv. Chicago . . . 6:30p.m. 
Ar. St.Paul . . . 7:00 a.m. 
Ar. Minneapolis . . 7:35 a. m. 
A Triumph in Travel Luxury 


RESERVATIONS 
179 W. Jackson St. 
Phone Wabash 4600 
S. J. OWENS 
General Agent Passenger Department 


A GOOD SLEEP! 


MAKE FOR 
TRAVEL COMFORT 


GET BOTH! 


IN GOOD MEASURE 
VIA 


UNION PACIFIC 


And, in addition, there is the fast, 
frequent, convenient and depend- 
able service from Chicago, 
Omaha, St. Louis, Kansas City, 
Minneapolis, St. Paul to Denver, 
Salt Lake City and Ogden, Utah 

. and to California and the 
Pacific Northwest. 


Union Pacific is the pioneer rail- 
road of the West, following the 
trail of the Buffalo, the Indian, 
the Covered Wagon and the 
Pony Express. 


A handy United States folder map sent 
free to Executives upon request. 


C. J. COLLINS 
General Passenger Agent 
Union Pacific System 
Omaha, Nebr. 


THE OVERLAND ROUTE 


UNION PACIFIC 
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Save Valuable Shipping Time 
by Locating Along the 











Chicago Aurora and Elgin Railroad 












ARLOAD SHIPMENTS are 


moved through this territory to 
and from nine interchange connection 
points by fast, heavy-duty electric 
locomotives. Terminal congestion is 
avoided and one to three days time 
saved. 


Carload Interchange Connections: 
Baltimore & Ohio Chicago Terminal. . Chicago 
(Central Ave.) 


Chicago Great Western............ Chicago 
(Central Ave.) 


Minneapolis, St. Paul & Sault Ste. Marie 


Son Wedcih Sa. -y acelin Abs ideas ela Nada Chicago 
(Central Ave.) 

Indiana Harbor Belt............... Bellwood 
ee Elgin Jct. 


Elgin, Joliet & Eastern... . Wayne & Electric Jct. 
Chicago, Burlington & Quincy. Glenwood Park 


Chicago, Milwaukee, St. Paul & Pacific. . .Elgin 
(Renwick) 


For information on industrial locations 
communicate with C. H. Schildgen, In- 
dustrial Agent,72W. Adams St., Chicago. 
Phone State 0517. 


Aaa _. 
AURORA AND E_LLGIN| 


eee 


RAILROAD 





W. C. Ritter, Traffic Manager 


E. B. Dwyer, Gen. Pass. & Frt. Agt. 
72 W. Adams St., Chicago Phone State 0517 
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in West Virginia, Virginia, Kentucky, Tennessee and Alabama 
to destinations in South Carolina as compared with rates to 
points in southern classification territory outside South Carolina. 
Asks rates. 
No. 23437. The Southwestern Millers’ League et al., Kansas City, Mo., 
vs. Santa Fe et al. 

Rates and charges in violation sections 1, 4 and 6 of act, 
wheat to complainants’ mills in Kansas, Oklahoma and Missouri 
and flour and other grain products to points in Kentucky. Asks 
rates and reparation. 

No. 23438. Conklin & Sons Co., Inc., Madison, Wis., vs. A. & S. et al. 

Unreasonable rates, fuel oil, points in Oklahoma, Kansas, Louisi- 
-~, Texas and Arkansas to Madison, Wis. Asks rates and rep- 
aration. 

No. 23439. Traffic Service Corporation et al., Seattle, Wash., vs. Cen- 
tral California Traction Co. et al. 

Rates in violation sections 1 and 3 of act, cedar poles and piling, 
points in Oregon, Washington and British Columbia to points in 
Nevada and California, as compared with basic lumber rates. 
Ask rates and reparation. 

No. 23440. The Rome Co., Inc., Rome, N. Y., vs. A. G. S. et al. 

Rates and charges in violation sections 1 and 3 of act, metal 
beds, metal day beds, metal couches, metal cots, metal couch 
hammocks, bed springs and mattresses, Rome, N. Y., Chicago, 
Ill., Baltimore, Md., to various interstate destinations, as com- 
pared with rates from Atlanta, Ga. Asks rates and reparation. 

No. 23441. Western Burlap Bag Co., Chicago, Ill., vs. N. Y. C. 

Unreasonable charges, burlap bags, Chicago, IIl., to Cleveland, 
O. Asks rates and reparation. . 

No. 23442. The Portland Co., Portland, Me., vs. New Haven et al. 

Unreasonable rates, sea or core sand, Provincetown, Mass., and 

Davisville, R. I., to Portland, Me. Asks rates and reparation. 
No. 23443. C. G. Justice Co. et al., Philadelphia, Pa., vs. F. E. C. et al. 

Rates and charges in violation sections 1 and 15 of act, vege- 
tables, Florida points to Philadelphia, Pa., and other points. Ask 
reparation. 

No. 23444. Perrine Armstrong Co., Fort Wayne, Ind., vs. I. C. et al. 

Rate in violation sections 1 and 3 of act, lumber, Fort Wayne, 
Ind., to New Orleans, La., and from Upper Sandusky, oO. Ww 
New Orleans. Asks rates and reparation. 

No. 23445. Herndon Fruit Co., Lansing, Mich., vs. Michigan Central 
et al. 

Rates and charges in violation first four sections of act, potatoes, 
North Carolina points to Lansing, Mich., as compared with rates 
via other routes and to Grand Rapids, Jackson and Battle Creek, 
Mich. Asks rates and reparation. 

No. 23446. Swayne Robinson & Co. et al., Richmond, Ind., vs.-N. Y. 
Cc. & St. L. et al. . i 

Unreasonable rates, molding sand, points in Ohio to Richmond, 
Ind. Ask rates and reparation. 

No. 23447. Calco Tile Mfg. Co. et al., Los Angeles, Calif., vs. Santa 
Fe et al. 

Unreasonable rates and charges, china clay or kaolin, and ball 
clay, between ports of San Pedro, Wilmington, East San _ Pedro, 
and Los Angeles Harbor, on one hand, and Southgate, Pomona 
and Burbank, Calif., on the other. Ask rates and reparation. 

No. 23448. West Dudley Paper Co., West Dudley, Mass., vs. New 
Haven. 

Unreasonable rates, paperstock board and woodpulp board, West 
Dudley, Mass., to Pawtucket, R. L, and to Chelsea, Mass. Asks 
reparation. 

No. _— Virden Packing Co., San Francisco, Calif., vs. C. B. & Q. 
et al. 

Rates in violation sections 1 and 3 of act, hogs, points in Ne- 
braska and Colorado to South San Francisco, Calif., as compared 
with rates to Los Angeles. Ask rates and reparation. 

No. een —_— Texas Cotton Oil Co. et al., Houston, Tex., vs. I.-G. 

. et al. 

Rates and charges in violation first three sections of act, lard 
substitutes and refined cottonseed oil, Houston, Tex., to Atlantic 
seaboard points, as compared with rates on like commodities in 
reverse direction. Ask rates and reparation. 

No. 23451. Hudson Glass Co., Newark, N. J., vs. New Haven et al. 

Rates in violation sections 1 and 4 of act, cullet, between Water- 
bury, Conn., and Salem, N. J., and Kane, Pa. Asks rates for 
future and reparation. 


WAGE STATISTICS 


Class I railways reported a total of 1,544,317 employes as 
of the middle of February, 1930, according to the compilation 
of the Commission’s bureau of statistics. The total compensa- 
tion was $213,198,615. Compared with the returns for the cor- 
responding month of last year, the summary for February of 
this year shows a decrease in the total number of employes 
of 61,933, or 3.86 per cent. The total compensation shows a 
decrease of 4.42 per cent. 


The Traffic World may be found on sale at the following places: 
hicago—The Traffic World, 418 South Market Street. 
Chicago—Postoffice News Co., 37 West Monroe Street. 
Washington—tTraffic Service Corporation, Mills Build- 
ing, 17th and Pennsylvania. 
Washington—New Willard Hotel News Stand. 
New York—Hotaling’s News Stand, 308 W. 40th Street. 
The Traffic World may be read on the following trains: 
Great Northern Railroad—Oriental Limited and Winni- 
peg Limited. 
Lehigh Valley Railroad—Chicagoan, New Yorker, Le- 
high Limited, Philadelphian, and Philadelphia-New 
York Express. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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NOTE—iItems in the Docket marked with an asterisk (*) are new, for that portion of the transportation which takes place wi & 
having been added since the last issue of The Traffic World. Cancel- the U. S.). thin 
lations and postponements announced too late to show the change ir May 27—Boston, Mass.—Examiner Crowley: 
this Docket will be noted elsewhere. 23244—H. E. Fletcher Co. et al. vs. B. & M. R. R. et al. 

May 26—Minneapolis, Minn.—Examiner Bardwell: May 27—Galveston, Tex.—Examiner Johnson: 
* 1. & S. 3454—Woolen blankets from Leaksville and Spray, N. C., to 22852—-Texas City Board of Trade vs. A. & S. Ry. et al. 

St. Paul, Minneapolis and Duluth, Minn., and groups. 23195—Galveston Chamber of Commerce et al. vs. A. & S, Ry. et a] 

Mey 26—Omaha, Neb.—Examiner Brennan: May 27—Chicago, Ill.—Examiner Cheseldine: . 

178—Good Bros. Seed & Grain Co. vs. C. B. & Q. R. R. et al. 23176—Crane & Co. vs. C. & A. R. R. et al. 

May 26—New Orleans, La.—Examiner McChord: oy 27—Argument at Washington, D. C.: 

141—Southern Cotton Oil Co. vs. C. R. I. & P. Ry. et al. M. A. Joy et al. vs. M.-K.-T. R. R. et al. 

23159—Standard Oil Co. of La. vs. T. & P. Ry. et al. oesre (Babe 1) 7. . re A. SO a et al. 

May 26—Argument at Washington, D. C.: UD, Se-SUreyne UE VO. VS. A. S- . F. Ry, et al. 
24072 United Paperboard Co., Inc., vs. A. A. R. R. et al. 19691—J. A. ge oy business under name of Forsythe (jj 
22076—Universal Paper Bag Co. vs. N. & W. Ry. et al. Co., vs. A. T. & S. F. Ry. et al. 
22147—United Paperboard Co., Inc., vs. D. & H. Co. et al. May 28—Knoxville, Tenn.—Examiner Diamondson: 
22180—Greenwich Chamber of Commerce vs. D. & H. Co. et al. 23161—American Oil Co. vs. Sou. Ry. et al. 
22255—United Paperboard Co., Inc., vs. B. & M. R. R. et al. 23185—American Textile Woolen Co. vs. M. & M. Transp. Co, et aj 
Finance No. ee Centralia Terminal R. R. for authority May 28—Argument at Washington, D. C.: ; 

to construct, acquire and operate a line of railroad in Louis 22240—S. A. Holt, assignee of Arkansas Basket Manufacturing ¢ 
Eng gy soe, VS, SE. a 
inance No. o c of Pa., O. . R. R. an a. seal 

R. R., lessee, for authority to abandon the so-called Montgomery — a eee O De ae Ay te Dek we ee 

Branch in Hamilton county, O. 22239—Ash Grove Lime & Portland Cement Co., of Nebraska, ys H 
or 26—Atlanta, Ga.—Examiner Diamondson: Cc. & XN. W. Ry. et al. "oa 

2 x Ber ~ 1)—American Sumatra Tobacco Corp. vs. A. C. L. May 28—Kalamazoo, Mich.—Examiner Hagerty: N 
- rr, ot al. 23193—Saniwax Paper Co. vs. A. A. R. R. et al. 
23077—Thompson, Weinman & Co. et al. vs. N. C. & St. L. Ry. et al. May 28—Chicago, Ill.—Examiner Cheseldine: m 

Mey. fo Socten, oe mye ww +: — * 20146—Penn Facing Mills Co. et al. vs. A. A. R. R. et al. J 

aw Se ee ee ee ae Se ae May 28—Washington, D. C.—Examiner Walter: 

| 26—Houston, Tex.—Examiner Johnson: Finance No. 3744—Iin re excess income of Georgia Southwestern and N 
23125—Bedford-Carthage Stone Corp. vs. C. I. & L. Ry. et al. Gulf R. R. (further hearing). 

Mey 26—South Bend, Ind.—Examiner Hagerty: May 28—San Francisco, Calif.—Examiner Johnston: 

1 Edgerton Manufacturing Co. vs. A. C. & Y. Ry. et al. 23067—Magnavox Co. vs. A. T. & S. F. Ry. et al. 

Ma 26—Chicago, il.— Examiner Cheseldine: Rete ee geting: Anat ts dg ve a Ae 
23054—E. & A. Opler, Inc., vs. A. T. & S. F. Ry. et al. 23153—Southern Traffic Assn. vs. Erie R. R. et al. 

May 26—Los Angeles, Calif.—Examiner Johnston: = F 
23168—Blue Diamond Co. vs. A. T. & S. F. Ry. et al. Pe Pe. or ae ae es a ‘ 

May 27—Kalamazoo, Mich.—Examiner Hagerty: > oe ES ee eee eee Cote, TE, gay S 


1 1—Vera Chemical Co. of Canada, Lid., vs. A. C. R. R. et al. stations and short-haul points in Illinois and Indiana. 
(further hearing, for purpose of receiving evidence looking to the So Francisco, Calif.—Examiner Johnston: 
establishment of a reasonable rate from southeastern territory 23201—_Guggenhime & Co. vs. M. & E. Tract. Co. et al. 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 






Customs Agencies 


The National Railways of Mexico maintain official cus 
toms agencies at El Paso, Eagle Pass, Laredo and Browns. 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 









Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 







For Complete Information 
Communicate with 






F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 







F. N. Puente, Gen. A. Horcasitas, Com. Agt. 
441 Monadnock B! 414 Whitney Bank Bidg. 
San F, Oo; i New Orleans, La. 





F. C. Lona, Com. t F. Alatorre, Com. Agent 
Room 1500, 815 Pacific Electric Building 
Two-O-One North Wells Bldg. Los Angeles, Cal. 





Chicago, Illinois 





Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . « 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 






the (ji) 


(NITED FRUIT COMPANY 


&> Steamship Service <j ras 


General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Salvador, Nicaragua, Columbia, Costa Rica, Guate- 
mala, Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports of 
Mexico, Central and South America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


17 Battery Place, 321 St. Charles St., 
New York, N. Y. New Orleans, La. 
140 S. Dearborn St., 
Chicago, Ill. 


433 California St., 
San Francisco, Cal. 


Long Wharf, 
Boston, Mass. 


electrified miles « oe 
cinderless « on the scenically 
supreme route of the 


“DLYMPIAN 


Longest continuous electrified ride in the 

Chica world—a thrill whether you’re on business 
ZO 1 oO b: . : 
Ssokane or pleasure. Open o servation cars in 
Gn ttle Summertime. Over four spectacular moun- 
T tain ranges, including the Belts, Rockies, 
acoma Bitter Roots and Cascades by day. 
Travel the new Olympian way! 


First transcontinental roller-bearing train 


Geo. B. Haynes, Passenger Traffic Manager 
Chicago, Ill. 


e MLL WAUKEE roap 


Electrified over the Rockies to the Sea 
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ORIENT PACIFIC COAST JOINT SERVICE 


OCEANIC AND ORIENTAL NAVIGATION COMPANY 
TACOMA ORIENTAL STEAMSHIP COMPANY 
MATSON NAVIGATION COMPANY 
STATES STEAMSHIP COMPANY 


From Philippine Ports, Manila and Hongkong 
Direct to San Francisco, Los.*Angeles, Portland, Seattle and Tacoma 


Sailing from | SS MAUNAWILI SS ILLINOIS SS GOLDEN PEAK 


May 26 May 17 June 3 
(Omits) (Omits) June 7 


(Omits) 
une 23 


ortiend, (Omita (Omits) (Omita 
ilings every week thereafter. 
From Shanghai, Tsingtau, Taku Bar (Tientsin), Dairen and Otaru 
Direct to San Francisco, Los Angeles, Portland, Seattle and Tacoma 


Sailing from SS SEATTLE SS GOLDEN TIDE | SS WISCONSIN 


June 21 June 12 | 


July 15 (Omits) 


ane. 11 Aug. 1 
ug. 18 (Omits) 

Onsite) Aug. 

(Omits) (Omits) 


every ten days t. ter. 


STATES STEAMSHIP CO., General Oriental Agents 


American-Hawaiian S. S. Co. 
Agents Oceanic and Oriental Navigation Co. Tel. Davenport 2900 

215 Market St., San Francisco, Cal. 

Matson Navigation Cempan 
215 Market St., San Francisco, Cal. 

Williams, Dimond & Co. 

Agents States S. S. Co. and Tacoma Oriental Steamship Co. 
310 Sansome St., San Francisco Tel. Davenport 4700 


el. Davenport 2300 


DETROIT: “CINCINMATI - INDIANAPOLIS: CHICAGO 


“THE PIONEER LINE SOUTH’ 


With both a bright future and an 
enviable past record. 


The reputation we enjoy has been 
achieved through consistently ren- 
dering an unexcelled motor freight 
service to our patrons. 


Daily, overnight, fast, reliable 
service. 


TERMINALS: 
Detroit, 731 23rd St. - - Phone Lafayette 3470 
Chicago, 3615 Iron St.- - Phone Lafayette 4866 
Cincinnati, 447 E. 2nd St. - - Phone Main 2299 
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The Traffic 



















































1% 


PEW YOR Ave 


“CALIFOR 


Three NEW liners 
all 33,000 tons 
in size 
Ss. S. CALIFORNIA—S. S. VIRGINIA 
Ss. S. PENNSYLVANIA 


{tinerary: New York—Havana— Panama Canal—Bal- 
boa—San Diego (Westbound)—Los Angeles—San 
Francisco. Regular fortnightly sailings. 13 days Coast- 
to-Coast in either direction. Thoroughly modern freight 
facilities. Luxurious passenger accommodations. Special 
garage decks for carrying automobiles uncrated. 


Proposed Sailing Dates: 


Eastbound from 
San Francisco—Los Angeles 


Pennsylvania .June 7 July 26 
California ....June21 Aug. 9 
Virginia....... July 12 Aug. 23 


from Los Angeles 2nd day following 


! | Panama facifie fine 


y ALL NEW STEAMERS - 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 

(West 23rd St.) Tel. Chelsea 6760 Tel. Digby 2840 

Chicago, 180 N. Michigan Ave. Boston, 84 State Street 
Philadelphia, Public LedgerJBldg. Baltimore, Chamber of Com- 
San Francisco, 311 California St. merce Bldg. 

Los Angeles, Central Bldg. 


WORLD WIDE FREIGHT AND PASSENGER SERVICE 


BV EVE 


1 ) 4 SHIPS. Frequent sail- 

ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast Mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 









Ms 















Westbound from New York 


California....May 31 July 19 
Virginia...... June 21 Aug. 2 
Pennsylvania.July 5 Aug. 16 






































These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 











INTERNATIONAL MERCANTILE MARINE COMPANY 


A. C. FETTEROLF, Vice-President, Freight Traffic 
No. 1 Broadway, New York 


J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 








May 31—Saginaw, Mich.—Examiner Hagerty: 

* 23162—U. S. Graphite Co. vs. E. J. & E. Ry. et al. 
23020—-Saginaw Fruit Co. vs. A. A. R. R. et al 
23133—U. S. Graphite Co. vs. M. C. R. 

ae ee N. C.—Examiner Diamondson: 


May 31—Sioux City, Ia.—Examiner Brennan: 


May 31—Birmingham, Ala.—Examiner McChord: 


Ma 
M 
M 












World Vol. 17, ts n 


May 29—Argument at ha ae i > Cs 


22280—Darling & Co. vs. A. C. L. R. R. et al. 
22344—-Mead Johnson Co. vs. A. C. L. R. R. et al. 
22366—Maumee Feed & Fertilizer Co. vs. N. Y.C.R R 
National Association of Chewing Gum Man 

al. 


22685— et a 
Allied Trades vs. Ry. Express Agency, Inc., et 


: L 
ufacturers and 


May 29—Mobile, Ala.—Examiner McChord: 


23216—Mobile Chamber of Commerce vs. G. M. & N. R. R. et al 


R. et al. 


7—Tobacco Merchants’ Assn. of U. S. vs. A. T. & S. F. Ry, et 
— - Qt al 


23257—Sioux City Grain Exchange et al. vs. C. B. & Q. R. Ret al 


1. & S. 3437—Cotton baling ties and buckles betwee 
ern territory. 

31—Argument at Washington, D. C.: 
108—Western Maryland Ry. vs. Penna, R. R. 
ay 31—Des Moines, Ia.—Examiner Bardwell: 

5—McConville Coal Co. vs. Ia. Southern Utilities Co, 

oy 31—San Francisco, Calif.—Examiner Johnston: 
23276—Oakland Chamber of Commerce vs. A. T. & S. F. Ry. et a] 


Nn points in south. 


June 2—Washington, D. C.—Examiner Davis: 


Finance No. 8243—Application C. & P. T. Co. of Va. fora certifi 
that the acquisition by it of control of Petersburg Telephone Cr 
by purchase of capital stock will be of advantage to the samen 
to whom service is to be rendered and in the public interest 4 


June 2—Washington, D. C.—Examiner Maidens: 


23179—Ohio Valley Refining Co. vs. S. A. L. Ry. et al. 


June 2—Detroit, Mich.—Examiner Hagerty: 


Fourth Section Application No. 14010, filed by B. T. Jones, 


June 2—Birmingham, Ala.—Examiner McChord: 


23236—Alabama Rock Asphalt, Inc., vs. A. & B. B. R. R. et al, 


June 2—Keokuk, Ia.—Examiner Bardwell: 


23045—Traffic Bureau Keokuk Iowa Chamber of Comme 
& S. F. Ry. et al. eer 


June 2—Chicago, Ill.—Examiner Flynn: 


22818—Illinois Coal Traffic Bureau vs. A. & E. R. R. et al. 

23130—Intrastate rates on bituminous coal between points in Illinois, 

18770—Moline Consumers Co. vs. C. B. & Q. R. R. et al. 

21020—Traffic Bureau, Davenport Chamber of Commerce, et al, 
A. & E. R. R. et al. 

21223—Traffic Bureau, Moline Association of Commerce, et al. 
A. & E. R. R. et al. 


June 3—Galveston, Tex.—Examiner Johnson: 


1. & S. 3130—Consolidated Southwestern Cases (rates on export, im- 
port and coastwise carload commodities). 


June 3—Washington, D. C.—Examiner Johnston: 


Finance No. 3912—In re excess income of St. Paul Bridge & Terminal 
Ry. (further hearing). 


What Some of Our Clients Have to Say 
About Our Service 


JUST A STEP IN THE FORE 


Other sources from which traffic advice emanates 
may falter at times—our “Watching” Service seldom 
does. Expedition is an important factor in correct 
business management. 


CHEVROLET MOTOR COMPANY 
General Motors Bldg. 
DETROIT, MICH. 
File 50-S, 


Steel Commodity Rates. 
Traffic Service Corporation, 

310 Mills Bldg. 

Washington, D. C. 

Gentlemen: I appreciate receiving from you, 
copy of the Commission’s mimeographed decision, 
Docket No. 15110 poaee Lange Steel Corporation 
v. Baltimore & Ohio Railroa Company et al. 

We were greatly interested in the outcome of this 
case and as yet decision has not been furnished us 
by the Commission so that your action in mailing 4 
copy to me is very pleasing and appreciated. 


Yours very truly, 
(Signed) C. R. SCHARFF, 
EFS:DS Traffic Director. 


rad 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 


































April 22, 1926. 
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al. 
ers and 


- Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. . . . Mondays and Thursdays 


Thru Package Cars 





et al, 


ty. et al 
R. et al 


iN south. 


Quick Dispatch 





low Rates 
— 






GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


- et al. 


ertificate 
hone Co 
me 


PHILIP HANO COMPANY, INC. 


| = (0) 40) 4 DH FN 


Largest Manufacturers in the United 
States of Bills of Lading, in pads and 


continuous forms. Prices very low. 


New York Office, 40 Worth Street 


Manufacturing space— 
for sale or lease 


ee buildings, floors or smaller manufacturing space in a city of 

000. Served by three railroads; private sidings on two, Pa. R. R. 
je G.T.R.R. Street cars and boulevards one block away, concrete 
pavement to buildings, ample parking space. 


Say 


Monolithic cement and cement block buildings—three stories high, 
with light and fresh air on all sides. Buildings heated; sprinkler 
system; large freight elevators. 


tes Good residence section within five minutes’ walk. 
2m This is the place for a growing factory, a new industry or a branch 
ect factory or assembling plant. In the heart of lower Michigan. For 


details and blueprints, write 


Factories, Inc., 
1911 Factory St., Kalamazoo, Mich. 


There is also some space suitable for warehouse use. 


























25. 
ST. LOUIS — THE 49TH STATE — MO. 
ou, i 
in 
ion Storers, Distributors 
and 
his Forwarders 
us of 
ra General Merchandise 
|”: ioe |= 
yn 
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CALMAR LINE 


In tercoastal Service 
SAILIN'G EVERY NINE DAYS 


SU BJECT TO CHANGE WITHOUT NOTICE 














ARRIVES 


















BALTI- | PHILA- | LOS PORT- 

Ne VESSEL MORE | DELPHIA|ANGELES|°* Francisco) [anp | SEATTLE 
DEPART|DEPAR 

1 | VERMAR Sailed 

10 | CALMAR Sailed 

2 | FLOMAR Sailed 

2} PORTMAR. | Sailed 


10 | PENNMAR | May 20 


10 | YORKMAR. || May 29 

10 | MASSMAR_ jj June 11 July 24 
10 | OAKMAR June 18 Aug. 2 
2 | LOSMAR . June 25 Aug. 2] Aug. 8] Aug. 11 








For informatiiom regarding rates, etc., apply to nearest office: 


Calmar Steamship Corporation 


MOORE & McCORMAIZK CO., INC., GEN. swaYNE AND HOYT, INC., AGTS. 


Baltimore, Md., 15 8. Giy St. Los Angeles, Cal., 631 Central Bidg 
Chicago, ‘Ill, Rookery B ide. oe ; 
Cleveland, o. Union” Treiste Bldg. Portland, Ore., 911 Bd. of Trade Bidg. 
oon Y ork. 5 _ 9 Bids San Francisco, Cal., 240 Front St. 
elphia, Pa., Bo urs¢ . 
Pittsburvh, Pa. Oliver 8 idg. Seattle, Wash., 201 Central Bldg. 
Regular_Piers 


Atlantic Coast Pacific;Coast 


Baltimore—Pler 7, West Md. Ry., Port Los An my Terminal isiand 
Covin apts n Oakland—Howard Terminal 
Chitate phia—Pler 27! ¢. feading Co. ag oe f} Oveania Terminal 
consider special enij By ther plers cisco—Pler 
ere 


Fran 50 
be sufficient carg ¢ és Seattle Atiantie ay ‘Terminal 








United States 
Mail! 


Spe ed your shipments to North 
Chi; 1a, South China and The Philip- 
pine s on ‘‘President Liners’’—mail 
carri ers to the Orient because of fast 

servi :e. There’s a sailing from Seattle 
over 1-he short route every other Satur- 
day. -Arrivals every alternate Saturday. 
Thru. bills of lading issued to all Oriental 
ports. 
A fleet. of express ‘‘Cargo Liners’’ sailing 
on regilar, dependable schedule, aug- 
ment. tk 1is service to and from the Orient. 


T.J.KEHIC 'E, Gen. Eastern Agt., 32 Broadway, New York 


W.G.ROC HE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Di me Bank Bidg. 110 So. Dearborn St. 
Det roit, Mich. Chicago, Ill. 
L.. L. BATES, General Freight Agent 
1519 Rai lroad Avenue South, Seattle, Washington 


76 - offices in 22 countries at your service 


American Mail Line 
ww 
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SAVE 10% 


on your 


BILLS OF LADING 





Order your supply now 
from the publishers of 


THE TRAFFIC WORLD 


We have a supply of the present bill 
of lading on hand and wish to 
replace it as quickly as possible with 
the revised form which, if approved 
by the Commission, will go into use 
August 1. 


ONE PAD OR ONE HUNDRED 


Take 10% off these prices: 


Straight Bill of Lading 


Triplicate Quadruplicate 
100 ( 2pads) $ 2.00 $ 2.70 
200( 4pads) 3.75 5.00 
300 ( 6pads) 5.25 7.00 
500 ( 10 pads) 8.00 10.75 
1000 ( 20 pads) 12.00 16.00 
3000 ( 60 pads) 28.00 37.00 
5000 (100 pads) 43.00 57.00 


Your order will be filled the same 
day it is received. Saving also 
applies on bills imprinted with ship- 
per’s name and address. Ask for 
quotations. 


Merchandise Department 


Traffic Service Corporation 
418 So. Market St., Chicago, II. 
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June 3—St. Louls, Mo.—Special Examiner Ames: 
19594—Transfer of freight within St. Louis and EF. gt 
dray and track for and on behalf of railroads. * St. Louts by 
1. & S. 2934—Off-track station and constructive receipt and 
of freight at St. Louis, Mo., and E. St. Louis, fi) (turth delivery 
ing, to receive evidence with respect to the cost of "varion yh. 
to be performed in connection with off-track station r - 
delivery, interchange between railroads, and in direct delftt! 
pursuant to provision made for such further es, 
Commission). hearing in report of 


sume ee Cw. <a ro7 ae: 
8 ¥ and Ist, 2nd, 3rd and 4th sups.)—Paper 
and winding cores between points in Canada and U on articles 
1. & S. 3328—Paper, paper articles and winding cores between ' 
in Canada and U, S. (in so far as they cover other temo’ 
than those covered by No. 21095, rates on newsprint paper ritories 
and southern classification territories). » Official 


— Soe = ee, © C.: 

ates on fresh meats and packing house 

ant, within state of Iowa. Products, in car. 
41 State of Idaho ex rel. Public Utilities Cc is 
vs. O. S. L. R. R. et al. S Commission of Idaho, 

June 5—Olympia, Wash.—Department of Public Works: 

* Finance No. 7539—Amended and supplemental joiont application of 
Northern Pacific Ry. and Oregon-Washington R. & Navigation 
Co. for a certificate of public convenience and necessity anther: 
izing the construction of a line of railroad from Moclips ~ 
=, te nv point in or near Section it 

ownship orth, Range est, in Gray’s H My 
ferson counties, Wash. y's Marbor and Jet- 

June 5—Argument at Washington, D. C.: 

21740—Tariffs of Warrior River Terminal Co. 
19919—Waste Material Dealers’ Association of Arkansas et al. vs 
Cc. R. I & P. Ry. et al. (and cases grouped therewith). i 

June 5—Salt Lake City, Utah—Examiner Johnston: 

23064 (and Sub. 1)—Gibbons & Reed Co. vs. A. T. & S. F. Ry, etal 
23209 (and Sub. Nos. 1 to 4, incl.)\—Hancock Fruit Co. ys. A. T 
& S. F. Ry. et al. ; 

June 6—Argument at Washington, D. C.: 

19734—-Sinclair Refining Co. vs. Ft. W. & R. G. Ry. et al. 
I. & S. 3253 (and 1st supplemental order)—Naval stores from south- 
ern points to eastern destinations (and cases grouped therewith) 

June 6—Houston, Tex.—Examiner Johnson: 

— Charles Rice Milling Co., of La., Inc., vs. A. & §. Ry, 
et al. 

June 9—Washington, D, C.—Examiner Sullivan: 

* Finance No. 8236—Application Me. Cent. R. R. for authority to ac- 
quire control of Upper Coos R. R. by purchase of capital stock, 

June 9—Denver, Colo.—Examiner Johnston: 

23076—Dawe’s Dry Milk Co. vs. A. T. & S. F. Ry. et al. 


June 9—Washington, D. C.—Assistant Director Burnside: 

Finance No. 6486—Application P. & W. Va. Ry. for authority to 
acquire control of W. & L. E. Ry. by purchase of capital stock. 

Finance No. 7560—Application N. Y. C. & St. L. R. R. for authority 
to acquire control of W. & L. E. Ry. and its subsidiary, the L & 
'W. Va. Ry. by purchase of capital stock. 

Finance No. 7561—Application N. Y. C. & St. L. R. R. for authority 
to issue common and preferred stock. 

Finance No. 8231—Application Wabash Ry. for authority to acquire 
control of W. & L. E. Ry. by purchase of capital stock. 


June 9—Rochester, N. Y.—Examiner Archer: 
22969—-State of N. Y. Department of Agriculture & Markets et al. 
vs. N. ¥. C. BR. BR. ot al 


June 10—Washington, D. C.—Examiner Sullivan: : 
* Finance No. 8232—Application B. & M. R. R. for authority to acquire 
control of Springfield Terminal Ry. by purchase of capital stock. 


June 10—Washington, D. C.—Examiner Kelley: 
Finance No. 3884—Excess Income of Pencoyd & Philadelphia R. R 


June 10—Washington, D. C.—Examiner Walton: 
Finance No. 3718—El Dorado & Wesson Ry. (further hearing). 


June 10—Cleveland, Miss.—Mississippi Railroad Commission: 

Finance No. 8057—Joint Application of Y. & M. V. R. R. and Sun- 
flower & Eastern Ry. for authority to abandon a line of railroad 
between Parchman and Webb, in Sunflower and Tallahatchie 
counties, Miss. : 

Finance No. 8088—Joint Application of Helm & Northwestern By. 
and Y. & M. V. R. R. for authority to abandon a line of railroad 
between Helm and Jacobs, Miss. (further hearing). 


June 10—Washington, D. C.—Examiner Glover: 
Fourth Section Application Nos. 1571 et al. (further hearing). 


June 11—Argument at Washington, D. C.: é 
1. & S. 3344—Notice to consignors or owners of carload freight re 
fused or unclaimed at destinations. R 
—— Rock Chamber of Commerce et al. vs. A. & R. RB. 
et al. 
22058—Corning Glass Works vs. B. & O. R. R. et al. 


June 11—Lake Charles, La.—Examiner Johnson: a 
1. & S. 3130—Consolidated Southwestern Cases (in so far as it — 
cerns rates on rosin, rosin dross, etc., except on import, orl 
and coastwise traffic and except between points east of In t- 
state line on one hand and points in Kansas and Missouri, on 
other hand) (further hearing). 
June 11—Washington, D. C.—Examiner Boyden: 
Finance No. 375¢—In re excess Income of Hannibal Connecting R. & 
(further hearing). 
June 12—Indianapolis, Ind.—Examiner Disque: 1 within 
16308—In the matter of intrastate rates on bituminous = beer’ 
the state of Indiana (and cases grouped therewith) (furt A - 
ing, - so far as local and joint rates of Southern Ry. 4 
cerned). 


June 12—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14053 filed by Agents Curlett, Jone 
and Van Ummersen. 


June 12—Argument at Washington, D. C.: 

21195—Lowe Paper Co. et al. vs. Kaydeross R. R. Corp. et * al 
21225—Kaydeross Paper Co. et al. vs. Kaydeross R. > ~ to 
21993—Midwest Coal Traffic Bureau vs. A. V. I. Ry. eal 
22615—Bladen Lumber Co. et al. vs. A. T. & S. F. Ry. et @. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
EFORE THE INTERSTATE COMMERCE COMMISSION 


B 
EDWARD A. HAID PAYSOFF TINKOFF 


ATTORNEY AT LAW 
—AND— 
Especial attention te rate and railroad| CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
matters generally. SPECIALIZIN G 
1704-6 Boatmen’s Bank Bldg. SEERSEATS Coes GAne 
St. Louis, Mo. 








H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


PHILCADE BUILDING 


TULSA, OKLAHOMA FEDERAL TAXES 
1540 BUILDERS’ BUILDIN CHICAGO, ILL. 


THOMAS M. WOODWARD| You can reach Traffic World 
ATTORNEY AT LAW readers each week 
Formerly Attorney for the Director General Through the use of an advertise- 


of Railroads and Attorney and Examiner pace 
for the Interstate Commerce Commission. wh Lh BA * = 








Jos. C. COLQUITT 
ATTORNEY AT LAW 
Freight Classification Matters 


| Interstate Commerce and 
| Departmental Practice 





m0 Kighteenth St., WASHINGTON, D. C. Transportation Building, WASHINGTON, D.C. a cent per subscriber. 
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LEFFINGWELL & DIXON 


ATTORNEYS AT LAW HITT, MILLER, CAIN & MUNSON]  7*™»ertation Building, Washington, D. 6. 
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| Attorneys at Law 
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GEORGE H. PARKER J. K. MOORE JOHN ANDREW RONAN 
ATTORNEY AT LAW ATTORNEY-AT-LAW LAWYER AND 
TRANSPORTATION ANALYST 502-8 Petroleum Building COMMERCE ATTORNEY 


Oklahoma City, Okla. 
Specializing in Rate Fn Other Transpertation 
ases 


‘Unien Trust Bldg. Washington, D. C. 


‘formerly Assistant to Director General of Rail- 
roads, and Comptroller United States R. R. Adm. 


BRAINERD W. LA TOURETTE 
_ ATTORNEY AT LAW 


11 South La Salle Street, Chicago, IIl. 
Telephene Randelph 0844 


THOMAS L. PHILIPS WARREN H. WAGNER 


ATTORNEY AT LAW 
Especial attentien to matters befere Inter- ATTORNEY AT LAW 


Commerce and State Commissiens 7. ogy —_ — Investment Building, Washington, Bp Cf 


PRACTICE IN ALL COURTS PRACTICE IN ALL COURTS Fermerly Assistant Chief Examiner 
PAUL BROWN BLDG. ST. LOUIS, MO. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 









DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS BISHOP & BAHLER T. D. GEOGHEGAN 
CONSULTING ENGINEER PE ig be een COMMERCE SPECIALIST 

| Cot and Statistical Analyses—Matters Relating | ‘™*erstate Commerce and State Commission Matters Before State and Federal 

te Rates—Censolidatiens and Valuations Commissions and Departments 


E. W. HOLLINGSWORTH 
Cemmerce Atterney 
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319 Feurteenth Street 369 Pine Street 
Oakland, San Francisce, 































Calif. Calif. 








TRUCKING 
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LEONARD’S GUIDE| 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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June 13—Shreveport, La.—Examiner Johnson: 

>i. & &. Concentration of cotton seed from points on La. & 
Ark. Ry. (formerly L. R. & N. Co.) west of Miss. River to 
Shreveport and Bossier City, La. 


June 13—Argument at Washington, D. C.: 
22321 (and Sub. 1 to 7, incl.)—F. A. Bradley vs. C. & E. I. Ry. et al. 
(and related cases). 


22425—Traffic Bureau, Chamber of Commerce of Mitchell, vs. A. T. 
& S. F. Ry. et al. 
22514—Board of Railroad Commissioners of state of S. D. vs. A. T. 
& S. F. Ry. et al. 
22446—Northwestern Lumbermen’s Assn. vs. C. & N. W. Ry. et al. 
June 14—Argument at Washington, D. C.: 
22261—Interstate Amiesite Co. et al. vs. A. & R. R. R. et al 


Fourth Section Application No. 13731, filed jointly by Agents Tilford 
and Streyer. 

22611—J. Fred Amsden vs. C. N. Rys. et al. 

20630—J. Fred Amsden vs. C. N. Rys. et al. 


June 16—Washington, D. C.—Examiner Bardwell: 
* 23240—Ohio Lake Cargo Coal Rate Committee et al. vs. B. & O. R. 
mR. et al. 


ON SHIPMENTS THRU CHICAGO 
YOU CAN GAIN TIME—SAVE MONEY 


When it comes to terminals like Chicago's the man on the ground can 
speed up shipments—handle them economically. We are doing it 


for many firms. Write for details. 
THE WHITNEY CO. 


Telephone 
Longbeach 7115 4750 Sheridan Road, Chicago 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


Jarke 


WAREHOUSES 


MAKE TRAFFIC YOUR FUTURE CAREER 


Freight traffic demands first class men who base their 
judgment on knowledge, not guesswork. Experience fur- 
nishes a valuable foundation, but without special train- 
ing, the traffic structure remains incomplete. With us you 
travel from desk to desk, figuratively speaking, and learn 
in one or two years what actual experience would require 
many years to teach. 


Two separate courses: 

(1) Traffic Specialization 

(2) Traffic Law and Practice 
Training available in resident classes or by mail. 


EMPLOYERS: If you have an opening requiring a 

trained traffic man, we can supply a fully qualified em- 

. ployee without any charge, with or without experience. 
Chicago, Ill. New York, N. Y. 


College of Advanced Traffic Academy of Advanced Traffic 
608 South Dearborn St. 299 Broadway 
Telephones: Harrison 8649-50 Telephone: Worth 5820 





A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 


ILLINOIS 
pecstu, 


to Illinois points. 
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* 23241—Western Pennsylvania Coal Traffic Bu : 
R. et al. roau et al. va ee 
June 16—Boston, Mass.—Examiner Howell: 
Finance No. 6469—Application of N. Y. N. H. & H.R R 
mission to continue certain service by water after July i 3 ‘ 
June 16—Argument at Washington, D. C.: — 
22376—Charles S. Hardy vs. G. H. & S. A. Ry. et al. 


22473—Corn Belt Coal Merchants’ Assn. vs. A. T. & §, P Ry 
22505—Board of Railroad Commissioners of state of § pD - et al, 
& S. F. Ry. et al. ™ We 


22724—-Laboratory Products Co. vs. M. C. R. R. et al, 


June 16—Jacksonville, Fla.—Examiner Koebel: 
* 1. & S. 3456—Transcontinental class and commodity 
the Pacific Coast territory and Peninsula of Florida 


June 16—Raleigh, N. C.—Examiner Hosmer: 
21665—North Carolina Corporation Commission ys. 
et al. (further hearing). 


June 17—Argument at Washington, D. C.: 
20549 (and Sub. 1 and 2)—Concha Live Stock Co. et al, y 
& S. F. Ry. et al. , 
no. va he Co. vs. Gt. Nor. Ry. et al. 
85—Kaw Valley Potato Growers & Shippers T . 
A. T. & S. F. Ry. et al. : ratic Asm. w 
22662—-Dale Oil & Refining Co. vs. C. G. W. R. 
June 17—Washington, D. C.—Examiner Glover: 
Fourth Section Applications Nos. 13647 et al. 
June 17—Washington, D. C.—Examiner Diamondson: 
23210 (and Sub. 1 to 9, incl.)—C. M. Kelley vs. A. C. L. R. R. etal 
June 17—Chicago, Ill.—Examiner Disque: 
15234—In the Matter of Divisions of Freight Rates in Western and 
Mountain-Pacific territories (in so far as_ it concerns divisions 
to and from St. Louis, Mo., E. St. Louis, Ill., or Thebes, Il, on 
transcontinental traffic and trans-Missouri traffic, as previously 
defined, which moves via St. Louis, E. St. Louis or Thebes, but 
which avoids Mo. River crossings). 


June 18—Argument at Washington, D. C.: 
22567—Domestic Coke Corp. vs. B. & O. R. R. et al. 
22613 (and - ‘eo 1 to 5, incel.)—J. B. Gutzwiller Coal Co. vs, M. Pp. 
R. R. et al. 
21165—Hamilton Rubber Manufacturing Co. et al. vs. B. & O. RR, 


Tates between 


A.C. ae Ry. 


8. A. T, 


R. et al. 


et al. 
21552—Procter & Gamble Manufacturing Co. vs. A. T. & S. F. Ry, 
et al. (and cases grouped therewith). 


June 19—Washington, D. C.—Examiner Walsh: 
Finance No. 3978—In re excess income of Warren & Ouachita Valley 
Ry. (further hearing). 


POSITIONS WANTED OR OPEN 


WANTED—Railroad traffic man with some experience in mer- 
chants’ warehouse business, who is able to solicit business and look 
after operating end of merchants’ warehouse. Address T. O. N. 286, 
eare Traffic World, Chicago, IIl. 


OUR CAR RECORD SHEET enables you to carry a complete rec- 
ord of every car, dates and charges, time of arrival and unloading, 
ete., at a cost of one cent for 24 cars. Loose leaf binder supplied, 
if desired. Send for a sample of this form and 18 others which have 
been designed and approved by authorities. The Traffic Service Cor- 
poration, Merchandise Department, 418 S. Market St., Chicago, Ill. 











POSITION WANTED—College graduate, LaSalle Traffic Manage- 
ment Course, four years’ railroad and three years’ industrial traffic 
experience. Address L. G. L. 288, care Traffic World, Chicago, Ill. 


POSITION WANTED—Experienced traffic man, excellent refer- 
ence, good business ability, desires connection. Would also represent 
any western concern in east. Address A. R., care Traffic World, Chi- 
cago, Ill. 


TRAFFIC EXECUTIVE, eighteen years’ broad experience with 
railroad and industrial concerns, excellent record, successful practi- 
tioner before I. C. C., now employed, desires greater opportunity. 
Address E. N. C. 278, care Traffic World, Chicago, IIl. 

















PITTSBURGH DISTRIBUTION 


Cold and dry distribution ean be most successfully accomplished to 
the 5,000,000 Pitts! District population through the Terminal system. Direct 
connections of all r into the group of buildings eliminates all trucking 
and a except for city deliveries. Lowest obtainable insurance rates. Every 
modern facility for doing business. 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 


Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets 


Pittsburgh, Penneylvania 
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auaems BOAT SERVICE 
—— STORE DOOR DELIVERY ° 


om die BY OUR OWN MOTOR TRUCKS Z)TQJ naar} ORY and MORGAN S. S. LINES 
TO ALL POINTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., PIER 32 E. R., NEW YORK CITY, ERNEST E. FUCHS, President 


THRU RATES AND 
DIRECT WATER ROUTES 


“MYSTIC ; South Norwalk, Bridgeport, New 
<7? WESTERLY fi TOM London and Norwich, Conn. 


©. F. A., W. YF i. Inter-Mountain, 
to South and Southwest 


CLYDE, OLD DOMINION, SAVANNAH, 


























